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No.  2879. 
WILSON  PRODUCE  COMPANY 

V. 

PENNSYLVANIA  RAILROAD  COMPANY. 


Submitted  April  18,  1910,    Decided  June  10, 1910. 


Reparation  awarded  for  unreaeonable  charges  on  one  carload  of  watermelons  from 
Lowell,  Fla.,  consigned  to  Pittsburg,  Pa.,  and  diverted  en  route  at  Altoona,  F^., 
as  the  diversion  should  have  been  made  without  additional  charge. 

J.  J.  Foley  for  complainant. 
Henry  WolfBikle  for  defendant. 

Report  of  the  Cobocission. 

Peoutt,  Commissioner: 

In  June,  1909,  complainant  shipped  a  carload  of  watermelons  from 
Lowell,  Fla.,  consigned  to  Pittsburg,  Pa.  It  was  diverted  en  route 
and  delivered  at  Altoona,  Pa.,  an  intermediate  point.  After  a  brief 
delay  there,  the  car  was  ordered  to  Pittsburg.  For  the  movement 
from  Altoona  to  Pittsburg  the  rate  on  watermelons  was  applied  and 
$59.15  coUected. 

At  the  time  the  shipment  moved  the  tariffs  provided  that  ship- 
ments of  perishable  products  might  be  diverted  or  reconsigned  once 
north  of  Potomac  Yard,  Va.,  without  extra  charge.  No  provision 
was  made  for  a  second  diversion  or  reconsignment  north  of  that  yard. 
The  present  tariff  (G.  O.,  L  C.  C.  No.  1738,  effective  April  1,  1910), 
provides  for  subsequent  diversions  or  reconsignments  north  of  Poto- 
mac Yard  at  a  charge  of  $5  each,  provided  the  point  is  on  the  direct 
line  of  the  original  consignment 

Complainant  contends  that  the  failure  of  defendant  to  provide  for 
a  second  reconsignment  north  of  Potomac  Yard  subjected  him  to  an 
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unreasonable  charge  for  the  movement  of  this  freight  and  that  he 
should  have  been  charged  only  $5  additional  for  the  movement  from 
Altoona  to  Pittsburg.  The  defendant  expresses  a  willingness  to  pay 
reparation  in  the  amount  of  $54.15,  the  difference  between  the  amoimt 
charged,  $59.15,  and  $5  for  diversion,  the  same  as  is  provided  in  its 
present  tariffs. 

At  the  hearing  of  this  case  no  contention  was  made  that  there  had 
been  any  misapplication  of  the  rules  relating  to  diversions  and  recon- 
signments  in  the  tariffs  of  defendant.  At  the  time  this  diversion 
occurred,  we  find  upon  an  examination  of  the  tariffs  of  defendant  on 
file  with  the  Commission,  that  diversion  and  reconsignment  were 
allowed  as  foUows,  G.  0-,  I.  C.  C.  No.  639: 

3.  Upon  or  previous  to  the  arrival  of  can  at  Potomac  Yard,  Va.,  orders  tar  refbnrard- 
ing  should  be  filed  with  the  freight  agent  at  Potomac  Yard,  Va.,  and  such  diverting 
orders  will  be  accepted  and  cars  reforwarded  to  new  destination,  and  settled  on  basis 
of  rates  from  point  of  <Nrigin  to  such  destination,  if  through  rates  are  in  efifect.  If 
through  rates  are  not  in  efifect  from  point  of  origin  to  destination,  shipments  wiU  be 
charged  on  the  basis  of  the  rates  to  Washington,  D.  C,  plus  the  published  rates  from 
Wadiington,  D.  C,  to  final  destination. 

4.  Only  one  diversion  or  reconsignment  will  be  permitted  on  any  shipment  after 
eaving  Potomac  Yard,  Va. 

Under  this  tariff,  if  the  diversion  of  the  watermelons  to  Altoona 
occurred  at  Potomac  Yard,  the  shipper  had  a  right  to  have  the  melons 
reconsigned  from  Altoona  to  Pittsburg  without  additional  charge. 

Upon  the  hearing  it  did  not  clearly  appear  whether  the  diversion  to 
Altoona  was  before  or  after  the  car  left  Potomac  Yard,  but  subse- 
quent correspondence  with  the  defendant  discloses  that  the  order  for 
diversion  was  placed  with  the  proper  party  two  days  before  the  passing 
of  the  car  through  Potomac  Yard.  It  foUows  that  the  diversion  from 
Altoona  to  Pittsburg  should  have  been  made  without  additional 
charge,  and  that  the  complainant  is  entitled  to  reparation  in  the  sum 

of  S59.15,  with  interest  from  July  1,  1909. 
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No.  3174. 
EDWARD  G.  DAVIES 

V. 

ILLINOIS  CENTRAL  RAILROAD  CX5MPANY. 


SiibmitUd  May  t7, 1910.    Decided  June  10,  1910. 


Complaint  alleges  discrimination  in  assessment  of  chaiges  for  unloading  consolidated 
carloads  of  vegetables.  Hearing  developed  that  the  circumstances  in  connection 
with  the  shipment  in  question  were  unusual  and  not  previously  correctly  under- 
stood by  either  complainant  or  defendant.    No  order  entered. 

Edward  0.  Davies  for  complainant. 

A.  P.  Eumburg  for  Illinois  Central  Railroad  Company. 

Report  of  the  Commission. 

Clark,  Commissioner: 

Complaint  alleges  that  complainant  is  subjected  to  imdue,  unrea- 
sonable, and  unlawful  discrimination  in  that  defendant  charges  com- 
plainant for  the  service  of  unloading  consolidated  carload  shipments 
of  vegetables  upon  its  platform  or  at  its  freight  house  while  refrain- 
ing to  make  such  charge  for  the  same  service  for  other  shippers. 

Straight  carloads  of  vegetables  to  one  consignee  are  delivered  on 
defendant's  team  tracks  and  unloaded  by  consignees,  but  so-called 
"consolidated"  carloads,  which  consist  of  shipments  to  numerous 
consignees,  are  unloaded  by  defendant  and  assorted  upon  its  platform 
or  in  its  freight  house  for  the  several  consignees,  and  for  such  imload- 
ing  and  assorting  the  tariff  charge  of  one  cent  per  100  j)ounds  is 
assessed. 

During  certain  seasons  defendant  runs  so-called  "pick-up"  trains 
or  cars  and  gathers  less-than-carload  shipments  in  iced  refrigerator 
cars.  It  has  a  tariff  rule  that  when  such  pick-up  trains  or  cars  are 
not  operated  or  when  shippers  desire  cars  for  their  separate  loading, 
lees-than-carload  shipments  will  not  be  forwarded  in  iced  refriger- 
ator cars  except  when  10,000  pounds  or  more  are  loaded  or  paid  for. 

The  complaint  is  based  upon  and  refers  specifically  to  the  move- 
ment of  and  charges  on  one  carload  of  cabbage  as  follows: 
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A  car  was  placed  by  defendant  for  loading  at  St.  Rose,  La.,  a  non- 
agency  station,  on  order  of  Charles  Elfer,  into  which  Mr.  Elfer  loaded 
150  crates  of  cabbage  for  S.  &  H.  Levy  &  Company,  Chicago.  Thia 
shipment  equaled  or  exceeded  in  weight  the  minimum  carload 
weight  required  by  defendant's  tariff,  but  F.  O.  Weaver  also  loaded 
into  the  same  car  at  the  same  time  60  crates  of  cabbage,  20  of  which 
were  for  the  same  consignee,  S.  &  H.  Levy  &  Company,  and  40  of 
which  were  for  six  additional  consignees.  These  shippers,  in  making 
out  bill  of  lading,  apparently  did  not  imderstand  that  the  bill  shoidd 
read  to  one  consignee  even  though  the  car  was  loaded  imder  the  con- 
solidated carload  privilege.  The  bill  of  lading  and  the  car  were 
accepted  by  the  conductor  and  taken  to  Kenner  to  be  waybilled  by 
the  agent.  The  agent  waybilled  150  crates  from  Elfer  to  Levy  & 
Company,  20  crates  from  Weaver  to  Levy  &  Company,  and  40  crates 
from  Weaver  to  "diverse  parties,"  and  noted  on  the  waybill  a  request 
that  the  agent  at  Chicago  assort  shipments  as  per  marks  on  crates  and 
correct  billing  accordingly. 

On  receipt  of  this  billing  the  agent  at  Chicago  instructed  the  ware- 
house man  to  the  effect  that  this  was  a  consolidated  shipment  and 
should  be  imloaded  and  check  of  same  returned  so  that  billing  might 
be  corrected.  Thereupon  the  car  was  imloaded  and  the  170  crates 
were  delivered  to  Levy  &  Company  without  the  assessment  of  any 
unloading  charge. 

Later,  with  the  view  that  technically  an  unloading  charge  should 
have  been  assessed  defendant  coUected  from  Levy  &  Company  $2.18 
for  such  imloading. 

At  the  hearing  considerable  discussion  was  had  as  to  the  proper 
interpretation  of  defendant's  rule  for  assessing  the  charges  on  a  mini- 
mum of  10,000  pounds  on  less-than-carload  lots  which  are  moved  in 
iced  refrigerator  cars  when  their  pick-up  refrigerator  service  is  not  in 
operation,  and  it  is  assumed  and  understood  that  whatever  revision 
this  rule  may  need  in  order  to  make  its  appUcation  clear  and  definite 
will  be  promptly  made. 

If  bill  of  ladhig  upon  which  this  car  moved  from  the  nonagency 
station  had  designated  definitely  the  consignees  and  number  of  crates 
for  each  of  them  for  the  40  crates  which  were  consigned  to  **  diverse 
parties,"  defendant  could  have  imloaded  those  40  crates  at  its  freight 
house,  and  then  set  the  car  on  the  team  track  for  unloading  the  car- 
load lot  of  Levy  &  Company.  No  unloading  charge  was  made  against 
the  ''diverse  parties,"  and  it  is  now  conceded  under  aU  of  the  circum- 
stances surrounding  this  shipment  that  the  collection  of  the  $2.18 
from  Levy  &  Company  was  not  justified. 

Complainant  expresses  the  belief  that  the  shippers  intended  this 
to  be  a  consolidated  carload  shipment  from  St.  Rose.    Complain- 
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ant  alleges  that  he  has  had  considerable  difficidty^  connection  with 
his  shipments,  and  over  proper  interpretation  of  tariffs.  He  frankly 
admits  that  the  conditions  connected  with  the  movement  and  unload- 
ing of  the  carload  here  in  question  were  unusual  and  not  exactly  as 
originally  imderstood  by  him. 

Obviously  it  is  proper  for  defendant  to  refund  to  Levy  &  Company 
the  $2.18  which,  imder  the  circumstances,  should  not  have  been 
charged,  and  doubtless  out  of  these  experiences  will  come  some  better 
understandings  and  such  clarification  of  rules  as  will  avoid  future 
similar  misunderstandings.    No  order  appears  to  be  necessary. 

19  I.  0. 0.  Rep. 
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No.  2762. 
SOUTHERN  CALIFORNIA  SUGAR  COMPANY 

V. 

SAN  PEDRO,  LOS  ANGELES  &  SALT  LAKE  RAILROAD 

COMPANY  ET  AL. 


SubmitUd  March  t9, 1910.    Decided  Juru  10, 1910. 


1.  The  power  of  the  Commiflsioii  to  eetablifih  through  routes  and  joint  rates  can  not  be 
invoked  unless  it  appears  that  the  transportation  point  at  which  the  com- 
plainant is  located  is  not  reasonably  served  by  a  through  route  now  existing. 

S.  On  petition  seeking  the  institution  of  through  routes  and  joint  rates  on  sugar  from 
New  Delhi,  Cal.,  to  Missouri  River  points  via  the  line  of  the  Pacific  Electric 
Railway  Company,  on  the  tracks  of  which  the  complainant  is  located,  and  tran^ 
continental  carrierrs  through  Los  Angeles;  Held,  That  the  line  of  the  Southern 
Pacific  Company,  which  runs  within  three-fourths  of  a  mile  of  the  complain- 
ant's plant,  forms  with  its  eastern  connections  a  reasonable  and  stttis&urtory 
through  route  from  New  Delhi.    Complaint  dismissed. 

8eih  Mann  for  complamant. 

0.  W.  Durbraw,  F.  C.  DiOard,  and  P.  F.  Dunne  for  Southern  Pacific 
Company. 

F.  R.  KeUy  and  A.  L.  HdUtead  for  San  Pedro,  Los  Angeles  &  Salt 
Lake  Railroad  Company. 

E.  W.  Camp,  Robert  Dunlap,  T.  J.  Norton,  and  U.  T.  Clotfdter  for 
Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

James  A.  Gibson  for  Pacific  Electric  Railway  Company. 

Report  of  the  Commission. 

Lane,  Commissioner: 

Complainant  is  a  California  corporation  engaged  in  the  manufacture 
and  sale  of  sugar  and  other  products  from  sugar  beets.  Its  factory 
is  located  at  New  Delhi,  Cal.,  some  35  miles  southeast  of  Los  Angeles, 
on  the  line  of  the  Pacific  Electric  Railway  Company.  A  branch 
line  of  the  Southern  Pacific  extending  from  Los  Angeles  through 
Santa  Ana  to  Newport  Beach  runs  within  three-fourths  of  a  mile  of 
New  Delhi,  while  a  branch  of  the  Santa  Fe  passes  it  at  a  distance  of 
approximately  1)  miles.  All  three  lines  reach  the  town  of  Santa  Ana, 
which  is  situated  about  2}  miles  from  New  Delhi,  but  at  the  present 
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time  there  is  no  physical  connection  between  the  tracks  of  the  elec- 
tric railway  company  and  the  steam  roads  at  that  point. 

When  the  promoters  of  the  Southern  California  Sugar  Company 
were  searching  for  a  favorable  site  for  the  location  of  their  plant 
they  were  urged  to  establish  themselves  either  upon  the  line  of  the 
Southern  Pacific  or  that  of  the  Santa  Fe,  assurances  being  given  that 
they  would  be  accorded  the  same  joint  rates  on  sugar  to  eastern 
markets  as  are  now  enjoyed  by  other  California  factories.  It  appears, 
however,  that  the  citizens  of  Santa  Ana  and  vicinity,  whose  coopera- 
tion was  apparently  essential  to  the  success  of  the  complainant's 
enterprise,  were  willing  to  lend  their  assistance  only  upon  the  express 
condition  that  the  factory  should  not  be  located  upon  the  line  of  a 
steam  railroad.  Santa  Ana  interests  subscribed  generously  to  the 
company's  stock,  and  30  acres  of  land  2\  miles  south  of  the  town 
were  donated  for  a  factory  site.  These  inducements,  in  conjunction 
with  certain  natural  advantages  of  location,  led  the  complainant  to 
construct  its  plant  at  New  Delhi. 

The  complainant  acquired  and  deeded  to  the  Pacific  Electric  Rail- 
way Company  in  fee  a  right  of  way  60  feet  in  width  from  Santa  Ana  to 
New  Delhi,  and  the  railway  company  thereupon  extended  its  tracks 
and  constructed  spurs  into  the  factory.  In  the  same  manner  a  right 
of  way  through  the  beet  fields  to  Huntington  Beach  was  secured,  and 
with  the  financial  assistance  of  the  complainant  the  construction  of 
the  line  was  completed.  The  sugar  company  now  secures  its  supply 
of  sugar  beets  over  this  branch. 

Complainant's  factory  has  been  in  operation  since  July  1,  1909. 
The  plant  is  in  every  respect  modem,  and  when  run  to  capacity  wiU 
consume  from  72,000  to  75,000  tons  of  beets  per  annum  and  produce 
22,000,000  pounds,  or  11,000  tons,  of  sugar.  This  will  amount  to 
some  360  carloads  of  60,000  pounds  each,  75  per  cent  of  which  it  is 
stated  must  find  a  market  at  the  Missouri  River  and  intermediate 
points.  During  the  first  year  of  its  operation  the  factory  produced 
and  shipped  135  carloads  of  sugar  and  had  56  carloads  in  the  ware- 
house at  the  close  of  the  season. 

In  addition  to  the  plant  of  the  complainant  there  are  12  beet-sugar 
factories  in  California,  all  served  directly  by  the  lines  of  the  Southern 
Pacific  Company,  or  the  Atchison,  Topeka  &  Santa  Fe  Railway 
Company.  These  factories  are  located  at  the  following  points: 
Alvarado,  Batavia,  Chino,  Corcoran,  Hamilton,  Los  Alamitos, 
Ontario,  Oxnard,  Salinas,  Spreckels,  Visalia,  and  Watsonville.  In 
the  southern  part  of  the  state,  and  at  comparatively  short  distances 
from  New  Delhi,  sugar  factories  are  located  on  the  lines  of  the 
Southern  Pacific  Company  at  Chino,  Ontario,  and  Los  Alamitos, 
and  on  the  line  of  the  Santa  Fe  at  Corcoran.    From  all  of  these 
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factories  the  defendants,  other  than  the  Pacific  Electric  Railway 
Company,  make  the  same  joint  rates  for  the  carriage  of  sugar  to  the 
Missouri  River  and  intermediate  points.  These  rates  at  the  present 
time  are  55  cents  per  100  pounds  upon  a  carload  minimum  of 
60,000  pounds  and  60  cents  upon  a  minimum  of  33,000  poimds. 
No  joint  rates  are  in  effect  from  New  Delhi,  the  complainant  being 
under  the  necessity  of  paying  the  local  rate  of  the  Pacific  Electric 
Railway  Company  to  Los  Angeles  and  the  full  55  or*60  cent  rate 
beyond.  The  present  rate  of  the  Pacific  Electric  is  2^  cents  per 
100  pounds,  but  the  statement  is  made  that  a  proper  charge  for 
the  service  would  be  10  cents.  It  is  indicated  that  that  basis  will 
probably  be  established  in  the  near  future. 

The  Southern  Pacific  Company  has  repeatedly  expressed  its  willing- 
ness to  construct  a  siding  at  the  point  on  its  line  nearest  the  factory 
and  there  receive  the  complainant's  shipments.  To  this  the  com- 
plainant answers  that  to  team-haul  sugar  is  impracticable,  first, 
because  of  the  impassibility  of  the  roads  in  winter,  and  second,  because 
serious  injury  would  be  caused  by  dust  in  summer.  Both  the  South- 
em  Pacific  Company  and  the  Santa  Fe  have  offered  to  construct 
spiurs  to  the  factory  upon  the  usual  terms.  The  complainant  states 
that  it  will  welcome  the  building  of  the  spurs,  but  points  out  certain 
alleged  legal  obstacles  which  even  if  eventually  overcome  would  post- 
pone relief  until  two  or  three  years  hence.  It  also  appears  that  the 
Southern  Pacific  Company  has  offered  to  construct  an  interchange 
track  connecting  with  the  tracks  of  the  Pacific  Electric  Railway 
Company  in  Santa  Ana  and  accept  cars  loaded  with  the  complainant's 
product  at  that  point.  This  offer  embraces  the  institution  of  joint 
rates  from  Santa  Ana  to  all  the  territory  in  which  California  sugar 
finds  a  market.  The  objection  offered  by  the  complainant  to  this 
tender  is  that  the  facilities  for  the  interchange  of  freight  in  Santa  Ana 
are  inadequate. 

The  complainant's  efforts  to  secure  the  rates  to  which  it  believes 
itself  entitled  having  failed,  this  proceeding  is  instituted  for  the  pur- 
pose of  compelling  the  defendants  to  join  in  forming  through  routea 
from  New  Delhi  to  Missouri  River  and  intermediate  points  and  to 
establish  joint  rates  which  shall  not  exceed  those  now  in  effect  from 
competing  sugar  factories  in  California.  It  is  alleged  that  the  refusal 
of  the  defendants  to  establish  such  rates  constitutes  unlawful  dis- 
crimination. An  effort  was  made  at  the  hearing  to  extend  the  scope 
of  the  inquiry  to  other  commodities  than  sugar  and  other  shipping 
points  than  New  Delhi,  but  the  prayer  of  the  petition  is  apparently 
confined  to  the  movement  of  sugar  from  New  Delhi,  and  it  would 

seem  that  this  is  the  only  issue  properly  before  us. 
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The  Pacific  Electric  Railway  Company  answers  that  it  stands 
ready  and  willing  to  enter  into  the  through  routes  and  establish  the 
joint  rates  which  the  complainant  seeks,  but  the  several  other  defend- 
ants resist  the  petition. 

Some  time  since  the  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad 
Company  agreed  to  estabUsh  joint  rates  on  various  products  from 
points  on  the  line  of  the  Pacific  Electric  Railway  Company,  and 
notified  the  agent  of  the  Transcontinental  Freight  Bureau  to  put 
such  rates  in  effect.  However,  through  some  unexplained  interven- 
tion, the  joint  rates  were  not  established.  The  general  traffic  man- 
ager of  the  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad  Company 
writes  to  the  interchange  manager  of  the  Pacific  Electric  Railway 
Company,  under  date  of  December  5,  1907,  as  follows: 

No  penoQ  regrets  more  than  I  do  our  inability  to  join  hands  with  you  in  a  throu^ 
tariff,  but  other  interests  evidently  got  very  busy,  but  we  have  not  entirely  given  up 
the  hope  that  in  the  very  near  future  we  will  be  able  to  issue  joint  tarifib.  Therefore 
I  hope  you  will  leave  the  proposition  still  open,  or,  if  you  desire  it,  I  will  hold  the 
matter  in  abeyance  until  further  advised  by  you. 

While  the  Salt  Lake  road  by  its  answer  opposes  the  relief  sought 
by  the  complainant  it  was  not  represented  at  the  hearing  or  in  argu- 
ment before  the  Commission. 

The  Atchison,  Topeka  &  Santa  Fe  Railway  Company  states  that 
it  does  not  make  joint  rates  with  electric  roads  "because  of  their  lack 
of  equipment  and  for  other  reasons  which  renders  such  companies 
unable  to  enter  into  mutual  arrangements.''  It  is  in  evidence,  how- 
ever, that  the  Pacific  Electric  Railway  is  a  standard-gauge  modem 
road  with  an  aggregate  mileage  of  some  313  miles  and  amply  equipped 
for  the  carriage  of  freight  as  well  as  passengers.  It  seems  clear  that 
as  far  as  physical  efiSciency  is  concerned  no  valid  objection  can  be 
urged  against  its  joining  in  through  routing  arrangements  with  the 
other  respondents.  This  line  of  defense  was  virtually  abandoned  at 
the  hearing. 

It  is  argued  that  by  locating  its  factory  at  New  Delhi  the  com- 
plainant secured  important  advantages  in  the  form  of  subscriptions 
to  its  stock  and  the  donation  of  land  for  a  factory  site.  It  is 
pointed  out  further  that  it  already  has  the  better  of  its  competi- 
tors by  reason  of  its  proximity  to  the  beet  fields  and  the  low 
rates  which  it  consequently  enjoys  for  the  transportation  of  its  raw 
material,  but  such  advantages,  it  is  hardly  necessary  to  remark,  do 
not  affect  a  shipper's  rights  to  reasonable  and  nondiscriminatory  rates 
and  proper  routing  arrangements  for  the  movement  of  his  finished 
product. 

It  is  next  urged  that  when  the  complainant  located  its  plant  at 
New  Delhi  it  was  with  the  full  knowledge  that  it  could  not  avail  itself 
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of  the  rates  enjoyed  by  competing  factories;  consequently  it  can  not 
now  be  heard  to  complain  that  it  labors  under  a  disability.  This 
objection  is  likewise  without  persuasiye  force.  For  reasons  satisfac- 
tory to  itself  the  complainant  elected  to  build  at  New  Delhi  instead 
of  on  the  line  of  the  Southern  Pacific  Company,  but  it  did  not  thereby 
forfeit  any  rights  guaranteed  by  the  act  to  regulate  commerce. 

These  questions  are  merely  preliminary — they  are  not  addressed 
to  the  merits.  The  real  problem  before  us  is  presented  in  the  conten- 
tion that  under  existing  conditions  the  complainant  enjoys  a  reason- 
able and  satisfactory  through  route  on  sugar  from  New  Delhi  to  the 
lifissouri  River.  If  this  contention  is  sustained,  the  complainant's 
case  must  necessarily  fail,  for  our  power  to  require  the  institution  of 
through  routes  and  joint  rates  is  expressly  conditioned  upon  there 
being  ''no  reasonable  or  satisfactory  through  route''  in  existence. 

The  complainant  rehes  upon  the  Commission's  decision  in  Cardiff 
Coal  Co.  V.  a,  M.  dk  St.  P.  By.  Co.,  13 1.  C.  C.  Rep.,  460;  but  an  exam- 
ination of  that  decision  will  show  that  it  lends  no  support  to  the  com- 
plainant's contentions.  It  developed  in  that  inquiry  that  no  through 
route  of  any  character  was  in  effect  from  the  complainant's  mine,  or 
the  shipping  community  in  which  it  was  included,  to  the  various 
destinations  at  which  it  sought  to  market  its  coal.  A  through  route 
and  joint  rate  were  found  to  be  essential,  and  the  Commission  so 
ordered,  but  we  expressly  pointed  out  in  the  case  of  the  Enterprise 
Fud  Co.  V.  P.  R.  R.  Co.,  16  I.  C.  C.  Rep.  219,  222,  that  a  shipper  "  is 
not  entitled  to  a  through  route  because  he  may  not  be  as  conveniently 
served  by  one  railroad  as  another."  The  rule  laid  down  in  this  case, 
as  well  as  that  established  in  the  case  of  the  Chicago  dk  Milwaukee 
Electric  R.  R.  Co.  v.  /.  C.  R.  R.  Co.,  13  I.  C.  C.  Rep.,  20,  is  briefly  this: 
The  power  of  the  Commission  to  establish  through  routes  can  not  be 
invoked  unless  it  appears  that  the  transportation  point  at  which  the 
complainant  is  located  is  not  reasonably  served  by  a  through  route 
now  existing.  Applying  tins  test  to  the  case  confronting  us,  can  it 
be  said  that  the  through  route  made  up  of  the  Southern  Pacific  Com- 
pany and  its  connections  does  not  adequately  serve  the  complainant's 
factory  and  the  shipping  community  of  which  h  forms  a  part  ? 

The  Southern  Pacific  Company  has  offered  to  construct  a  siding 
on  which  cars  could  be  placed  for  loading  only  three-fourths  of  a  mile 
from  the  sugar  factory,  and  doubtless  this  siding  would  be  in  operation 
to-day  had  there  been  reason  to  believe  that  it  would  be  used.  The 
complainant  objects  that  to  team-haul  sugar  is  utterly  impractica- 
ble— that  the  universal  custom  is  to  load  sugar  in  cars  directly  at  the 
factory  door.  This  objection  would  have  the  same  force  if  the  South- 
em  Pacific  Company  had  a  freight-receiving  station  within  a  few 
rods  of  the  complainant's  plants  and  yet  could  it  be  maintained  that 
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satisf actoiy  service  was  not  accorded  that  point  t  The  statute  does 
not  contemplate  that  a  shipper  who  enjoys  spur-track  service  from 
one  carrier  shall  be  entitled  to  say  that  the  service  accorded  him  by 
other  lines  in  the  immediate  vicinity  is  inadequate.  We  think  there 
18  no  escape  from  the  conclusion  that  the  Southern  Pacific  Company 
and  its  connections  form  what  is  in  contemplation  of  the  law  a  satis- 
factory through  route  for  the  transportation  of  sugar  from  New  Delhi, 
and  this  finding  precludes  our  making  the  order  which  the  complain- 
ant seeks. 

The  complaint  will  be  dismissed. 
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No.  2078. 
H.  F.  CADY  LUMBER  COMPANY 

V. 

MISSOURI  PACIFIC  RAILWAY  COMPANY  ET  AL. 


Submitted  Mardi  9, 1910,    Decided  June  S,  1910. 


The  charge  of  28  cents  per  100  pounds  on  complainant's  shipments  of  lumber  dressed 
in  transit  from  points  in  Louisiana  to  Omaha,  Nebr.,  m^e  after  May  9, 1906, 
was  unreasonable  to  the  extent  that  it  exceeded  23  cents.    Reparation  awarded. 

BaJdrige^  De  Bard  dk  Fradenburg  for  complainant. 

James  C.  Jeffery,  H.  J.  Campbdl,  and  B.  M.  Flippin  for  Missouri 
Pacific  Railway  Ck>mpany  and  St.  Louis,  Iron  Mountain  &  Southern 
Railway  Company. 

Report  of  the  Commission. 

Clements,  Commissioner: 

This  is  a  claim  for  reparation  on  219  carload  shipments  of  lumber 
made  on  various  dates  between  April  18,  1904,  and  September  23, 
1906.  The  shipments  moved  over  the  lines  of  the  defendants  from 
Le  Compt  and  Cady  Switch,  La.,  points  on  the  Texas  &  Pacific,  to 
Omaha,  Nebr.,  and  various  other  points.  The  claim  was  originally 
presented  to  the  Commission  June  29,  1907.  It  is  alleged  in  the 
complaint  that,  with  the  exception  of  the  shipments  involved,  com- 
plainant from  early  in  1901  up  to  the  fall  of  1905  shipped  lumber 
from  the  points  named  to  Alexandria,  La.,  where  it  was  dressed  under 
a  reconsignment  privilege;  that  the  defendants  collected  the  local 
rate  of  5  cents  per  100  pounds  for  the  transportation  from  point  of 
origin  to  Alexandria;  and  that  when  the  lumber  was  dressed  and 
sent  forward  the  through  rate  of  23  cents  per  100  pounds  was  applied 
from  Alexandria  to  Omaha  and  other  destinations,  and  a  refund 
of  the  5-cent  local  rate  made.  On  the  shipments  in  question  the 
local  rate  in  addition  to  the  through  rate  was  retained  by  defendants 
for  the  stated  reason  that  there  was  no  tariff  authority  for  the  recon- 
signment privilege  at  Alexandria  applicable  to  shipments  from  points 
beyond  on  the  Texas  &  Pacific. 
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Examination  of  tariffs  on  file  shows  that  during  the  period  from 
February  15,  1904,  to  May  9,  1906,  there  were  no  published  andfiled 
milling-in-transit  rules  in  force  at  Alexandria  applicable  on  traffic 
to  Omaha  or  the  other  points  involved.  From  May  9,  1906,  until 
October  26,  1908,  lumber  from  points  on  the  St.  Louis,  Watkins  & 
Gulf  line  running  parallel  to  the  Texas  &  Pacific  into  Alexandria  and 
beyond  the  latter  point  might  be  miUed  in  transit  at  Alexandria  and 
shipped  to  Omaha  on  the  through  rate  under  proper  tariff  provision. 
From  June  1,  1901,  until  May  9,  1906,  the  Texas  &  Pacific  published 
a  tariff  permitting  lumber  to  be  miUed  at  Alexandria  in  transit,  but 
neither  the  St.  Louis,  L*on  Mountain  &  Southern  nor  the  Missouri 
Pacific  was  a  party  to  that  tariff.  It  appears  that  from  May  9,  1906, 
to  July  1,  1907,  the  Missouri  Pacific  published  a  tariff  granting  a 
transit  privilege  at  Alexandria  on  shipments  from  points  on  the 
Texas  &  Pacific,  including  Le  Compt  and  Cady  Switch.  This  tariff 
provided  for  the  application  of  the  through  rate  of  23  cents  on  sur- 
render of  the  local  expense  bill.  All  the  cars  in  question  moved 
prior  to  January  1,  1907,  and  therefore  failure  to  apply  the  through 
rate  to  shipments  made  after  May  9,  1906,  was  an  error  on  the  part 
of  the  defendants.  It  does  not  appear  whether  the  provisions  of 
the  tariff  as  to  the  surrender  of  local  expense  bills,  etc.,  was  complied 
with  by  complainant.  However  this  may  be,  we  are  of  the  opinion 
that  the  charge  of  28  cents  per  100  pounds  on  the  shipments  herein 
made  after  May  9,  1906,  was  unreasonable  to  the  extent  that  it 
exceeded  23  cents  and  that  complainant  is  entitled  to  an  order  of 
reparation.  We  further  find  that  between  May  9,  1906,  and  August 
11, 1906,  complainant  shipped  from  Cady  Switch  and  Le  Compt,  La., 
to  Omaha,  Nebr.,  90  cars  of  lumber  which  was  dressed  in  transit^  at 
Alexandria,  that  the  aggregate  weight  of  the  shipments  was  3,680,780 
pounds,  and  that  complainant  is  entitled  to  reparation  from  the 
Missouri  Pacific  Railway  Company  and  the  St.  Louis  Iron  Mountain 
&  Southern  Railway  Company  in  the  sum  of  $1,840.39,  with  interest 
from  October  1, 1906.     Bulletin  No.  4  provides: 

Adhering  to  Rule  6  the  Commianon  will  not  sanction  the  application  retroactively 
of  a  reconsigning  privilege  even  though  it  had  long  been  the  custom  of  the  carrier 
to  permit  reconsignment  without  tariff  authority. 

This  principle  has  been  applied  in  numerous  cases.  Shiel  dk  Co. 
V.  /.  a  R.  R.  Co.,  12  I.  C.  C.  Rep.,  210;  Kansas  City  Day  Co.  v.  St. 
L.  dk  8.  F.  R.  R.  Co.,  14  I.  C.  C.  Rep.,  631;  Folmer  dk  Co.  v.  Gt.  N. 
Ry.  Co.,  15  I.  C.  C.  Rep.,  33;  Kile  cfe  Morgan  v.  DeepvxUer  Ry.  Co., 
15  I.  C.  C.  Rep.,  434;  Sunnyside  Coal  Mining  Co.  v.  D.  dk  R.  G.  R.  R. 
Co.,  16  I.  C.  C.  Rep.,  558;  and  Acme  Cement  Plaster  Co.  v.  C.  dk  A. 
R.  R.  Co.,  17  I.  C.  C.  Rep.,  220. 
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In  this  case  we  find  no  sufficient  reason  to  depart  from  the  well- 
settled  rule  of  the  Commission,  and  the  claim  for  reparation  must  be 
denied  on  shipments  moving  prior  to  May  9,  1906. 

The  representatives  of  the  Missouri  Pacific  and  St.  Louis,  Iron 
Moimtain  &  Southern  expressed  willingness  to  make  refund  of  the 
amount  claimed  by  complainant  on  the  ground  of  discrimination, 
but  the  fact  that  the  carriers  agree  to  pay  the  amount  does  not  form 
any  basis  upon  which  the  Commission  can  make  its  finHingg  or  apply 
retroactively  the  transit  privileges  above  stated. 

An  order  will  be  entered  accordingly. 
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No.  2916. 
LULL  CARRIAGE  COMPANY 

V. 

CHICAGO,  KALAMAZOO  &  SAGINAW  RAILWAY  COMPANY 

ETAL. 


SubmitUd  April  6,  1910.     Decided  June  S,  1910. 


1.  The  mere  fact  that  a  minimam  applicable  to  parts  of  a  combiDaUon  of  rates  may 

be  higher  or  lower  than  the  minimum  applicable  to  the  joint  through  rate 
does  not  overcome  the  presumption  of  unreasonableness  in  a  joint  rate  and 
minimum  in  excess  of  the  sum  of  the  locals  and  resulting  from  the  respective 
minima  applicable  thereto.  Were  the  Commission  to  hold  otherwise  carriers, 
by  simply  making  differing  minima  on  local  and  through  shipments,  could 
carry  all  through  traffic  via  gateways  they  might  select  on  higher  charges  than 
would  result  from  combinations  of  locals  through  the  same  gateways. 

2.  Under  the  circumstances  here  shown  to  exist  complainant  was  subjected  to  an 

unreasonable  charge  on  its  shipment  of  wooden  buggy  bodies  in  the  white 
from  Moline,  111.,  to  Kalamazoo,  Mich.,  and  is  entitled  to  an  award  of  repa- 
ration. 
Sw  Complainant's  shipment  of  cutters  from  Kalamazoo,  Mich.,  via  Chicago,  to  Fond 
du  Lac,  Wis.,  does  not  present  a  combinat'on  of  locals  lower  than  the  through 
rate  on  which  the  presumption  obtains  that  the  through  rate  was  unreason- 
able, and  reparation  as  to  this  feature  denied. 

O.  M.  Stephen  for  complainant. 

27.  C.  Martin  for  Grand  Trunk  Western  Railway  Company. 
S.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 
William  EUia  and  F.  G.  Wright  for  Chicago,  Milwaukee  &  St  Paul 
Railway  Company. 

Repobt  of  the  Commission. 

Clements,  Commissioner: 

This  complaint  involves  two  shipments,  which  moved  over  separate 
routes.  The  first  is  a  shipment  of  375  wooden  buggy  bodies  in  the 
white,  made  February  11,  1908,  from  Moline,  III.,  to  Kalamazoo, 
Mich.  The  shipment  weighed  less  than  18,000  pounds  and  moved 
over  the  Chicago,  Milwaukee  &  St.  Paul  and  Lake  Shore  &  Michigan 
Southern  lines.  Charges  were  collected  on  the  basis  of  the  joint 
through  class  rate  of  48  cents  per  100  pounds,  minimum  18,000  pounds, 
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for  a  50-foot  car,  which  was  used  for  this  shipmeDt  The  tariffs  show 
that  there  was  a  rate  in  effect  on  this  commodity  from  Moline  to  Chi- 
cago, 111.,  of  10  cents  per  100  pounds  via  the  Chicago,  Milwaukee  &  St 
Paul,  20,000  pounds  minimum,  and  a  rate  of  22  cents  via  the  Lake 
'Shore  &  Michigan  Southern  from  Chicago  to  Kalamazoo,  18,000  pounds 
minimum,  applicable  to  a  50- foot  car,  making  a  combination  of  32  cents 
per  100  pounds.  Reparation  is  asked,  based  on  the  difference  between 
the  joint  rate  and  the  sum  of  the  locals. 

Defendants  strenuously  contend  that  no  presumption  of  the  unrea- 
sonableness of  the  through  rate  may  properly  be  applied  in  this  case 
because  complainant  b  seeking  to  compare  a  through  rate  with  one 
minimum  with  two  locals,  one  of  which  has  a  higher  minimum.  It  is 
insisted  that  such  a  combination  is  not  properly  comparable  and  that 
the  rule  of  the  Commission  that  a  through  rate  higher  than  the  com- 
bination of  locals  over  the  same  route  is  prima  facie  unreasonable  has 
no  application  to  the  case  here  presented. 

The  minimum  weights  on  ail  carload  shipments  are  to  be  considered 
as  part  of  the  rates,  and  the  mere  fact  that  a  minimum  applicable  to 
parts  of  a  combination  of  rates  may  be  higher  or  lower  than  the  mini- 
mum applicable  to  the  joint  through  rate  does  not  overcome  the  pre- 
sumption of  unreasonableness  in  a  joint  rate  and  minimum  in  excess 
of  the  sum  of  the  locals  and  resulting  from  the  respective  minima 
applicable  thereto.  Were  we  to  hold  otherwise,  carriers,  by  simply 
making  differing  minima  on  local  and  through  shipments,  could  carry 
all  through  traffic  via  gateways  they  might  select  on  higher  charges 
than  would  result  from  combinations  of  locals  through  the  same  gate- 
way. The  ultimate  charge  is  what  the  shipper  is  interested  in,  and  it 
is  the  ultimate  charge,  where  the  service  is  substantially  the  same,  to 
which  the  rule  of  the  Commission  is  directed.  This  record  shows  that 
complainant  might  have  shipped  his  commodity  from  Moline  to  Chi- 
cago on  the  20,000-pound  minimum  at  a  charge  of  $20  and  from 
Chicago  to  Kalamazoo  on  the  18,000-pound  minimum  at  a  charge  of 
$39.60,  or  a  total  charge  of  $59.60.  He  was  required  to  pay  $77.40 
on  the  through  shipment,  a  difference  of  $17.80.  The  defendants  in 
no  way  justified  or  attempted  to  justify  the  higher  through  charge. 
The  only  defense  presented  was  that  because  of  the  different  minima 
no  presumption  should  arise  as  to  the  reasonableness  of  the  through 
rate.  Under  the  circumstances  here  shown  to  exist  we  find  that  com- 
plainant was  subjected  to  an  unreasonable  charge  on  the  shipment  in 
question  to  the  extent  of  $17.80  and  is  entitled  to  an  award  of  repara- 
tion from  these  defendants  in  that  sum,  with  interest  from  March  2^ 
1908. 

The  other  shipment  involved  in  this  complaint  was  a  carload  of 
cutters  made  October  23,  1907,  from  Kalamazoo,  Mich.,  to  Fond  da 
Lac,  Wis.    The  shipment  weighed  12,500  pounds  and  moved  via  the 
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lines  of  the  Chicago,  Kalamazoo  &  Saginaw;  Grand  Trunk  Western; 
and  Chicago  &  North  Western.  Charges  were  collected  on  the  basis 
of  the  through  joint  class  rate  of  55  cents  per  100  pounds.  It  is 
alleged  in  the  complaint  that  this  rate  was  unreasonable  for  the 
reason  that  there  was  in  effect  at  the  same  time  a  combination  of 
local  rates  that  were  lower.  The  traffic  moved  via  Chicago.  The 
claim  is  that  there  was  a  rate  from  Kalamazoo  to  Milwaukee,  Wis., 
of  13.5  cents  per  100  pounds  and  from  Milwaukee  to  Fond  du  Lac  of 
11  cents  per  100  pounds,  or  a  combination  of  24i  cents.  It  appears 
that  this  combination  was  not  effective  via  Chicago  over  any  route 
but  was  effective  via  the  *' across  lake  route."  Therefore,  this  case 
does  not  present  a  combination  of  locals  lower  than  the  through  rate 
on  which  the  presumption  obtains  that  the  through  rate  was  unrea- 
sonable. There  was  not  at  the  time  the  shipment  moved  and  there 
is  not  now  a  rate  on  this  traffic  from  Chicago  to  Fond  du  Lac  of  11 
cents  per  100  pounds.  There  is  no  allegation  in  the  complaint  with 
respect  of  the  reasonableness  of  the  rate  over  the  route  by  which  the 
traffic  moved,  no  hearing  was  had  on  that  question  and  therefore  no 
finding  is  warranted  with  respect  thereto. 
An  order  will  be  entered  accordingly. 
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No.  3032. 
SUNNYSIDE  COAL  MINING  COMPANY  ET  AL. 

V. 

DENVER  &  RIO  GRANDE  RAILROAD  COMPANY  ET  AL. 


Submitted  May  10,  1910.    Decided  June  3, 1910, 


1.  Reparation  is  due  to  the  person  who  has  been  required  to  pay  the  excesaiye  charge 

as  the  price  of  transportation  or  on  whose  account  the  same  was  paid,  and  who 
was  the  true  owner  of  the  property  transported  during  the  period  of  trana- 
portation. 

2.  Upon  the  facts  disclosed  by  the  record  heroin  complainants'  claims  for  reparation 

on  shipments  of  coal  from  the  Walsonburg  coal  district  of  Colorado  to  points 
on  the  Union  Pacific  in  Kansas  are  denied. 

C.  W.  Durbin  and  Fred  WiUiams  for  complainants. 
E.  N.  Clark  and  T.  L.  PhUipa  for  Denver  &  Rio  Grande  Railroad 
Company. 

E.  E.  Whitted  and  J.  M.  Cotes  for  Colorado  &  Southern  Railway 
Company. 

F.  C  DiUard  and  Dorsey  dk  Hodges  for  Union  Pacific  Railroad  Com- 
pany. 

Report  op  the  CoBonssioN. 

Clements,  Commissioner: 

This  is  a  claim  for  reparation  on  the  part  of  seven  coal  mining 
companies  operating  in  the  Walsenburg  coal  district  of  Colorado.  It 
is  alleged  in  the  complaint  that  the  charges  by  defendants  for  the 
transportation  of  coal  from  the  Walsenburg  district  mines  to  points 
on  the  line  of  the  Union  Pacific  in  Kansas  are  imreasonable  to  the 
extent  that  they  exceed  $3.50  per  ton  between  the  eastern  Colorado 
line  and  Salina,  Kans.,  and  S3.75  per  ton  from  Salina  to  the  Missouri 
River.  The  shipments  complained  of  moved  between  May  1,  1908, 
and  March  13,  1909.     Reparation  in  the  sum  of  $3,451.21  is  asked. 

It  appears  that  during  the  period  complained  of  coal  moved  from 
mines  of  complainants  to  the  Kansas  points  on  combinations  result- 
ing in  rates  of  $4  to  Oakley,  Kans.,  and  $4.35  beyond. 

Hie  complainants  in  this  case  were  parties  to  the  case  of  Oedar 
HiU  Coal  dk  Coke  Co.  v.  C  db  S.  By.  Co.,  16  I.  C.  C.  Rep..  387.    In 

19 1,  a  a  Rep. 


Digitized  by 


Google 


SUNKT8IDB  COAL  MINING  CO.  V.  D.  A  B.  G.  B.  B.  CO.  21 

that  case  we  reviewed  the  rates  here  in  question.  The  prayer  of  the 
petition  in  the  Cedar  HiU  case  asked  for  reparation  in  substantially 
the  same  terms  as  this  case.  While  it  is  true  that  no  mention  was 
made  of  reparation  in  the  report  in  the  above-cited  cases,  which  were 
dismissed  because  the  rates  were  not  found  unreasonable,  that  matter 
was  considered  and  it  was  concluded  that  under  all  the  circum- 
stances no  reparation  should  be  awarded.  It  was  known  by  the 
Commission  and  stated  in  the  finding  in  the  Cedar  HiU  case  that  since 
the  hearing  rates  to  Kansas  points  on  the  Union  Pacific  had  been 
reduced  to  put  them  in  line  with  rates  prescribed  by  the  Commission 
in  Nebraska  State  Ry.  Com.  v.  V.  P.  R.  R.  Co.,  13  I.  C.  C.  Rep.,  349. 
It  was  also  stated  in  ai^ument  and  in  briefs  in  the  Cedar  HiU  case  that 
the  joint  through  route  and  rates  had  been  put  into  elTect  from  the 
Walsenbui^  mines  to  points  in  Kansas  on  the  line  of  the  Union  Pacific. 
There  is  nothing  in  this  record  which  convinces  us  that  our  conclusion 
with  respect  to  award  of  reparation  in  that  case  was  in  error.  We 
do  not  find  from  the  whole  record  made  in  both  cases  that  an  award 
of  reparation  should  bo  made  to  these  complainants. 

In  addition  to  this  it  is  admitted  in  the  record  in  this  case  that 
none  of  these  complainants  paid  the  freight  rates  on  which  they  seek 
reparation.  It  is  the  contention  of  complainants'  counsel  that  as  a 
matter  of  law  either  the  consignor  or  consignee  can  secure  reparation 
on  claim  to  the  Commission  without  regard  to  which  of  them  paid 
the  freight  charges.  We  have  carefully  examined  the  authorities 
cited  in  counsel's  briefs  and  are  by  no  means  convinced  that  the  rule 
announced  by  the  Coromission  in  the  case  of  Nicola,  Stone  <k  Myers 
Co.  V.  L.  dk  N.  R.  R.  Co.,  14  I.  C.  C.  Rep.,  199,  is  not  correct.  We 
stated  therein  that: 

Reparation  is  due  to  the  person  who  has  been  required  to  pay  the  excessive  charge 
■■  the  price  of  transportation  *  *  *  or  on  whose  account  the  same  was  paid, 
and  who  were  the  true  owners  of  the  property  transported  during  the  period  of  trans- 
portatioii. 

So  far  as  we  are  aware  the  Commission  has  never  knowingly 
departed  from  this  rule.  The  court  cases  cited  by  counsel  for  com- 
plainants hold  that  either  the  consignor  or  consignee  may  sue  in  case 
of  loss  or  damage  or  breach  of  contract  of  affreightment.  In  other 
words,  each  has  a  beneficial  interest  to  the  extent  of  making  either  of 
them  a  proper  party  plaintiff  in  such  a  proceeding.  These  cases  do  not 
in  any  way  controvert  the  principle  announced  by  the  Commission  that 
the  party  paying  the  excessive  charge  is  the  one  entitled  to  an  award 
of  reparation  on  finding  that  the  rate  charged  is  unreasonable  and 
therefore  unlawful.  The  principle  announced  in  the  case  of  Niccla, 
Stone  dk  Myers  Co.  v.  L.  dk  N.  R.  R.  Co.,  supra,  is  reaffirmed. 

For  the  above  reasons  the  complaint  will  be  dismissed. 
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No.  2509. 
WACO  FREIGHT  BUREAU  ET  AL. 

V. 

HOUSTON  &  TEXAS  CENTRAL  RAH^ROAD  COMPANY 

ET  AL. 


Suhmiited  ApHl  21,  1910.    Decided  June  10,  1910. 


1.  Rates  named  In  tariffs  on  Import  traffic  from  New  Orleans  to  Texas  comrooo 

points  held  not  to  apply  to  bananas.    Payne  v.  M.  L.  d  T.  R,  R.  d  B,  8. 
Co.,  10  I.  C  C.  Repn  185,  followed. 

2.  Commodity  rate  of  72  cents  now  in  effect  on  bananas  not  shown  to  be  unrea- 

sonable. 

S.  H.  Cowan  for  complainants. 

n.  M.  Garwood  for  Houston  &  Texas  Central  Railroad  Company; 
Galveston,  Harrisburg  &  San  Antonio  Railway  Company;  Texas  ft 
New  Orleans  Railroad  Company ;  Morgan's  Louisiana  &  Texas  Rail- 
road &  Steamship  Company;  Louisiana  &  Western  Railroad  Com- 
pany ;  and  Gulf,  Colorado  &,  Santa  Fe  Railway  Company. 

/.  R.  Christian  for  Morgan's  Louisiana  &  Texas  Railroad  &  Steam- 
ship Company,  Galveston,  Harrisburg  &  San  Antonio  Railway  Com- 
pany ;  and  Texas  &  New  Orleans  Railway  Company. 

A.  H.  McKnigJU  for  Missouri,  Kansas  &  Texas  Railway  Company 
of  Texas. 

E.  F.  HiUies  and  E.  B.  Perkins  for  St  Louis  Southwestern  Rail- 
way  Company  of  Texas. 

A.  C.  Fonda  for  Gulf,  Colorado  &  Santa  Fe  Railway  Company. 

/.  B.  Bartholomew  and  Thomas  J.  Freeman^  Receiver j  for  Inter- 
national &  Great  Northern  Railroad  Company. 

Oeorge  Thompson  for  Texas  &  Pacific  Railway  Company. 

Report  of  thx  Commission. 

GocKBELL,  Commissioner: 

The  complainants  in  this  case  are  the  Waco  Freight  Bureau,  the 
Fort  Worth  Freight  Bureau,  and  sundry  specifically  enumerated 
firms  and  persons  located  in  the  state  of  Texas,  all  engaged  in  the 
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busineas  of  buying,  selling,  and  shipping  bananas,  except,  of  course, 
the  freight  bureaus,  whose  individual  members  are  so  engaged.  De- 
fendants are  common  carriers,  subject  to  the  act,  and  OHnprise  about 
all  the  roads  operating  in  or  into  Texas. 

The  complaint  is  directed  at  the  rates  on  bananas  from  New  Or- 
leans, La.,  to  Texas  conmion  points,  particularly  Waco,  Fort  Worth, 
Dallas,  San  Antonio,  Austin,.  Tyler,  Corsicana,  Greeneville,  Paris, 
Brownwood,  Dublin,  and  Abilene,  Tex. 

It  is  alleged  by  complainants  that  from  November  14,  1907,  to 
May  8,  1908,  a  rate  of  42  cents  per  100  pounds  was  published  in 
tariffs  of  defendants  on  import  traffic  from  New  Orleans  to  Texas 
common  points;  that  this  import  rate  was  lawfully  applicable  to 
bananas  because  bananas  are  import  traffic  and  move  from  shipside, 
New  Orleans;  that  while  the  application  of  this  42-cent  import 
rate  to  bananas  was  specifically  withdrawn  by  the  other  carriers, 
May  8, 1908,  it  still  appeared  in  M.,  K.  &  T.  Ry.  Co.  of  Texas,  tariff 
L  C.  C.  B-404  until  the  issue  of  Supplement  5  to  that  tariff,  effective 
August  25, 1908,  and  that  as  the  Sunset  Central  lines  were  parties  to 
that  tariff,  the  application  of  the  42-cent  rate  to  bananas  should  be 
extended  to  August  25,  1908 ;  that  on  several  shipments  moving  be- 
tween November  14,  1907,  and  August  25,  1908,  the  42-cent  import 
rate  was  assessed,  but  on  all  the  others,  comprising  several  hundred 
carloads,  the  local  rate  of  72  cents  was  collected.  On  such  ship- 
ments reparation  is  asked  in  the  amount  of  the  difference  between  the 
local  and  the  import  rates. 

The  complaint  further  alleges  that  the  rate  of  72  cents  now  in 
effect  on  iMtnanas  fr(»n  New  Orleans  to  Texas  common  points  is 
unreasonable  in  and  to  the  extent  that  it  exceeds  a  rate  of  42  cents 
and  the  establishment  of  a  42-cent  rate  is  sought  No  reparation  is 
asked  in  this  connection. 

All  of  the  answers  of  defendants  deny  that  the  import  rate  was 
applicable  to  bananas;  deny  that  bananas  move  from  shipside  and 
are  import  traffic  within  the  meaning  of  that  term  as  used  in  the 
tariffs  in  question,  and  rely  on  the  decision  of  the  Conmiission  in  the 
case  of  Payne  v.  M.  L.  <6  T.  R.  R.  dk  S.  S.  Co.,  16  I.  C.  C.  Rep.,  186. 
They  further  deny  that  the  rate  of  72  cents  is  imreasonable. 

The  case  can  best  be  disposed  of  by  a  consideration  of — 

First,  whether  the  import  rate  of  42  cents  lawfully  applied  to 
bananas  during  the  period  named,  and 

Second,  whether  the  rate  now  in  effect  is  unreasonable. 

As  to  the  first  contention,  there  is  need  to  say  but  little.  The 
method  of  handling  bananas  through  the  port  of  New  Orleans  was 
exhaustively  treated  in  the  cases  of  Payne  v.  M.  L.  dk  T.  R.  R.  db 
S.  8.  Co.,  Bupray  and  Topeka  Banana  Dealers  Abbo^  v.  St.  L.  db  S.  F. 
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R.  R.  Co.y  18  I.  C.  C.  Rep.,  620.  There  the  transportation  of  the 
product  from  the  plantation  to  the  consumer  was  reviewed.  In  the 
Payne  case  the  complainants  sought  to  apply  the  import  rates  to 
bananas  moving  through  New  Orleans  to  El  Paso,  Tex.  The  tariffs 
there  interpreted  were  either  identical  or  analagous  to  those  involved 
in  this  case.  G.,  H.  &  S.  A«  tariff,  I.  C.  C,  674,  was  an  issue  in  both 
cases  and  may  be  taken  as  representative  of  the  other  tariffs.  On  its 
ti^e-page  it  reads: 

CHasB  and  commodity  rates  on  import  trafDc  from  New  Orleans,  La.,  Galre*- 
ton  and  Texas  City,  Tex.,  to  Texas  points  named  herein. 

Item  4  of  this  tariff  reads: 

Application  of  rates  from  shipside.  To  obtain  class  and  commodity  rates 
from  shipside,  Galveston,  Texas  City,  and  New  Orleans,  add  wharfage  rates 
shown  in  item  No.  116  to  those  shown  in  items  Nos.  9, 11  to  89,  and  93  to  110. 

Item  116,  under  the  head  of  bananas  and  plantains,  names  wharf- 
age charge  of  one-half  cent  per  bunch  to  be  added  to  rates  shown  in 
items  Nos.  9, 11  to  89  and  93  to  110,  to  make  through  rates  from  ship- 
side.  New  Orleans,  Galveston,  or  Texas  City,  Tex.,  to  destination. 
The  defendants  in  the  Payne  case,  as  well  as  the  defendants  in  the 
present  case,  contended  that  the  bananas  did  not  move  from  ship- 
side,  and  that  they  were  not  import  traffic  within  the  meaning  of 
that  phrase  as  used  in  the  tariff.    The  Commission  said : 

As  has  already  been  noted,  the  bananas  pass  to  the  possession  of  the  Fmlt 
Dispatch  Company  on  arrival  at  New  Orleans  and  are  forwarded  by  rail  under 
bills  of  lading  executed  there.  They  are  not  moved  by  the  rail  carriers  **  from 
shipside." 

Other  tariffs  with  the  same  or  similar  provisions  were  examined 
and  the  Commission  found  that  the  import,  rate  was  not  lawfully 
applicable  to  shipments  of  bananas  through  New  Orleans  to  El  Paso. 
At  the  hearing  counsel  for  complainants  attempted  to  meet  the  de- 
fendants pleas  of  res  adjudicata  and  stare  decisis  by  stating  that  the 
parties  to  the  case  were  not  the  same,  the  points  of  destination  were 
different,  and  the  Commission  was  not  fully  advised  in  the  former 
case.  We  are  unable  to  see  anything  in  these  contentions,  as  no  evi- 
dence was  introduced  which  can  differentiate  at  least  the  principle  of 
this  portion  of  the  present  case  from  that  of  D.  M.  Payne.  In  cases 
before  this  Commission  involving  rates,  neither  the  plea  of  res 
adjudicata  nor  stare  decisis  as  used  at  common  law  has  any  standing 
as  affecting  shipments  moving  subsequent  to  the  decision  of  the 
CcHnmission  relied  upon ;  but  the  shipments  upon  which  reparation  is 
here  sought  moved  prior  to  the  decision  in  the  Payne  case,  were  iden- 
tical  to  those  in  that  case,  and  involved  the  same  or  identical  tariffs. 
We  have  already  construed  those  tariffs  and  can  but  adhere  to  our 
former  construction  and  find  that  the  rate  of  42  cents  per  100  pounds 
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on  import  traffic  had  no  application  to  complainants'  shipments  of 
bananas  through  New  Orleans  to  Texas  common  points  and  the  repa- 
ration sought  in  that  connection  must  be  denied. 

As  to  the  reasonableness  of  the  rate  now  in  effect:  For  more 
than  eight  years  the  rate  on  bananas  from  New  Orleans  to  Texas 
common  points  has  been  72  cents,  this  being  the  local  Class-A 
rate  up  to  the  latter  part  of  1908.  For  a  short  period  the  rate  was 
78  cents,  due  to  an  advance  in  the  Class-A  rate.  However,  bananas 
were  then  given  a  commodity  rate  of  72  cents,  the  old  Class-A  rate, 
the  result  being  that  bananas  were  rated  at  6  cents  lower  than  Class 
A.  This  adjustment  and  rate  still  obtain.  In  a  few  instances  a  rate 
of  42  cents  was  collected,  but  this  appears  to  have  resulted  from  mis- 
take as  the  undercharge  was  collected  when  the  error  was  discovered. 
The  72-cent  rate  passed  unchallenged  until  the  Payne  case^  where,  on 
account  of  a  somewhat  ambiguous  tariff  issue,  it  was  sought  to  apply 
the  lower  import  rate.  This  ambiguity  was  removed  as  soon  as  the 
contention  arose  and  the  72-cent  rate  was  made  unequivocally  appli- 
cable. No  dimunition  resulted  in  the  volume  of  banana  traffic  It 
is  also  well  to  note  that  no  claim  for  reparation  is  made  on  other  than 
shipments  moving  during  the  interim  when  the  aforesaid  42-cent 
rate  was  contended  for.    A  quotation  from  the  record  illustrates: 

Gommlssioner  Ck)CKRELL.  Do  you  include  in  your  statement  of  claims  any 
claims  based  upon  the  theory  that  this  rate  was  unreasonable  and  unjust  and 
ooght  not  to  have  exceeded  the  42-cent  rate? 

Mr.  DnxARD.  No,  sir;  our  claim  for  reparation  is  based  simply  and  exclu- 
■Ively  upon  our  understanding  of  the  rates  as  laid  down  in  those  tariffs  during 
the  stipulated  periods  of  time  I  have  referred  to. 

Mr.  Cow  AN.  But  we  do  not  mean  to  waive  the  claim  to  reparation  which 'we 
might  be  «ititled  to  if  the  Commission  holds  the  rate  to  be  unreasonable. 

It  would  therefore  appear  that  the  reasonableness  of  the  72-cent 
rate,  now  effective,  and  its  reduction  were,  at  most,  matters  of  second- 
ary consideration  with  complainants. 

To  prove  their  contention  as  to  the  unreasonableness  of  this  rate, 
complainants  offered  voluminous  exhibits,  comparing  the  rates  to 
Texas  common  points  with  the  rates  to  sundry  other  points,  the 
local  with  the  import  rates,  and  the  rates  on  bananas  with  the  rates 
on  other  fruits  and  vegetables.  New  Orleans  and  Galveston  are 
both  seaports  and  are  naturally  competitive  points.  On  traffic  mov- 
ing from  Europe  the  ocean  rate  is  the  same  to  either  port.  It  is 
necessary,  therefore,  for  the  rail  carriers  who  serve  only  New  Orleans 
to  make  their  rates  equal  those  in  effect  via  the  lines  serving  Galves- 
ton. On  sundry  commodities  imported  through  either  port  the  rates 
to  Texas  common  points  are  the  same.  On  bananas,  however,  there  is 
a  difference,  due  to  the  fact  that  no  Central  American  bananas  move 
through  Galveston,  the  bananas  there  imported  being  of  Mexican 
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origin.  The  consumption  of  Mexican  bananas  in  the  United  States 
is  shown  to  be  about  5  per  cent  of  that  of  the  Central  American 
product  The  Mexican  banana  is  inferior,  its  movement  through  Gral- 
veston  is  not  nearly  sufficient  to  supply  the  Texas  markets,  and  it 
really  does  not  compete  with  the  Central  American  fruit  The  local 
and  import  rates  from  Galveston  are  the  same,  the  only  difference  in 
the  charges  being  for  wharfage  on  imports.  A  rate  of  42  cents  ap- 
plies to  conmion  points  from  Galveston,  and  it  is  for  this  reason, 
among  others,  that  complainants  seek  to  have  a  similar  rate  from  New 
Orleans.  This  42-cent  rate,  however,  was  established  by  order  of 
the  Texas  railroad  commission  and  is  claimed  by  defendants  to  be 
unreasonably  low.  Inasmuch  as  it  was  not  voluntarily  established, 
and  as  there  is  no  feature  of  banana  competition  between  the  two 
ports,  the  Galveston  rate  affords  little  value  for  comparative  purposes. 
The  average  distance  from  Galveston  to  common  points  is  from  200 
to  300  miles  less  than  from  New  Orleans. 

As  compared  with  the  rates  on  peaches,  plums,  apples,  cabbages, 
etc,  complainants  allege  a  discrimination  against  bananas.  Bananas 
are  of  a  highly  perishable  nature,  have  to  be  moved  in  refrigerator 
cars,  either  iced  or  ventilated,  which  must  be  equipped  with  slats, 
bulkheads,  false  floors,  etc.,  and  moved  with  practically  passenger- 
train  dispatch,  and  must  have  a  messenger  or  messengers  in  charge 
who  are  returned  free  on  regular  passenger  trains.  In  the 
case  of  Topeka  Banana  DedlerB  Asso.  v.  St.  L.  dk  S.  F.  R.  R.  Co.y 
supra^  where  the  reasonableness  of  banana  rates  from  New  Orleans 
to  Kansas  City,  Mo.,  and  adjacent  points  was  in  issue,  the  com- 
plainants offered  c<miparison  of  the  banana  rates  with  rates  on 
peaches  and  tomatoes.    The  Commission  said: 

We  are  unwUling  to  concede  that  a  traffic  which  demands  a  special  service 
In  point  of  train  speed  should  Justly  be  compared  with  a  traffic  which  is  not 
given  such  consideration.  Other  perishable  fruits  and  vegetables  are  carried 
in  refrigerator  cars  under  ice,  for  which  the  shipper  pays.  And  it  would  ap- 
pear unfair  to  compare  these  two  classes  of  service.  At  least  we  can  not  hold 
that  a  carrier  which  gives  an  expedited  service  to  a  perishable  commodity 
carried  without  refrigeration  may  be  required  to  extend  the  same  rate  to  such 
commodity  as  is  given  to  perishable  freight  carried  on  a  slower  schedule  in 
cars  supplied  with  ice,  for  it  is  to  be  remembered  that  these  trains  which  move 
out  of  Memphis  to  the  west  are  given  more  rapid  movement  than  any  other 
freight  trains  In  that  territory,  and  the  Frisco  Line  is  under  agreement  to  make 
this  special  time  whenever  the  Illinois  Central  turns  over  to  it  at  Memphis  as 
many  as  six  cars. 

Furthermore,  confining  the  comparison  to  Texas  points,  it  might 
be  well  to  state  that  the  rate  on  peaches,  pears,  and  pineapples  from 
New  Orleans  to  Texas  common  points  is  the  Class-A  rate  of  78  cents, 
while  on  bananas  a  commodity  rate  of  72  cents  is  in  effect    In  other 
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wco-ds,  bananas  are  favored  to  the  extent  of  6  cents  per  100  pounds, 
rather  than  discriminated  against. 

As  to  complainant's  exhibits  showing  rates  to  other  points,  east 
and  west  of  and  on  the  Mississippi  River,  there  is  nothing  to  show  that 
the  adjustment  discriminates  against  Texas  points.  To  points  on  the 
Mississippi  River  and  east  thereof  the  rates  from  New  Orleans  are 
lower  than  from  Galveston.  To  the  points  between  the  Missouri  and 
the  Mississippi  rivers,  Arkansas,  for  example,  the  rates  are  about  the 
same.  To  points  west  of  the  Missouri  the  rates  are  lower  from 
Oalveston  than  from  New  Orleans,  but  that  territory  is  geograph- 
icaUy  nearer  to  (Jalveston.  To  points  in  Kansas  the  rates  on  bananas 
are  generally  10  cents  lower  from  Galveston  than  from  New  Orleans, 
the  mileage  being  about  100  to  150  miles  in  favor  of  Galveston.  In 
the  case  of  Texas,  the  points  are  anywhere  from  200  to  350  miles 
nearer  to  Galveston  than  to  New  Orleans  and,  generally  speaking,  the 
rates  from  Galveston  are  about  23  cents  lower. 

An  examination  of  S.  W.  L.  tariff,  I.  C.  C,  595,  effective  June  1, 
1909,  shows  that  on  bananas  the  rate,  starting  immediately  north 
of  the  Texas  line,  on  the  Frisco,  Missouri,  Kansas  &  Texas,  and  Santa 
Fe,  is  74  cents,  which  is  2  cents  higher  tlian  the  Texas  rate.  That 
rate  applies  to  the  first  three  or  four  stations  for  a  distance  of  20 
or  26  miles  from  the  Red  River.  Then  the  rate  becomes  80  cents, 
which  is  carried  to  all  stations  on  these  lines  across  Oklahoma  to  the 
Kansas  line  while  the  Class-A  rate  to  the  same  stations  is  74  cents, 
the  Banana  rate  being  6  cents  higher  than  Class  A.  It  will  there- 
fore be  seen  that  if  we  can  recognize  these  adjustments  between  the 
banana  and  the  other  rates,  where  bananas  are  6  cents  higher  than 
Class  A,  the  fact  that  they  are  6  cents  lower  than  Class  A  in  Texas, 
when  the  Class- A  rate  is  not  assailed  as  unreasonable,  is  indicative 
at  least  of  nondiscrimination  against  Texas  points  as  far  as  banana 
rates  are  concerned. 

In  the  Payne  caae^  supra^  the  Commission  held  that  the  rate  of 
82  cents  on  bananas  from  New  Orleans  to  El  Paso  was  not  shown 
to  be  unreasonable.  In  the  Topeka  Banana  Dealers  Aaao.  case^  supra^ 
it  was  held  that  a  rate  of  73  cents  from  New  Orleans  to  lola  and 
Parsons,  Kans.,  for  hauls  of  821  and  819  miles,  respectively,  was  not 
unreasonable.  Fort  Worth  is  in  commDn-point  territory  and  is  866 
miles  distant  from  New  Orleans,  the  72-cent  rate  applying. 

An  examination  of  alL these  comparisons  leads  us  to  the  condusicm 
that  no  discrimination  exists  as  against  bananas  or  as  against  Texas 
points. 

The  final  question  is  whether  the  rate  is  unreasonable  in  and  of 
itself.  The  average  distance  from  New  Orleans  to  Texas  common 
points  is  nearly  600  miles,  but  complainants  have  used  Waco  as  a 
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representative  point,  that  city  being  647  miles  from  New  Orleans, 
and  on  that  mileage,  at  a  rate  of  72  cents,  the  revenue  per  ton  per 
mile  is  2.63  cents,  whereas  at  the  600-miles  average  it  is  2.4  cents. 
The  average  revenue  per  ton  per  mile  on  bananas  from  New  Orleans 
to  points  in  Illinois,  Iowa,  Missouri,  and  Kansas  is  shown  in  com- 
plainants' exhibits  to  be  1.5  cents.  The  record  shows,  however,  that 
the  banana  movement  to  these  other  points  is  entirely  different  from 
that  to  Texas  in  that  solid  trainloads  move  to  the  north  while  there 
is  never  a  trainload  sent  to  Texas,  seldom  more  than  four  or  five  cars 
moving  at  one  time.  Furthermore,  the  movement  into  Texas  from 
New  Orleans  is  over  several  lines  of  railway,  each  of  which  seldom 
gets  more  than  a  hundred-mile  haul.  The  trains  out  of  New  Orleans 
to  northern  points  are  made  up  entirely  of  bananas,  sometimes  as 
many  as  four  or  five  trainloads  moving  out  in  a  day.  Most  of  the 
banana  dealers  who  testified  at  the  hearing  stated  that  they  bought 
on  an  average  of  one  car  a  week  each.  As  no  solid  trains  move  into 
Texas,  the  cars  thus  loaded  are  placed  in  trains  made  up  of  other 
freight.  This,  rather  than  retarding  the  movement  of  the  bananas, 
accelerates  the  transportation  of  the  other  commodities  in  the  train, 
the  testimony  showing  that  with  even  one  carload  of  bananas  in  a 
train,  such  train  must  be  run  the  same  as  if  it  were  made  up  solidly 
of  bananas.  Furthermore,  most  of  the  refrigerators  are  returned 
empty,  as  there  is  no  suitable  freight  with  which  they  can  be  loaded 
bade  from  Texas  points  to  New  Orleans.  Needless  to  say,  this  com- 
paratively light  movement  and  the  conditions  incident  thereto,  to- 
gether with  the  expense  attendant  thereup<«,  renders  the  cost  of 
transportation  of  bananas  to  Texas  points  fnnn  New  Orleans  mate- 
rially higher  than  to  the  other  points  enumerated. 

Considering  all  the  facts,  circumstances,  and  conditions,  we  are 
of  the  opinion  and  so  hold,  that  the  rate  of  72  cents  per  100  pounds 
on  bananas  from  New  Orleans  to  Texas  common  points  is  not  shown 
to  be  either  unreasonable  or  discriminatory,  and  the  complaint  will  be 
dismissed. 

An  order  in  accordance  with  these  findings  will  be  issued. 
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No.  2669. 
STANLEY  NEWDING 

V. 

MISSOURI,  KANSAS  &  TEXAS  RAILWAY  COMPANY 

ET  AL. 


Bubmitied  March  SI,  1910.    Decided  June  S,  1910. 


Bate  on  second-hand  beer  bottles  from  St.  Lonis,  Mo.,  to  San  Antonio,  Tex., 
found  unreasonable  and  reparation  awarded. 

Albert  E.  Heilbron  for  complainant 
/.  W.  AUen  for  defendants. 

Report  of  the  Commission. 

Pboutt,  Commissioner: 

Complainant  shipped  a  carload  of  second-hand  beer  bottles  from 
St  Louis,  Mo.,  to  San  Antonio,  Tex.,  on  March  81, 1909,  upon  which 
he  was  charged  a  rate  of  62  cents  per  100  pounds  upon  a  minimum 
weight  of  80,000  pounds,  or  a  total  of  $186.  It  is  claimed  that  the 
rate  was  unjust  and  unreasonable  in  so  far  as  it  exceeded  83  cents  per 
100  pounds.  Reparation  is  prayed  for,  and  also  the  establishment  of 
a  rate  for  the  future. 

At  the  time  the  shipment  moved  there  was  in  effect  a  rate  on  junk, 
including  junk  bottles,  from  San  Antonio  to  St  Louis  of  88  cents. 
The  complainant  had  made  a  shipment  under  this  rate  shortly  before 
the  making  of  the  shipment  involved  and  was  informed  by  the  agent  of 
the  defendant  that  the  same  rate  applied  from  St  Louis  to  San 
Antonio.  He  paid  for  these  bottles  in  St  Louis  20  cents  per  dozen 
and  sold  them  in  San  Antonio  for  82  cents  per  dozen.  At  a  rate  of 
88  cents  the  freight  would  amount  to  8  cents  per  dozen,  leaving  a 
profit  of  4  cents,  while  at  the  published  rate  the  transaction  involved 
a  loss. 

That  the  complainant  was  quoted  an  erroneous  rate  and  actually 
made  shipment  relying  upon  that  as  the  correct  rate  is  immaterial. 
We  can  only  inquire  what  rate  was  at  the  time  of  this  shipment 
reasonable  and  should  have  been  applied  to  it    As  already  stated,  the 
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rate  on  these  bottles  from  San  Antonio  to  St  Louis  would  have  been 
33  cents.  There  was  then  in  effect  a  rate  on  empty  bottles  returned 
from  Texas  points  to  breweries  in  St  Louis  of  21j^  cents,  minithum 
20,000  pounds. 

We  are  of  the  opinion,  and  find,  that  the  rate  charged*  the  com- 
plainant was  unreasonable;  that  it  ought  not  to  have  exceeded  88 
cents  per  100  pounds,  and  that  the  complainant  is  entitled  to  repa- 
ration in  the  simi  of  $87,  with  interest  from  April  7,  1909.  We  are 
further  of  the  opinicm  that  the  rate  on  this  commodity,  minimum 
30,000  pounds,  ought  not  to  exceed  for  the  future  38  cents  per  100 
poimds  from  St  Louis  to  San  Antonio. 

An  order  will  be  issued  accordingly. 


No.  2827. 
M.  MOSSON  COMPANY 

V. 

PENNSYLVANIA  RAILROAD  COMPANY. 


Buhmitted  April  U  1010.    Decided  Jvne  10, 1910. 


Gomplainant,  a  dealer  in  lumber  at  Brooklyn,  N.  Y.,  has  its  shlpmentB  deliTered 
in  the  WaUabont  Basin  within  New  York  lighterage  limits.  Upon  com- 
plaint of  the  unreasonable  and  prejudicial  nature  of  defendant's  lighterage 
rules  as  applied  to  Wallabout  Basin ;  Held,  That  defendant's  rules  are  not 
found  to  be  unreasonable  or  unduly  discriminatory.    Complaint  disnlBBed. 

Richard  J.  Donovan  for  complainant 
George  Stuart  Patterson  for  defendant 

Report  of  the  Commission. 

Ci^ARK,  Commissioner: 

Complainant  is  a  corporation  engaged  in  the  lumber  business  in 
Brooklyn,  N.  Y.,  and  it  has  about  two-thirds  of  its  inbound  ship- 
ments delivered  at  the  Wallabout  Basin,  within  the  lighterage  limits 
of  New  York  Harbor.  The  substance  of  the  complaint  is  that  lum- 
ber shipments  consigned  ^^  New  York,  lighterage  free,"  are  unduly 
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delayed  after  arrival  of  the  cars  in  Jersey  City;  that  defendant 
enforces  an  unreasonable  and  unduly  prejudicial  rule  in  its  require- 
ment that  upon  notification  of  the  arrival  of  such  cars  the  consignee 
shall  specify  a  particular  lighterage  destination,  and  upon  the  arrival 
of  the  lighter  at  such  destination  provide  a  dock  berth  for  such 
lighter;  that,  after  the  consignee  has  indicated  a  pier  destination, 
in  case  that  pier  is  fully  occupied  when  the  lighter  arrives  the 
servants  of  the  carrier  will  not  make  delivery  at  adjacent  unoccupied 
piers;  and  that  the  result  of  these  regulations  and  practices  is  damage 
to  the  complainant  by  reason  of  delay  of  its  consignments  and  of  the 
unreasonable  imposition  of  demurrage  charges. 

This  case  involves  the  lighterage  rules  in  New  York  Harbor.  Com- 
plainant is  mainly  interested  in  the  application  of  those  rules  in  the 
Wallabout  Basin,  but  the  evidence  is  not  convincing  that  the  situ- 
ation with  respect  to  pier  space  and  the  conditions  of  lighterage  are 
so  different  there  that  special  rules  should  be  established  applicable 
only  to  that  particular  portion  of  New  York  Harbor. 

The  free  lighterage  and  floatage  limits  of  New  York  Harbor  extend 
on  the  New  Jersey  side  of  the  North  River  from  the  National 
Storage  Docks,  Communipaw,  to  and  including  Fort  Lee,  N.  J.  On 
the  New  York  side  they  extend  frcxn  One  hundred  and  thirty- 
fifth  street,  on  the  north,  to  the  Battery.  On  the  East  and 
Harlem  rivers  they  extend  from  the  Battery  to  Jerome  Ave- 
nue Bridge,  including  the  Harlem  River  side  of  Wards  and 
Randalls  islands.  On  the  Brooklyn  side  these  limits  extend  from 
Pot  Cove,  Astoria,  to  and  including  Newtown  and  Dutch-Kills 
creeks  and  points  in  Wallabout  Canal  west  of  Washington  Avenue 
Bridge;  to  Hamilton  Avenue  Bridge,  Gowanus  Canal,  and  to  and 
including  Sixty-ninth  street,  south  Brooklyn.  In  New  York  Bay 
these  limits  include  points  on  the  north  and  east  shore  of  Staten 
Island  between  Bridge  Creek  (Arlington)  and  Clifton,  both  inclu- 
sive, and  including  Shooter  Island.  On  the  New  Jersey  shore  of 
New  York  Bay  and  on  the  Kill  von  KuU  these  limits  include  points 
between  Constable  Hook  and  Avenue  C,  Bayonne  City,  opposite 
Port  Richmond,  Staten  Island. 

The  maximum  haul  from  the  New  Jersey  terminals  of  defendant  at 
Harsimus  Cove  to  points  within  these  lighterage  limits  is  about  15 
miles.  Within  these  limits  the  flat  rate  to  New  York  applies  to  all 
package  and  bulk  freight  Package  freight  goes  to  the  pier  terminal 
warehouses  of  the  carrier,  and  carload  or  bulk  freight  is  delivered 
free  at  any  pier  indicated  by  the  consignee.  In  addition  to  these 
pier  deliveries  consignees  are  entitled  to  demand  track  deliveries  in 
New  York  City  or  in  Brooklyn,  and  upcm  request  deliveries  are  made 
at  certain  points  beyond  the  light^ge  limits  at  an  additional 
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charge  for  towage.  The  lighterage  rules  of  defendant  are  siinilar 
to  the  regulations  of  the  other  lines  touching  New  York  Harbor  and 
are  substantially  the  same  as  are  in  force  at  Philadelphia  and 
Baltimore. 

The  particular  rule  to  which  complainant  makes  objection  is  as 
follows: 

Wben  a  car  float,  lighter,  or  barge  reports  at  its  destination,  the  shipper, 
consignee,  or  steamship  company  must  provide  a  berth,  and  two  days  (forty- 
eight  hours)  from  the  time  the  car  float,  lighter,  or  barge  reports  (Sundays 
and  holidays  excepted)  shall  be  deemed  lay  days,  without  charge,  after  which 
demurrage  shall  accrue  at  the  following  rates  per  day  (of  twenty-four  hours)  or 
fraction  thereof:  ' 

Car  floats $25 

Steam  hoisting  barges 20 

Other  lighters  or  barges 10 

This  demurrage  rule  applies  to  all  lighterage  services  on  all  bulk 
freight,  and  at  all  possible  destinations  within  the  harbor.  The 
actual  practice  with  respect  to  lumber  is  as  follows:  When  the  car  is 
received  at  Jersey  City  it  is  run  out  to  the  yards  in  the  Meadows  and 
notification  of  its  arrival  is  sent  to  the  consignee.  Within  forty- 
eight  hours  of  such  notificatiflki  the  consignee  is  required  to  designate 
to  defendant  a  pier  destination.  When  this  instruction  has  been 
furnished  the  car  is  switched  to  defendant's  docks  at  Harsimus  Cove 
and  the  lumber  is  transferred  from  the  car  to  the  lighter,  barge,  or 
boat  for  delivery.  The  testimony  indicates  that  the  average  loading 
of  these  lighters  is  from  four  to  five  carloads  of  lumber,  but  that 
occasionally  as  much  as  ten  carloads  may  be  lightered  in  one  barge. 
As  soon  as  practicable  the  lighter  is  towed  to  the  pier  named  by  the 
consignee,  and  on  arrival  at  that  pier  the  consignee  is  expected  to 
provide  a  berth  for  the  lighter.  Ordinarily  the  ccHisignee  has  no 
leasehold  of  the  pier  or  berth  and  the  carrier  pays  for  the  use  of  the 
public  berth  selected  by  the  consignee,  making  delivery  of  the  lumber 
free  of  all  charge  across  the  stringpiece  of  the  pier. 

The  public  berths  within  the  free  lighterage  limits  of  New  York 
Harbor  are  only  829  in  number,  and  about  8,600  boats,  excluding 
steamers  and  schooners,  are  engaged  in  making  deliveries  within  the 
harbor.  Many  of  these  boats,  barges,  or  lighters  are  engaged  in 
delivery  at  private  or  leased  berths  and  piers,  but  the  congested  con- 
dition of  the  harbor  results  in  frequent  crowding  of  the  berths  <hi 
the  public  piers.  When  a  lumber  lighter  arrives  at  a  crowded  pier 
and  finds  no  berth  available  the  consignee  is  notified  and  the  lighter 
is  tied  to  the  dock.  As  soon  as  a  berth  becomes  available  the  lighter 
is  warped  or  hauled  into  the  berth  thus  secured.  The  free  time  be- 
gins to  run  from  the  time  the  lighter  is  tied  to  the  dock  or  pier  desig- 
nated by  the  consignee,  and  personal  notice  is  given  such  consignee 
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at  onoa.  There  is  some  eyidence  to  the  effect  that  occasionally  lumber 
is  imloaded  by  crossing  boats  or  lighters  which  lie  between  the  lumber 
lighter  and  the  pier,  but  as  this  practice  depends  upon  the  willingness 
on  the  part  of  the  captain  of  the  intermediate  boat  to  cooperate  it 
need  not  be  here  considered. 

This  complainant  contends  that  it  should  be  allowed  to  designate 
piers  of  delivery  in  the  alternative.  In  other  words,  that  it  should 
be  allowed  to  say  **  deliver  car  No.  —  at  either  Pier  1  or  4,  Wallabout 
Basin."  Pier  1  contains  9  public  berths  and  is  near  the  entrance  to 
the  basin.  Pier  4  is  about  650  feet  farther  in  the  basin  and  is  sepa- 
rated frcHu  Pier  1  by  the  package  freight  piers  of  the  Pennsylvania 
and  New  York  Central  railroads,  which  occupy  piers  2  and  8,  re- 
spectively. Pier  4  has  only  2  public  berths  and  pier  5,  about 
170  feet  fartiier  in  the  basin,  has  6  public  berths.  The  effect  of  an 
alternative  delivery  order  would  be,  in  case  both  piers  were  fully 
occupied,  to  impose  upon  the  carrier  the  duty  of  determining  at 
whic^  pier  it  could  earliest  obtain  a  berth,  and,  in  order  to  avoid  dis- 
putes, of  keeping  a  tug  there  to  shift  lighters  from  pier  to  pier  as 
the  situation  changed. 

If  the  obligation  were  imposed  upon  the  carrier  to  find  a  berth 
before  the  free  time  began  to  run  against  the  consignee,  it  would  be 
possible  for  consignees  who  desired  storage  of  their  shipments  to 
regularly  designate  the  more  congested  piers  and  thereby  obtain  the 
use  of  tiie  carrier's  equipment.  The  present  practice  of  consigning 
lumber  ^ New  York,  Ugfaterage  free''  is  of  value  to  the  consignee  in 
that  it  enables  him  to  find  a  purchaser  while  the  car  is  en  route  or 
before  ultimate  delivery. 

Another  feature  of  this  case,  which  we  do  not  think  it  necessary 
to  consider  at  length,  is  delay  to  certain  specified  shipments.  The 
testimony  of  complainant's  witnesses  and  the  records  of  the  defendant 
produced  at  the  hearing  conflict  as  to  the  actual  detention  of  these 
shipments,  and  with  respect  to  at  least  one  shipment  the  matter  is 
complicated  by  the  fact  that  it  was  an  ^  order  notify  "  shipment,  for 
which  the  complainant  did  not  have  the  bill  of  lading. 

Upon  consideration  of  all  the  facts  in  this  case  we  do  not  find  that 
the  rules  and  regulations  of  the  defendant  are  unreasonable,  unjust, 
or  unduly  prejudicial  to  this  complainant,  and  it  follows  that  the 
complaint*  must  be  dismissed. 

It  will  be  so  ordered. 
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No.  1179. 
NATIONAL  HAY  ASSOCIATION 

V. 

MICHIGAN   CENTRAL   RAILROAD   COMPANY    ET   AL. 


SubmiUed  May  U,  1910.    Decided  June  10, 1910. 


Complaint  u  to  increase  in  claarification,  and  resulting  increase  in  rates,  i^licable 
to  hay  and  straw  in  Official  Classification  territory.  Defendants  answered  and 
pleaded  re$  jtuHeata;  Held: 

1 .  That  in  rate  matters  the  plea  of  re$  judiaUa  is  only  valid  as  to  what  preceded  the  final 

decree  of  the  court  or  the  final  order  of  this  Commission;  it  can  not  apply  to 
present  rates. 

2.  That  the  fifth  class  rates  on  hay  and  straw  are  not  now  unreasonable  or  discriminap 

tOTy  and  that  the  case  should  be  dismissed. 

James  Manahan  and  C.  8.  Bash  for  complainant. 
AdeCbert  Moot  and  0.  E.  Butterfidd  for  defendants. 

Rbfobt  of  the  Commission. 

CooKBELL,  Commiasicner: 

The  complainant  b  an  incorporated  association  of  persons  engaged 
in  the  production  and  distribution  of  hay.  The  defendants  are 
29  of  the  principal  carriers  operating  east  of  the  Mississippi  River 
and  north  of  the  Ohio  and  Potomac  riyers,  in  the  territory  gov- 
emed  by  the  Official  Classification.  The  substance  of  the  complaint 
is  that  the  rates  coUected  by  the  defendants  for  the  transportar 
tion  of  hay  and  straw  under  such  Official  Classification  are  excessive 
and  unreasonable  for  the  services  performed,  and  subject  these  par- 
ticular descriptions  of  traffic  to  undue  and  unreasonable  prejudice 
or  disadvantage  as  compared  with  the  transportation  of  siniilar  arti- 
cles. These  charges  are  based  upon  the  fact  that  on  January  1 ,  1900, 
the  defendants,  by  means  of  the  publication  and  filing  of  Official  Clas- 
sification No.  20,  changed  the  classification  of  hay  and  straw  from  the 
sixth  class,  where  it  had  formerly  been,  to  the  fifth  class.  This  higher 
classification,  which  resulted  in  higher  rates,  has  been  muntained 
continuously  ever  since.  The  complaint  specifies  no  particular  rate 
between  any  designated  points  as  unjust,  unreasonable  or  unduly 
prejudicial  to  hay  and  straw,  but  is  addressed  to  all  the  rates  on 
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these  commodities  throughout  Official  Classification  territory,  haying 
particular  reference  to  the  rates  from  the  middle  states  eastbound 
to  Philadelphia,  New  York,  and  Boston  points. 

Underiying  the  allegations  of  the  complaint  is  the  well-known  fact 
that  the  rates  eastbound  throughout  this  territory  are  based  upon 
the  Chicago-New  York  rates,  which  are,  and  for  more  than  twenty 
years  have  been,  25  cents  sixth  class  and  30  cents  fifth  class.  From 
other  points  the  rates  are  adjusted  with  respect  to  the  Chicago- 
New  York  rates  by  means  of  percentages.  The  allegation  of  the 
eighth  paragraph  of  the  complaint  based  upon  this  situation  is  as 
follows: 

Tlie  advance  in  the  chaigee  enforced  by  Uie  defendants  for  the  transportation  of 
bay  and  straw  occasioned  by  changing  these  commodities  from  the  sixth  to  the  fifth 
class,  January  1,  1900,  amounts  to  an  increase  in  the  rate  between  New  York  and 
CSiicago  of  II  per  ton  and  to  an  average  advance  in  the  rates  charged  and  collected 
lor  these  commodities  by  the  defendants  in  the  Official  Classification  territory  of 
ai^iroximately  80  cents  per  ton. 

This  is  the  nearest  approach  to  a  statement  of  a  rate  contained  in 
the  complaint,  and  is  a  mere  general  statement  of  the  rate  situation 
in  view  of  the  undisputed  fact  that  practically  no  hay  ever  moves 
from  Chicago  to  New  York.  Tlie  complaint,  therefore,  is  essentially 
one  addressed  to  the  classification  of  hay  and  straw  in  the  territory 
named  in  so  far  as  such  classification  involyes  the  rates  on  these 
commodities  without  regard  to  the  direction  in  which  they  may 
move  or  the  particular  points  of  origin  and  destination  between 
which  the  traffic  may  be  carried. 

In  the  ninth  paragraph  of  the  complaint  the  rates  charged  on  hay 
and  straw  within  Official  CSlassification  territory  are  alleged  to  be 
unjust  and  unreasonable  and  to  subject  all  producers,  merchants, 
shippers,  and  consumers  of  hay  and  straw,  and  the  traffic  itself  in 
these  commodities  and  the  localities  producing  and  consuming  the 
same,  to  unjust  discrimination  and  undue  and  unreasonable  prej- 
udice and  disadvantage.  There  is  a  further  allegation  of  imdue  dis- 
crimination on  the  part  of  the  defendants  in  favor  of  Canadian  hay 
to  the  prejudice  of  American  hay. 

The  prayers  are  that  the  defendants  be  required  to  cease  and  desist 
from  these  violations  of  the  act;  to  cease  and  desist  from  enforcing 
the  aforesaid  unlawful  rates  on  hay  and  straw;  to  cease  and  desist 
from  further  undue  discrimination  against  the  traffic  in  hay  and 
straw  to  the  imreasonable  prejudice  of  those  engaged  in  the  produc- 
tion, shipment,  and  sale  thereof  by  keeping  these  commodities  in  the 
fifth  class  of  said  Official  Classification  instead  of  the  sixth  class 
thereof,  from  which  the  same  were  unlawfuUy  and  unjustly  removed; 
that  the  Commission  prescribe  such  maximum  rates  and  such  classi- 
fication for  the  transportation  of  hay  and  straw  in  the  territoiy  gov- 
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emed  by  the  Official  Classification  as  after  fuU  heariiig  it  may  deem 
just  and  reasonable;  and  for  further  relief. 

To  this  complaint  the  defendants  answered,  admitting  the  change 
in  classification  on  hay  and  straw  from  sixth  class  to  fifth  class,  but 
denying  that  such  change  resulted  in  an  average  advance  of  80  cents 
per  ton,  or  that  it  was  arbitrarily  made,  or  that  it  worked  wrongful 
discrimination,  or  that  the  rates  collected  thereimder  are  excessive, 
unreasonable,  or  otherwise  imjust  in  violation  of  the  act  as  chaiged. 
In  further  justification  of  the  advance  these  answers  set  forth  that 
the  former  classification  of  hay  and  straw  in  the  sixth  class  was 
improper  and  resulted  in  imduly  low  car  earnings  and  that  the  advance 
in  classification  had  been  imder  consideration  by  the  carriers  for  six 
years  prior  to  1900. 

Further  answering  the  defendants  say  as  follows: 

That  the  matters  set  up  in  the  bill  of  complaint  in  the  case  at  bar  and  in  inue  in  this 
proceeding  have  already  been  determined  and  passed  upon  in  a  proceeding  involving 
the  same  parties  and  the  same  subject-matter,  and  that  the  same  therefore  can  nol 
be  again  inquired  into  by  this  honorable  Commission  in  this  proceeding. 

The  basis  for  this  plea  of  res  judicata  is  the  fact  that  on  October  16, 
1902,  in  a  proceeding  entitled  National  Hay  Asso.  v.  L.  8.  dk  Jf.  S.  By. 
Co.,  9 1.  C.  C.  Rep.,  264,  this  Conmiission  decided  a  complaint  brought 
by  this  same  association  against  practically  these  same  defendants 
concerning  this  very  subject-matter,  and  thereupon  ordered  the 
defendants  to  desist  from  charging  fifth  class  rates  upon  hay  and 
straw  and  required  them  to  apply  sixth  class  rates  thereon,  which 
order  was  not  obeyed  by  the  defendants.  Thereafter  this  Commis- 
sion filed  a  bill  in  the  United  States  Circuit  Court  for  the  Northern 
District  of  Ohio,  Eastern  Division,  against  four  of  the  said  original 
defendant  railroad  companies  to  enforce  its  order.  Most  of  the  other 
railroad  companies,  defendants  to  the  original  petition,  intervened  as 
defendants,  and  thereafter  on  January  7,  1905,  the  court  entered  a 
a  decree  dismissing  the  bill  of  complaint,  which  decree  was  affirmed 
on  appeal  by  a  divided  court  in  Uie  Supreme  Court  of  the  United 
States  on  May  21, 1906.  The  history  of  this  prior  case  is  to  be  found 
in  9  I.  C.  C.  Rep.,  264;  134  Fed.  Rep.,  942;  and  202  U.  S.,  613. 

It  is  not  necessary  to  set  forth  at  large  the  opinion  of  the  Circuit 
Court  in  dismissing  the  Conmussion's  bill.  It  is  sufficient  to  state 
that  the  decree  of  dismissal  was  final  and  was  founded  mainly  upon 
the  fact  that  the  Commission  had  no  power  at  that  time  to  fix  rates 
for  the  future.  Thereafter,  on  August  28, 1906,  the  Hepburn  amend- 
ment to  the  act  to  regulate  commerce  became  law,  and  gave  the  Com- 
mission the  power  after  full  investigation  upon  complaint  to  establish 
maximum  rates  for  the  future.  This  complaint  was  filed  about  a  year 
after  the  Hepburn  Ack 
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Before  discussing  the  facta  disclosed  by  the  evidence  it  may  be  well 
to  note  the  objections  urged  by  the  defendants  to  the  jurisdiction  of 
the  Commission  in  the  present  proceeding. 

The  first  objection  is  that  the  subject-matter  of  this  case  was  here- 
tofore in  issue  between  substantially  the  same  parties,  and  that  upon 
a  hearing  de  novo  in  the  circuit  court  the  decree  entered  therein  is 
binding  upon  the  complainant  and  the  Conmiission.  This  objection 
is  equivalent  to  a  plea  of  res  judicata  and  is  perfectly  valid  as  to  all 
that  preceded  the  effective  date  of  the  Hepburn  Act,  August  28, 1906. 
Since  that  date  the  Commission  has  had  authority  to  fix  rates  for 
the  future,  and  the  present  complaint  having  been  filed  since  that 
date,  the  reasonableness  of  the  present  rates  on  hay  and  straw  and 
their  propriety  for  the  future  are  clearly  within  our  jurisdiction, 
T^^rdless  of  the  action  of  the  coiurt  upon  the  former  order  of  the 
Commission,  or  with  respect  to  the  rates  preceding  the  final  order  of 
the  court.  The  Congress,  in  giving  the  Commission  power  ''to  deter- 
mine and  prescribe  what  will  be  the  just  and  reasonable  rate  or  rates, 
charge  or  charges,  to  be  thereafter  observed  in  such  case  as  the  maxi- 
mmn  to  be  charged, "  placed  this  limitation  upon  the  effect  of  the 
Conmiission's  orders,  that  the  same  "shall  continue  in  force  for  such 
period  of  time,  not  exceeding  two  years,  as  shall  be  prescribed  in  the 
order  of  the  Commission,  unless  the  same  shall  be  suspended  or  modi*- 
fied  or  set  aside  by  the  Conunission  or  be  suspended  or  set  aside  by  a 
court  of  competent  jurisdiction,''  thereby  declaring  it  to  be  the  judg- 
ment of  the  legislature  that  even  the  orders  of  this  Commission  with 
respect  to  rates  should  not  be  conclusive  beyond  a  period  of  two  years. 
Congress,  going  further,  left  the  door  open  to  the  Commission  to 
suspend  or  modify  or  set  aside  any  such  order  as  to  rates  at  any  time 
within  the  two  years.  It  ought  to  be  perfectly  apparent  that  rates 
which  are  reasonable  at  the  present  time  may  within  the  period  of  two 
years  become  very  imreasonable,  by  reason  of  changes  in  circmnstancea 
and  conditions,  ecomonic,  transportation,  or  the  like.  It  should  be 
just  as  apparent  that  a  rate  which  was  unreasonable  two  years  or  more 
ago  may  become  reasonable  by  reason  of  such  changes  in  conditions. 

We  think  the  plea  of  estoppel  by  reason  of  former  adjudication  is 
not  good  in  so  far  as  the  present  rates  on  these  articles  are  concerned, 
and  we  so  hold  although  the  decree  of  the  court  in  the  former  case 
was  a  general  finding  for  the  defendants  on  all  the  issues  of  fact. 

The  second  objection  to  the  jurisdiction  of  the  Commission  is  that 
the  Commission  is  without  power  over  classification  matters.  To 
this  objection  the  complete  answer  is  that  while  the  case  was  brought 
and  Med  in  form  as  a  matter  of  classification,  as  a  matter  of  sub- 
stance it  18  clearly  and  undeniably  a  rate  case. 

Without  deciding  whether  we  have  or  have  not  jurisdiction  over 
matters  that  apply  solely  to  classification,  we  hold  that  where  the 
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dassificaticm  primarily  effects  and  controls  the  rates  or  charges 
demanded,  charged,  or  collected  by  any  conmion  carrier  or  carriers, 
subject  to  the  provisions  of  the  act,  for  the  transportation  of  property 
as  defined  in  the  first  section  of  the  act,  or  publishes  the  regulations 
or  practices  of  such  carrier  or  carriers  affecting  such  rates  that  this 
Conmiission  is  authorized  and  empowered,  and  that  it  is  its  duty 
after  full  hearing  upon  a  complaint  made  as  provided  in  section  13 
of  the  act,  and  as  stated  in  this  case,  to  pass  upon  such  rates  or 
charges,  or  such  regulations  or  practices  affecting  such  rates.  Nor 
do  we  think  the  contention  of  the  defendants  sound  that  the  com* 
plaint  in  this  case  is  not  such  a  complaint  as  provided  in  section  13 
of  the  act.  This  complaint  does  allege  a  thing  done  by  certain  com- 
mon carriers  subject  to  the  provisions  of  the  act  in  contravention  of 
the  provisions  thereof — the  charging  of  rates  which  are  unjust, 
unreasonable,  and  unduly  discriminatory.  The  thing  done,  by 
means  of  the  change  in  classification,  as  a  matter  of  law,  and  as  a 
matter  of  fact,  was  the  imposition  thereby  of  higher  rates  upon  hay 
and  straw. 

The  complaint  is  addressed  to  the  advance  in  rates  on  hay  and 
straw.  This  report  will  deal  primarily  with  hay,  as  the  testimony 
with  respect  to  straw  is  exceedingly  limited.  Straw  as  a  by-product 
of  grain  raising  is  of  very  low  commercial  value,  and  except  when 
moved  on  commodity  rates  and  for  short  distances  never  entered  into 
transportation  to  any  material  extent. 

Prairie  hay  was  named  in  the  old  case.  The  evidence  in  the  present 
record,  however,  indicates  that  prairie  hay,  as  an  article  of  commerce, 
has  practically  ceased  to  exist  in  the  states  of  Illinois,  Indiana,  Ohio, 
and  Michigan.  There  is  still  a  little  prairie  hay  gathered,  but  it  is 
inconsiderable  in  amount,  of  very  low  value,  and  is  either  uapd  locally 
or  shipped  to  near-by  points,  like  Chicago  and  Peoria,  for  packing 
purposes. 

Hay  b  produced  very  generally  thoughout  this  country,  the  larger 
portion  of  it  being  consumed  either  upon  the  farm  or  within  wagon 
haul  of  where  it  is  grown.  Notwithstanding  this  fact,  the  tonnage  of 
hay  transported  by  the  rail  carriers  is  enormous.  For  the  purposes 
of  such  transportation  the  carriers  recognize  no  grades  or  distinctions 
in  the  conmiodity;  but  in  commerce  hay  is  graded  as  to  kind,  such  as 
timothy,  clover,  mixed,  or  as  the  fact  may  be,  as  well  as  with  respect 
to  quality.  The  hay  considered  in  this  report  is  limited  by  the 
evidence  to  the  various  grades  and  mixtures  of  timothy,  or  timothy 
and  clover. 

The  farm  values  of  hay  of  the  same  grade  vary  with  the  proximity 
of  the  points  of  production  to  the  points  of  consumption,  the  average 
vahies  for  all  of  the  eastern  states  being  very  much  higher  than  for 
those  of  the  middle  west;  there  is  also  a  variation  in  the  farm  vahies 
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of  hay  due  to  the  fact  that  m  some  sections,  notably  in  Michigan  and 
some  of  the  eastern  states,  very  large  quantities  of  very  high  grades 
of  hay  are  produced.  The  farm  value  also  fluctuates  with  the  local 
rainfall,  and  consequent  local  abundance  of  crops.  The  average  farm 
price  of  hay  in  Michigan  for  nine  years  prior  to  the  change  in  classi- 
fication was  $9.16  per  ton,  whereas  the  average  farm  value  for  the 
nine  years' succeeding  the  change  in  freight  classification  was  $9.29 
per  ton.  The  extreme  range  in  the  prices  of  Michigan  hay  on  the 
farm  for  nine  years  prior  to  1900  was  from  $7.15  per  ton  to  $13  per 
ton,  whereas  the  extreme  range  since  1900  has  been  from  $8.30  per 
ton  to  $12.50  per  ton. 

Complainants  contend  that  by  the  change  in  the  classification  of 
hay  from  the  sixth  to  the  fifth  class  the  relationship  formerly  exist- 
ing between  the  rates  charged  by  the  carriers  on  grain  and  grain 
products,  and  the  rates  on  hay,  was  changed  to  the  undue  prejudice 
and  disadvantage  of  hay.  The  fact  is  that  since  the  change  in  the 
classification  and  rates  on  hay,  the  actual  rates  charged  for  the 
transportation  of  grain  and  grain  products  have  also  been  advanced, 
so  that  the  change  in  relationship  as  to  rates,  upon  which  so-  much 
reliance  was  had  in  their  first  complaint,  has  now  disappeared  (9  I. 
C.  C.  Rep.,  382).  It  is  true  that  hay  and  some  grains,  or  grain  pro- 
ducts, do  compete  for  the  feeding  of  horses  and  other  live  stock,  so 
that  where  hay  is  abundant,  and  therefore  vety  cheap,  and  grain  is 
scarce,  and  therefore  very  high,  a  larger  amount  of  hay  is  fed  in  pro- 
portion to  grain.    The  converse  is  also  true. 

One  of  the  contentions  made  by  the  complainant  throughout  the 
case  is  succinctly  stated  in  its  brief  in  these  words: 

Hay  has  to  be  grown  by  the  faimera  to  a  laige  extent  regardleaB  of  profits  in  order  to 
rotate  the  crops,  conserve  the  soil,  and  utilize  the  time  at  the  farmer's  disposal.  Hay 
is  necessary  as  a  universal  food  for  horses  in  order  to  keep  them  in  the  best  physical 
condition.  Hay,  therefore,  has  to  move  over  the  raiboads  to  a  certain  extent  regard- 
less of  the  rate.  These  facts  enable  the  carriers  to  collect  unreasonable  rates  for  the 
transportation  of  this  commodity. 

An  analjTsis  of  this  statement  may  be  helpful.  As  the  statistics 
incorporated  herein  will  show,  the  production  of  hay  in  the  four 
middle  states,  the  states  most  directly  concerned  in  this  inquiry, 
has  not  only  grown  phenomenally  since  the  increased  rates  on  hay 
went  into  effect,  but  during  all  this  period  the  value  of  the  crop  per 
acre  has  been  greater  for  hay  than  for  any  of  the  grains  save  com, 
and,  occasionally,  wheat;  and  it  results  therefore  that  the  increased 
acreage  of  hay  in  these  states  was  the  result  of  wise  economic  fore- 
sight on  the  part  of  the  farmers  and  that  hay  was  grown  because  of 
the  profits  resulting  therefrom,  not  solely  for  the  rotation  of  crops  or 
because  the  farmers  were  imder  any  necessity  other  than  that  arising 
from  commercial  conditions. 
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With  respect  to  timothy  hay,  which  is  meant  whererer  hay  is 
spoken  of  in  this  report,  its  cultivation  does  not  conserve  the  soil, 
except  in  so  far  as  it  prevents  the  land  from  washing,  but  is  more 
destructiTe  to  the  land  than  the  raising  of  wheat.  Tlie  reason  for 
this  is  that  the  roots  of  timothy  do  not  strike  as  deep  into  the  soil 
as  the  roots  of  wheat  and  the  top  surface  is  more  speedily  and  com- 
pletely robbed  of  its  nutrition  by  timothy  than  it  is  by  wUbat.  It  is 
true  tiiat  the  growing  of  hay  is  of  advantage  to  the  farmer  in  the 
rotation  of  his  crops,  and  that  in  most  sections  the  woi^ing  and 
harvesting  of  the  crops  are  well  balanced  when  hay  is  cultivated 
along  with  small  grains,  the  roots  and  com.  The  statement  that  hay 
is  necessary  as  a  tmiversal  food  for  horses  in  order  to  keep  them  in 
the  best  physical  condition  must  be  understood  as  subject  to  the 
other  contention  of  the  complainant,  that  the  grains  and  some  grain 
products  are  highly  competitive  with  hay  for  horse  feed.  It  is  not 
true  that  hay  has  to  move  over  the  railroads  to  any  extent  regardless 
of  the  rate;  the  fact  appearing  to  be  that  hay,  like  all  other  com- 
modities, moves  from  the  points  of  production  to  the  points  of  con- 
sumption under  the  ordinary  laws  of  supply  and  demand  and  is  not 
governed  abnormally  by  the  freight  rate  charged  thereon. 

The  changed  clasdfication  effective  January  1,  1900,  as  well  as  the 
higher  rates  resulting  therefrom,  have  been  tested  by  actual  experience 
for  fully  ten  years.  An  examination  of  the  present  prices  for  hay, 
the  area  of  farm  lands  devoted  to  its  raising,  the  movements  of  the 
commodity,  and  the  relative  returns  from  the  cultivation  of  hay  and 
from  the  cultivation  of  the  various  grains,  may  be  useful  as  showing 
something  of  the  true  situation  with  respect  to  the  commodify  and 
the  rates  applied  thereto. 

The  evidence  produced  on  behalf  of  the  complainant  was  in  large 
part,  and  veiy  property,  from  witnesses  who  are  members  of  the  com- 
plainant organization.  So  far  as  that  evidence  was  addressed  to  the 
effect  ci  the  increased  rates  on  the  cultivation  and  transportation 
of  hay,  it  was  confusing  as  to  the  real  situation.  The  president  ci 
the  National  Hay  Association,  who  ships  hay  from  Green  Springs, 
Ohio,  testified  that  his  shipments  prior  to  the  change  in  classification 
were  mainly  to  the  east,  and  that  no  change  has  occurred  in  such 
direction  of  shipments  in  the  ten  succeeding  years.  This  witness 
ships  mainly  to  New  York  and  Boston  rate  points.  The  rate  from 
Green  Springs  is  78  per  cent  of  the  Chicago-New  York  rate,  or  23^ 
cents  to  New  York  rate  points,  and  2di  cents  per  100  pounds  to  Boston 
rate  points,  and  it  will  be  seen  that  the  increase  so  far  as  Green  Springs 
itself  is  concerned  amounted  to  78  cents  per  ton.  Notwithstanding 
this  situation,  and  notwithstanding  that  his  rate  to  St.  Louis  is  19 
cents  and  the  rate  to  the  southern  hay  markets  is  approximately  the 
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tame  as  from  other  points  in  Central  Freight  Association  territory,  this 
witness  ships  ahnost  entirely  to  the  east,  his  business  varying  from 
200  to  400  cars  per  annum.  Most  of  the  hay  dealt  in  by  this  witness 
comes,  however,  not  from  Green  Springs  proper,  but  from  points  in 
western  Ohio  that  take  a  higher  rate,  some  of  them  a  rate  of  25  cents 
per  100  pounds  to  New  York.  Notwithstanding  the  fact  that  this 
witness  has  maintained  his  business  connections  in  the  east  uninter^ 
ruptedly  for  eleven  years,  at  one  time  he  had  a  lower  grade  of  hay 
than  that  demanded  in  the  east  and  shipped  between  100  and  150  cars 
to  the  south  and  west. 

Other  witnesses  testified,  and  showed  from  extracts  from  their 
books  of  account,  that  beginning  with  the  year  1900  they  had  ceased 
shipping  to  the  east,  and  that  since  then  their  shipments  had  gone 
either  exclusively,  or  in  very  much  increased  proportions,  to  destina- 
tions in  the  south  and  southeast.  Other  witnesses,  who,  in  addition 
to  being  hay  dealers,  are  also  farmers  of  large  tracts  of  land,  testified 
to  the  effect  that  in  the  last  few  years  they  have  restricted  the  areas 
devoted  to  hay  raising  and  have  increased  the  areas  devoted  to  the 
cultivation  of  com  and  small  grains.  They  further  testified  that  the 
hay  now  raised  by  them  or  bought  from  other  farmers  for  distribu- 
tion was  shipped  either  to  Chicago,  St.  Louis,  New  Orleans,  or  south- 
western markets.  The  deduction  sought  to  be  drawn  from  this  tes- 
timony was  that  throughout  Illinois,  Indiana,  Ohio,  and  Michigan 
the  increase  in  freight  rates  toward  the  east  had  been  effective  in 
reducing  the  area  of  land  devoted  to  hay  culture  and  in  diverting  the 
major  portion  of  such  hay  as  might  be  raised  to  interior  and  southern 
markets. 

The  facts  seem  to  be  that  prior  to  1900  more  low-grade  hay  did 
move  toward  the  east  than  has  moved  since  that  date,  but  it  is 
exceedingly  doubtful  from  this  record  whether  the  total  movement 
of  hay  from  these  four  middle  states  has  been  decreased  at  aU.  At 
the  present  time  high-grade  timothy  hay,  loosely  baled,  and  therefore 
attractive  to  the  eastern  buyer,  does  move  freely  from  Michigan, 
Indiana,  and  Ohio.  It  seems  to  be  equaUy  certain  that  low  grades  of 
hay  are  more  acceptable  in  the  Mississippi  Valley  and  through  south- 
eastern territory,  and  that  such  lower  grades  of  hay  bring  very  much 
higher  prices  in  interior  points  and  southern  markets  than  in  the  east. 

The  price  of  hay  per  ton  ia  of  UtUe  help  in  determining  its  value  to 
the  farmer  unless  the  amount  raised  per  acre  be  taken  into  considera* 
tion.  The  evidence  is  conclusive  that  the  yield  per  acre  follows  closely 
the  rainfall  in  the  critical  month  of  May  east  of  the  Mississippi  and 
along  the  fortieth  parallel  The  evidence  is  also  conclusive  tiiat  the 
farm  price  per  ton  of  hay  is  inversely  proportional  to  the  yield  per 
acre.    It  follows  therefore  that  the  yield  per  acre  and  price  per  ton, 
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Taiying  as  thej  do  with  climatic  conditions,  the  essential  thing,  so  far 
as  tixe  fanner  is  concerned,  is  the  value  per  acre  and  not  the  price  per 
ton  either  upon  the  farm  or  in  the  market  of  ultimate  consumption. 
The  evidence  having  been  directed  mainly  to  the  hay  situation  in  the 
four  States  of  Ohio,  Indiana,  Illinois,  and  Michigan,  we  have  com- 
piled with  great  care  the  statistics  furnished  by  the  United  States 
Department  of  Agriculture  to  determine  the  average  farm  value  of 
hay  per  acre  in  those  four  states  and  to  compare  such  average  farm 
value  from  year  to  year  with  the  average  farm  values  per  acre  of 
wheat,  com,  oats,  and  rye.  We  have  gone  further  than  this.*  We 
have  added  a  comparison  of  the  average  farm  value  of  these  four 
grains  per  acre  with  the  average  farm  value  of  hay  in  these  four  states. 
The  result  of  this  examination  is  presented  in  the  following  table: 

Average/arm  value  o/hajf,  wheats  com,  oaU,  and  rye  per  acre  in  the/our  eUUee  (/  Ohio^ 
Indiana,  UlinoU,  and  Michigan. 


18W. 

1900. 

190L 

1908. 

1908. 

1901 

1906w 

1906. 

1907. 

1908. 

1908. 

HV 

Wheat. 

Com. 

Oats, 

Rje 

naei 

6.78 
9.M 
&fi6 
7.M 

&88 

7.94 

tU.«6 

ia48 
/5.M 
U.68 

tll.15 

U.45 
lL9t 
11.70 
8.57 

812.98 

9.26 
IS.  a 
9.68 
8.01 

812.08 
U.78 

n 

ia96 

811.87 
iLit 

tLe» 
ia82 
iai6 

818. 47 
12.96 

9.77 

816.07 

14.13 
19.89 
9.69 
12.18 

812.94 

12.07 
U.78 

814.87 

rr,m 

18.19 
U.44 

^ilX. 

&M 

&fl8 

U.1S 

VLSI 

laoa 

ILH 

ULU 

11.89 

18.16 

wm 

llL8f 

From  this  table  it  appears  that  in  1899  hay  was  a  better  average  crop 
in  the  four  states  named  than  any  of  the  grains;  that  in  1900  to  1904, 
inclusive,  hay  was  a  more  valuable  crop  than  any  grain  other  than 
com;  that  in  1905  the  average  farm  value  of  hay  per  acre  was  higher 
than  oats  or  rye,  but  lower  than  either  wheat  or  com;  that  in  1906 
and  1907  hay  yielded  hi^er  returns  per  acre  than  any  of  the  grains 
with  the  exception  of  com,  and  that  in  the  years  1908-9,  hay  was  more 
remimerative  per  acre  than  oats  or  rye,  but  yielded  something  less 
than  either  wheat  or  com.  Comparing  the  average  value  of  hay  per 
acre  with  the  average  values  of  the  four  grains  per  acre,  this  table 
shows  that  with  the  exception  of  the  three  years,  1905,  1908,  and 
1909,  hay  was  the  more  valuable  crop.  It  is  evident  therefore  that  in 
Ohio,  Indiana,  Illinois,  and  Michigan,  during  all  the  period  from  1900 
down  to  date,  the  value  of  hay  on  the  farm  has  not  been  destroyed  by 
unreasonable  freight  rates,  nor  has  hay  as  a  commodity  been  so  di»> 
criminated  against  in  comparison  with  the  grains  as  to  render  it 
unprofitable  as  a  farm  product. 

This  deduction  as  to  the  value  of  hay  per  acre  on  tiie  farm  in  the 

four  states  named  is  of  greater  value  when  considered  with  other  facts 

shown  by  the  same  agricultural  statistics. 
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b  the  following  table  will  be  found  a  comparison  from  the  statistics 
published  by  the  Department  of  Agriculture  of  the  United  States 
showing  the  hay  crops  of  the  United  States;  the  hay  crops  of  the 
middle  states,  Ohio,  Indiana,  Illinois,  and  lifichigan;  the  hay  crops 
of  the  New  England  states,  Maine,  New  Hampshire,  Vermont,  Massa* 
chusetts,  Rhode  Island,  and  Connecticut;  and  the  hay  crops  of  three 
eastern  states.  New  York,  New  Jersey,  and  Pennsylvania,  for  the 
years  1896  to  1909,  inclusive: 

Haiff  eropg  of  the  United  Statet;  the  midcBe  etatee,  oomprieing  Ohio,  Indiana^  lUvrwiit 
and  MiMgam  the  New  England  tUUee,  comprising  Maine,  New  HampMre,  Vermont^ 
liaesadnuette,  Rhode  Island,  and  Connecticut;  and  the  three  eaetem  etatee.  New  Ycrlf 
New  Jereey,  and  Penneylvania,  for  the  yean  1895  to  1909. 


United  States. 

Middle  States. 

T«tf. 

Aoretce. 

PlOdllOtlQO. 

Fwmvmlne 
December  1. 

Acreage. 

Pzodnotioii. 

FarmTahie 
December  1. 

1886 

Acre*. 

44,200.453 
43.2  V.  756 
42.  i-       70 
42.7^      07 
41.:        m 
39,          BO 
30...       i08 
39.M.'.\-^ 
39,93,-3.759 
30,':rs.<108 
39.::       160 
42,  i       04 
44  1          100 
4^.4-'..tl0O 
45,744.000 

Tom. 

47.078,541 

.".:■-;  :,« 
(76 
00 
56 
06 
77 

m 

140 
08 

tu 

)50 
100 

VU.T'Js.tlOO 
&4, 933, 000 

DollaT$. 
393,185.615 

:-.^:-r,  -114 

A7 
SI 

no 

i83 
(64 

BO 
05 

J71 
100 

(a...  u',i.i|00 
t;*9, 346.000 

Acres. 
6,612,066 

6,783,260 

6,924,771 

6,870.908 

6.390,178 

5.942.068 

9,571,f33 

25 

61 

86 

08 

85 

00 

11,3-27,000 
10,490,000 

Tons. 
4,041,880 
8,726.743 
9,722,762 
9,952,901 
8,243,160 
7,103,285 
n,900,yl5 
1.^  v.7.'<63 
20 
73 
03 
IJ.  -.  :74 
U,i-.-,00 
17,1137.(00 
14,651,000 

DoUau. 
47,803,733 

1886 

64,072,641 

1807 

62,818,216 

1806 

60,059,552 

1888 

67  787  379 

1900 

6S.Gll.165 

loot 

111  748  074 

1908 

126,182,665 

1908 

123,878,866 

1904. 

112,997,220 

1906 

103,706.736 
141,803,375 

1906 

1907 

166,909,000 

1908 

146,424,000 

1908 

156,030,000 

Eastam  States. 

Ymt. 

Amtfi. 

Pvoduotioii. 

Fwmvmloe 
December  1. 

Aanafs. 

Farmvaloa 
December  1. 

1896 

Ai-Tff. 

3,7^,777 
3,.17n.f04 

;i,.vi2.-i06 
3,t)vj.jm 

3,.va.:fl7 

3, 9..  1,110 
3. 0'  /).  fll4 

3,  ^-.^  :m 

3,92^1,140 

3,1MK^»3 
3,0',o,,''01 
4.'-/i,'100 

4,  or.,  000 

4.056.000 

3. :.'.'.. '112 
3.H-.:i,  no 

4,311.  «8 
4.77.;.»4 

3.47.^,181 

4,'.:.r-a7 
4,.V.r.  «7 
4.2in  ao 

4.4:>2.  184 

4.^-^N.  M 
4.7-:-.  162 
r.,K:.    00 
4.  ]■-:.,' 00 
4,355,000 

D 

4fl          188 

4fl          120 

4fl          145 
49          186 
49           VI 
4fl           61 
56          138 
61          17 
6a          176 
63          « 
.  54          07 
58          128 
84          00 
69          00 
71,  oy-;,  lOO 

74 
192 
28 
119 
30 
75 
ttO 
131 

no 

114 
184 

& 

DO 

s,  Jiy.'JOO 

Tons. 
7,029,057 
t.,eM12,840 
10,4ftO,Se4 
I0,777,ni7 
7.924.796 
t.,  523,  t]54 
10,713,570 

in,499.r,68 
n..'i70.375 

ll,2ir.,929 
10. 7.02.. -►80 
11,  mis,  (100 
ll,i>J.!.(IOO 
9,290,000 

Dottert. 
91,641,700 
80,840,516 
90.880,161 
72,817,388 
87,631,580 
92,254,660 

1886 

1897 

1806 

1899 

1908 

1901 

126,839,654 

1983. 

130,236,907 

1903 

127,346.248 

1904 

msooS 

1905 

125,667,884 

1906 

135,519,368 

1907 

174,112,000 

1908. 

135,943,000 

1909 

134,670,000 

1/^thout  going  into  an  extended  analysis  of  all  these  figures  it  wiU 
suffice  for  the  purposes  of  this  report  to  call  attention  to  a  few  salient 
facts  which  to  our  minds  are  conclusive  with  respect  to  the  hay  sit- 
uation in  the  four  middle  states  named.  The  statistics  for  the  entire 
United  States,  notwithstanding  the  changes  that  have  occuried  in 
the  country  during  the  period,  show  that  the  total  areas  devoted  to 
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hay  raifflng  have  varied  from  44,000,000  acres  in  1895  to  39,000,000 
between  1900  and  1905,  and  that  smce  1907  up  to  date  the  total  area 
devoted  to  the  raising  of  hay  has  been  44,000,000  acres  and  more. 
If  we  look  at  the  New  England  stat^  we  find  only  a  slight  increase 
in  the  areas  devoted  to  hay  raising,  more  than  3^  million  acres  hav- 
ing been  devoted  to  hay  in  those  states  from  1895  until  1907,  and 
that  since  1907  imtil  the  present  time  the  area  has  been  only  slightly 
above  4,000,000  acres.  The  eastern  states  have  been  fairly  persbtent 
in  the  allotment  of  about  8,000,000  acres  to  the  raising  of  hay  during 
the  entire  period  named. 

Going  back  to  the  middle  states,  we  find  a  distinctly  different 
situation  with  respect  to  the  areas  devoted  to  the  cultivation  of  hay. 
In  the  four  middle  states  in  1895  more  than  6,500,000  acres  were  in 
hay  cultivation.  This  area  increased  from  year  to  year  until  the 
years  1899-1900,  when  a  slight  decrease  in  the  acreage  occurred  in 
the  middle  states,  prior  to  the  change  in  the  rates  complained  of. 
Beginning,  however,  with  the  year  1901,  when  the  increased  rates  were 
in  fuU  force  and  effect,  the  areas  devoted  to  the  cultivation  of  hay 
were  more  than  9,000,000  acres,  and  since  1901  the  increase  in  acreage 
in  these  four  states  has  been  phenomenal,  the  acreage  in  1908  having 
been  11,327,000,  and  in  1909, 10,490,000  acres.  Considering  the  two 
tables  together,  it  is  impossible  to  reach  any  conclusion  except  that 
hay  not  only  was  one  of  the  most  profitable  crops  for  the  farmer  in 
Oluo,  Indiana,  Illinois,  and  Michigan,  but  that  the  farmer  knew  this 
to  be  a  fact  and  raised  hay  in  increasing  quantities,  and  generally  at  an 
increasing  value  per  acre  to  him. 

One  of  the  allegations  of  the  complaint  is  that  the  increased  rates 
on  hay  in  Official  Classification  territory,  taken  in  connection  with  the 
commodity  rates  on  hay  grown  in  the  provinces  of  Quebec  and  Ontario, 
give  an  undue  advantage  to  Canadian  hay  and  unjustly  discriminate 
against  American  hay  to  the  damage  of  the  farmers  and  hay  dealera 
and  the  commodity  itself.  The  evidence  distinctly  disproves  this 
claim,  and  the  statistics  of  the  Department  of  Commerce  and  Labor 
show  that  the  charge  is  not  founded  in  fact.  The  importations  of 
dutiable  hay  from  Canada,  including  all  British  provinces  north  of 
the  United  States,  have  been  as  follows: 


T«tf. 

D«tj. 

Tom. 

T«tf. 

Doty. 

Tom. 

1880 

84.00 
4.00 
4.00 
S.00 
S.00 
XOO 
S.00 
4.00 
4.00 
4.00 
4.00 

1HM4 

88,342 
78,716 
104,257 
86,764 
801,880 
808,844 
118,098 
8,800 

lS888 

1801 

84.00 
4.00 
4.00 
4.00 
4.00 
4.00 
4.00 
4.00 
4.08 
4.08 

141,  M 

Sao 

U4,888 
48!  10 

11181 

1908 

1888, 

1808: 

1808 

1904. 

1884. 

1905 

1888 

1906 

£044 

1888 

1907 

1887    . 

1008 

as 

1908 

1888 

1910  (t«i  inmttM) 

SB;::;::::::::::::::::::::. 
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The  above  table  of  importations  of  Canadian  hay  consumed  in  the 
United  States  shows  distinctly  that  custom  duties  do  affect  the 
importation  of  Canadian  hay,  certainly  at  the  beginning  of  the 
imposition  of  such  duties,  but  so  far  as  we  are  able  to  understand 
these  statisticSy  the  freight  rates  have  not  discriminated  at  all  in 
favor  of  Canadian  hay,  nor  have  they  done  away,  to  any  extent,  with 
the  burden  on  such  hay  due  to  the  custom  duties.  The  inference  to 
be  deduced  from  these  statistics,  taken  in  connection  with  the  statis- 
tics already  given  for  American  hay,  would  seem  to  be  that  Canadian 
hay  for  American  consumption  moves,  notwithstanding  the  customs 
duty,  whenever  the  amoimt  or  quality  of  the  hay  produced  in  sections 
serving  the  eastern  states  falls  low  enough  to  attract  that  hay.  No 
other  explanation  would  seem  to  be  possible  for  a  drop  in  importa- 
tions of  Canadian  hay  such  as  that  shown  from  1903  to  1909,  and  no 
other  explanation  seems  to  be  possible  for  the  increase  in  importation 
in  the  ten  months  of  the  present  fiscal  year.  Something  was  said  in 
the  testimony  and  at  the  argument  about  transit  hay  firom  Canada, 
or  hay  in  bond,  passing  through  the  United  States,  paying  no  duty, 
for  export  from  American  ports.  Such  transit  hay  is  ordinarily  of 
rather  low  grade  in  quality,  is  used  for  feeding  cattle  exported  from 
the  United  States  to  foreign  countries,  and  for  recent  calendar  years 
has  been  in  the  following  amounts: 


Taart. 

Tom. 

1906 

17,185 
82,584 
4688 
96  841 
18,748 

1907 

1908 

1909 

1910  (faar  montlif ) 

These  amounts  are  relatively  small  and  such  transit  hay  may 
therefore  be  omitted  from  consideration  in  this  case. 

The  testimony  of  a  director  in  the  National  Hay  Association,  who 
is  in  business  at  Moravia,  N.  Y.,  illustrates  the  reason  for  some  of  this 
importation  of  Canadian  hay  and  does  away  with  the  charge  of  dis- 
crimination in  favor  of  such  hay  to  the  prejudice  of  the  home-grown 
article.  Witness  testified  that  on  one  occasion,  six  or  seven  years  ago, 
he  had  contracts  for  the  delivery  of  hay  at  Boston  rate  points  in  tiie 
spring;  that  at  that  time  there  was  snow  on  the  hills,  and  the  roads 
were  bad  in  the  valleys  where  he  lives,  in  the  central  portion  of  New 
York;  that  by  reason  of  these  facts  he  went  over  into  Canada  and 
purchased  a  few  carloads  of  hay  for  shipment  to  Boston ;  that  the  result 
of  this  transaction  was  not  &iancially  as  satisfactory  to  him  as  the 
ordinary  course  of  his  business,  and  that  although  he  went  back  to 
Canada  on  one  or  two  other  occasions,  his  total  purchases  of  Canadian 
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hay  for  shipment  into  the  United  States  would  not  exceed  6  can. 
This  witness  was  a  shrewd,  actiye,  business  man,  managing  1,700  acres 
of  land  for  himself  and  handling  in  the  neighborhood  of  2,000  cars  of 
hay  per  annum,  and  his  distinct  testimony  is  that  if  he  had  found  it 
to  his  financial  interest  he  would  have  bought  hay  in  Canada  all  the 
time.  This  particular  witness  went  further  and  testified  that  for 
shipments  to  Pennsylvania  mining  towns  he  bought  hay  in  Ohio  and 
the  west,  which  shows  conclusively  that  hay  moves  not  solely  with 
respect  to  the  rate  applicable  to  its  transportation,  but  largely  accord- 
ing to  its  grade  and  quality  and  the  demands  of  the  consuming 
destinations. 

The  direction  in  which  hay  moves  is  determined  occasionally  by 
weather  conditions,  resulting  in  drought  in  one  section  and  large 
crops  in  others.  It  is  in  evidence  that  one  of  the  members  of  the 
complainant  association  at  one  time  shipped  hay  as  far  south  and 
west  as  Texas,  the  reason  for  such  abnormal  movem^it  being  a 
drought  in  the  sections  of  the  country  ordinarily  supplying  that 
state.  Another  reason  for  changes  in  direction  of  movement  is 
the  growth  of  the  interior  cities,  and  the  accompanying  change  in 
the  direction  of  the  demand,  and  a  further  reason  is  dissatisfaction 
on  the  part  of  the  shippers  with  certain  markets.  Some  of  the 
witnesses  testified  that  they  now  ship  hay  to  certain  points  in  New 
England  and  New  York  state,  which  take  the  Boston  and  New  York 
City  rates,  but  do  not  ship  to  either  Boston  itself  or  New  York  Gty, 
because  they  are  not  satisfied  with  the  treatment  their  hay  receives 
in  those  cities. 

Defendants  justify  the  change  in  classification  of  hay  and  straw 
from  the  sixth  to  the  fifth  class  and  the  consequent  increase  in  the 
rates  on  these  commodities  on  the  ground  of  the  average  car  earn- 
ings received  from  the  transportation  of  these  articles.  Hay  is  not 
only  a  light  and  bulky  article,  but  the  commercial  conditions  deter- 
mining its  distribution  demand  that  it  shall  not  be  veiy  greatly 
compressed  when  put  up  in  bales.  Whether  the  reason  for  this  be 
merely  the  prejudice  of  the  buyers  or  a  real  and  substantial  change 
wrought  in  hay  by  great  compression  is  immaterial,  so  far  as  this  case' 
is  concerned.  The  fact  seems  to  be  that  hay  is  now  baled  in  sub- 
stantially the  same  way  it  was  many  years  ago,  and  that  the  average 
loading  in  tons  per  car  has  not  varied  materially  within  the  last  ten 
years.  The  minimum  carload  weight  on  hay  is  20,000  pounds  to 
the  36-foot  car,  and  some  carriers,  if  not  all,  provide  increased 
minima  for  cars  of  greater  cubic  capacity  than  the  36-foot  car. 
Without  stopping  to  consider  these  minima  the  evidence  is  conclusive 
that  the  average  load  for  all  cars  is  actually  a  little  over  11  tons  per 
car,  and  the  representative  of  the  National  Hay  Association  at  Uie 
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argument  in  reply  to  an  inquiry  as  to  how  much  hay  he  could  get 
into  a  100,000-pound  capacity  car,  stated  ''85,000  pounds  easily." 
In  other  words,  the  representation  made  by  the  National  Hay  Asso- 
ciation itself,  after  all  this  investigation,  is  to  the  effect  that  hay, 
owing  to  its  bulkiness  in  comparison  with  its  weight,  can  take  up 
only  about  one-third  of  the  weight-carrying  capacity  of  the  big  cars, 
and  would  only  load  about  one-half  the  weight  tiiat  would  be  required 
if  the  car  was  loaded  with  grain.  This  difference  between  the  loading 
of  hay  and  grain  was  conceded  in  the  first  hay  case.  Volume  9, 
page  309.  We  there  said:  ''Grain  loads  so  much  heavier  per  car 
than  hay  does  that  when  transported  between  two  given  points  at 
present  rates"  (the  advanced  rates  now  under  consideration)  "hay 
gives  the  carriers  less  revenue  per  car."  In  the  same  volume  of  our 
reports,  on  page  400,  In  re  Proposed  Adva/nee  in  Freight  Bates,  we 
said: 

Another  commodity  aa  to  the  movement  of  which  the  Commiorion  is  well  infonned 
ia  hay.  Thii  loada  to  a  capacity  of  22,000  pounds  to  a  car,  approximately.  The  sixth 
class  rate  from  Chicago  to  New  York  is  25  cents  per  100  pounds,  and  at  this  rate  the 
revenue  from  a  carload  of  hay  would  be  $55 — only  about  one-half  that  of  a  carload  of 
grain  at  17^  cents;  yet  for  thirteen  years  or  more  carriers  transported  hay  throughout 
all  Official  Classification  territory  as  sixth  class,  and  often  for  leas.  January  1,  1900, 
tids  was  raised  to  fifth  class;  the  Conuniasion  has  held  improperly,  but  even  so,  as 
found  in  that  case,  grain  is  the  better  business. 

Tlie  evidence  and  statistics  produced  in  this  case  make  it  beyond 
question  that,  taking  grain  as  loaded  and  transported  and  hay  as 
loaded  and  transported,  the  earnings  per  car  are  greater  for  grain 
even  at  the  present  rates  than  they  are  for  hay  at  much  greater  rates. 
It  is  undoubtedly  true  that  hay  is  a  very  much  cheaper  commodity 
than  grain  and  very  much  cheaper  than  many  of  the  commodities 
which  move  at  sixth  class  rates  or  lower,  the  value  of  a  carload  of 
hay  being  on  the  average  not  more  than  $150  and  ranging  ordinarily 
between  SlOO  and  $200,  according  to  grade  and  locality  where  raised. 
It  is  also  true  that  the  loss  and  damage  claims  arising  from  the 
transportation  of  hay  are  very  small  in  comparison  with  those  arising 
from  the  transportation  of  grains  or  for  the  transportation  of  many  (rf 
the  articles  rated  as  fifth  and  sixth  class  or  lower. 

However,  freight  rates  can  not  be  made  solely  with  reference  to 
the  value  of  the  article  transported  or  with  reference  alone  to  the 
loss  and  damage  claims  arising  from  transportation.  The  carrier  is 
entitled  to  take  into  consideration  the  occupancy  of  its  equipment 
and  facilities,  or,  in  other  terms,  to  charge  for  the  service  rendered. 
This  charge  for  the  service  rendered  may  be  tested  relatively  by 
means  of  the  rate  per  ton  per  mile,  which  is  most  helpful  in  connec- 
tion with  dense  and  heavy  articles;  or  the  value  of  the  service  and 
the  reasonableness  of  the  rates  may  be  tested  by  means  of  the  rate 
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per  car  per  mile  where  articles  of  the  same  relative  weight,  density, 
direction,  and  volume  of  movement  are  in  question;  but  generally 
the  ultimate  test  with  the  carrier  itself  must  be  the  return  for  the 
occupation  and  use  of  its  equipment  and  facilities.  Tested  hj  this 
method,  the  fifth  class  rates  on  hay  yield  smaller  returns  to  the  car- 
rier  than  the  comparatively  low  commodity  rates  on  grain  and  are 
therefore  not  unreasonable  or  unjust.  It  is  to  be  borne  in  mind  that 
the  rates  on  grain  from  Chicago  to  New  York  are  made  in  competi- 
tion with  the  water  rates  or  lake-and-rail  rates  between  the  same 
points  and  are  the  result  of  long  and  sharp  competition  not  only 
between  the  carriers  themselves  but  between  local  martlets  and 
ports  of  final  transshipment.  There  is  no  such  water  competition  in 
the  transportation  of  hay. 

A  great  deal  of  testimony  was  .introduced  with  respect  to  the  rates 
and  conditions  of  transportation  applying  to  cabbages,  potatoes, 
apples,  and  other  articles,  which  do  not  come  into  competition  with 
hay  for  the  simple  reason  that  they  are  human  food  exclusively, 
whereas  hay  is  consumed  by  animals  alone,  and  grain  is  consumed 
by  both  men  and  animals.  Neither  do  we  think  it  necessary  to  go 
into  the  earnings,  the  dividends,  or  the  general  management  of  the 
defendants  in  view  of  our  conclusion  that  the  present  rates  on  hay 
are  neither  imjust,  excessive,  nor  discriminatory,  as  compared  with 
the  very  low  rates  on  grain.  Complainant  directed  a  part  of  its  case 
to  the  theorem  that  because  hay  can  move  in  lighter,  older,  and  less 
perfect  equipment  than  grain  or  cabbages,  and  because  the  carriers 
sometimes  haul  less  dead  weight  in  the  transportation  of  hay  than 
in  the  transportation  of  these  other  commodities  that  therefore  it 
should  be  accorded  very  much  lower  rates. 

In  the  view  we  take  of  this  matter,  after  the  complete  testing  of 
these  rates  for  a  period  of  ten  years,  hay  does  actually  pay,  under 
fifth  class  rates,  lower  charges  for  the  services  rendered  by  the  car- 
riers than  grain,  which  moves  at  the  cheapest  rate  established  by  the 
carriers,  and  we  think  it  unnecessary  to  extend  our  examination  any 
further.  It  results  that  the  case  must  be  dismissed  and  it  will  be 
so  ordered. 

Clkmbnts,  Oammissumer,  dissenting: 

I  am  unable  to  agree  with  the  majority  in  the  foregoing  report  and 
the  disposition  of  this  case.  The  former  case,  referred  to  in  the  report, 
involving  the  same  questions  as  presented  in  this  case,  arose  upon 
the  concerted  action  of  the  carriers  governed  by  the  Official  ClaBsi- 
fication  whereby  hay,  which  had  been  carried  by  them  in  class  6 
during  a  period  of  thirteen  years  or  more,  in  1900  was  raised  to  fifth 
class,  resulting  in  a  corresponding  increase  in  the  rates  for  the  move- 
ment of  hay  throughout  Official  Classification  territory  as  well  as  on 
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ahipments  from  points  in  that  territory  to  many  destinations  in  the 
•outh  and  elsewhere. 

Upon  fall  hearing  and  consideration  of  the  former  complaint  the 
Commission  concluded  upon  its  findings  in  that  case  that  this  change 
in  classification  and  the  resulting  increase  of  rates  were  unjust, 
unreasonable,  and  unlawful,  for  the  reasons  stated  in  National  Hay 
A$so.  Y.  L.  8.  dh  M.  8.  By.  Co.,  9  I.  C.  C.  Rep.,  264. 

1/nthout  reference  in  detail  to  the  reasoning  upon  which  this  clas- 
sification and  its  results  are  justified  in  the  present  case,  it  is  suffi- 
cient to  say  that  it  wholly  fails,  in  my  judgment,  to  justify  the  reten- 
tion of  hay  in  fifth  class  with  the  resulting  rates  and  discriminations 
found  and  condemned  by  the  Conmiission  in  the  former  case. 

Commissioners  PBOxrrr  and  Lans  join  in  this  dissent. 
71325'— VOL  Id— 11 i 
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No.  2240. 
INDUSTRIAL  LUMBER  COMPANY 

V. 

ST,  LOUIS,  WATKINS  &  GULF  RAILWAY  COMPANY  ET  AL. 


BuhmUied  AprU  e,  1910.    Decided  Jitne  10,  1910. 


OompUint  alleges  mijiist  discrimination  in  rates  on  lumber  from  Oakdale^  La,, 
to  Port  Arthur,  Tex.  Complaint  dismissed  without  prejudice  awaiting 
completion  of  plans  now  under  way  to  carry  into  eilect  the  Yiews  expressed 
In  Star  Grain  d  Lumber  oate,  17  I.  O.  O.  Bep.,  888. 

WiUiam  P.  Molette  for  complainant. 

James  (7.  Jeffery  and  Martin  L.  Clardy  for  St  Louis,  Watkins  ft 
Chilf  Railway  Company. 

S.  TF.  Moore^  Britton  ds  Gray^  and  Fred  H.  Wood  for  Kansas  City 
Sonihem  Railway  Company  and  Texarkana  &  Fort  Smith  Railway 
Company. 

Refobt  of  the  Commissiox. 

Clark,  Oofnmiseianer: 

The  Industrial  Lumber  Company  is  engaged  in  the  manufacture 
and  sale  of  yellow-pine  lumber  at  Oakdale,  La.  Its  petition  alleges 
that  for  many  years  the  rate  on  export  lumber  from  Oakdale  to  Port 
Arthur,  Tex.,  was  7  cents  per  100  pounds,  but  that  effective  August  18, 
1908,  that  rate  was  advanced  from  7  cents  to  9  cents.  Complainant 
alleges  that  the  9-cent  rate  is  unreasonable  and  unjustly  discrimi- 
natory, and  prays  that  the  Commission  fix  a  reasonable  rate,  and  that 
reparation  be  granted  on  all  shipments  on  whidi  the  alleged  unrea- 
sonable rate  of  9  cents  has  been  collected. 

Complainant  bases  its  allegation  as  to  the  discriminatory  nature  of 
the  9-cent  rate  upon  the  fact  that  its  mills  are  in  practically  the  same 
forest  as  other  mills  served  by  the  Kansas  City  Southern  and  Texar- 
kana A  Fort  Smith  Railways,  which  lines  reach  into  this  forest  from 
its  western  edge  by  means  of  various  tap  lines;  that  these  mills  are 
competitors  of  complainant;  that  their  product  is  manufactured  ia 
the  same  territory  and  has  practically  the  same  point  of  origin  as  the 
lumber  m»nufactared  by  complainants;  that  by  means  of  lower  rates 
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OTer  the  Kansas  City  South^n  and  Texarkana  &  Fort  Smitli  Bail- 
ways  its  competitors  reach  Port  Arthur,  Tex.,  at  from  2  to  8  cents  per 
100  pounds  cheaper  than  complainant ;  that  the  2-cent  increase  in  rate 
amounts  to  from  80  cents  to  $1  per  1,000  feet  of  lumber.  It  is  stated 
that  the  export  business  of  complainant  has  been  greatly  reduced  as 
compared  with  the  years  1906  and  1907,  when  the  7-cent  rate  was  in 
effect,  which  decrease  is  attributed  principally  to  the  increase  in 
the  rate. 

A  further  charge  of  discrimination  is  made  against  the  St.  Louis, 
Wattdns  &  Gulf  Railway  in  that  it  demands  for  its  part  of  the  haul 
on  export  lumber  from  Oakdale  to  Port  Arthur  4  cents  per  100  pounds 
on  a  minimum  weight  of  50,000  pounds,  while  it  accepts  3  cents  per 
100  pounds  for  the  same  haul  on  lumber  for  domestic  consumption 
<m  the  basis  of  a  minimum  weight  of  80,000  pounds. 

The  St  Louis,  Watkins  &  Gulf  Bailway  alleges  that  it  can  not  be 
accused  of  discrimination  by  reason  of  the  rates  that  other  carriers 
may  establish,  and  asserts  that  the  rate  from  all  mills  on  its  line  to 
Port  Arthur  is  9  cents.  As  the  Kansas  City  Southern  is  party  to 
both  routes  here  in  question  the  force  of  this  argument  is  not  con- 
ceded.   This  case  does  not,  however,  hinge  upon  that  point. 

In  defense  of  the  increase  in  the  rate  from  7  cents  to  9  cents,  wit- 
ness tor  defendants,  in  addition  to  asserting  the  reasonableness  of 
the  9-cent  rate,  stated  the  position  of  the  carriers  as  follows: 

Bates  from  Watkins  &  Golf  points,  particularly  Oakdale,  as  I  understand  it, 
to  New  Orleans,  were  higlier  than  th^  were  to  Port  Arthur  and  some  one  made 
a  complaint  of  rates  carried  to  Port  Arthur  before  the  commission  (Louisiana 
commission)  and  it  seems  that  they  advised  the  Louisiana  roads  that  unless 
the  same  advances  were  made  in  the  Port  Arthur  rates,  they  would  have  to 
reduce  the  rates  to  New  Orleans. 

The  rate  attacked  by  c(»nplainant  applies  as  a  blanket  from  Alex* 
andria,  the  northern  terminus  of  the  St.  Louis,  Watkins  &  Gulf  Rail- 
way, clear  down  to  Lake  CSiarlee.  No  lumber  mills  are  actually 
shipping  to  Por^  Arthur  via  this  line  that  are  less  than  25  miles  north 
of  Lake  Charles.  There  are  some  21  mills  on  the  St.  Louis,  Watkins 
A  Gulf  all  paying  Uie  9-cent  rate  to  Port  Arthur  and  the  mills  of 
complainant  at  Oakdale  are  about  in  the  lumber  industrial  center  of 
the  line  of  that  defendant.  The  distance  from  Oakdale  to  Port 
Arthur  is  156  miles;  from  Oakdale  to  Lake  Charles  is  60  miles;  and 
from  Lake  Charles  to  Port  Arthur  via  the  Kansas  City  Southern  is 
95  miles.  The  9-cent  rate  is  divided  4  cents  to  the  St  Louis,  Watidns 
ft  Gulf,  and  5  ceaais  to  the  Kansas  City  Southern.  None  of  the  other 
mills  paying  this  rate  have  complained  against  it  C<nnplainant 
ccmtends,  however,  that  it  is  the  chief  shipper  of  export  lumber  and 
the  principal  one  to  feel  the  effect  of  the  increase  in  the  rate. 
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Two  questions  are  presented  for  consideration  in  this  case:  (1)  Is 
Uie  rate  of  9  cents  an  unreasonable  diarge  for  tke  service  performedt 
(2)  Does  the  adjustment  place  complainant  at  an  undue  disadvan- 
tage with  its  competitors  from  which  relief  can  be  given  by  the  C<»n- 
missicmf 

We  are  not  prepared  to  say  that  the  9-cent  rate  is  unreasonable 
for  the  haul  from  Oakdale  to  Port  Arthur,  a  two-line  haul  of  155 
miles,  yielding  0.0116  cent  per  ton  per  mile,  and  per  car  earnings  of 
$15.  In  fact,  complainant's  witness  admitted  that  it  was  not  the 
amount  of  the  rate  which  was  attacked  in  so  much  as  it  was  the 
more  favorable  rate  enjoyed  by  its  competitors  which  placed  it  at  a 
disadvantage. 

Upon  consideration  of  the  record  up<m  the  point  of  reasonableness, 
and  bearing  in  mind  the  fact  that  rates  on  lumb^  west  of  the  river 
have  been  raised  quite  generally  in  recent  years  to  the  extent  of  2 
cents  per  100  pounds,  the  Commission  would  not  feel  justified  in 
reducing  this  rate  as  prayed. 

With  regard  to  the  question  of  discrimination,  complainant  sets 
up  the  allegation  that  the  raise  of  the  rate  frcnn  7  cents  to  9  cents 
has  placed  it  at  serious  disadvantage  and  has  practically  wiped  out 
a  particular  branch  of  its  export  business.  The  defendants'  chief 
contention  is  that  it  was  necessary  to  make  the  rate  from  Oakdale 
to  Port  Arthur  9  cents  in  order  to  avoid  the  necessity  of  reducing  the 
rate  from  Oakdale  to  New  Orleans  to  meet  the  7-cent  rate  then  in 
effect  from  Oakdale  to  Port  Arthur,  the  distance  from  Oakdale  to 
New  Orleans  being  231  miles,  as  against  155  miles  Oakdale  to  Port 
Arthur.  It  is  a  matter  of  conmion  knowledge  that  the  competiticm 
between  the  several  Gulf  ports  is  keen  and  that  export  rates  to  those 
ports  are  frequently,  if  not  generally,  made  the  same. 

The  question  of  tap-line  allowances  is  also  involved  in  this  case, 
and  the  records  in  the  Star  Orain  ds  Lumber  caae^  17  I.  C.  C.  Bep^ 
888,  and  the  Chicago  Lumber  dk  Coal  case^  16  L  C.  C.  Kep.,  828, 
have  been  stipulated  into  the  record  in  this  case.  In- his  brief  counsel 
for  the  St.  Louis,  Watkins  &  Gulf  Railway  Company  states: 

Another  feature  that  was  hroo^t  out  in  the  erldence  was  that,  if  the  te- 
caBed  tap-line  divisions  were  eliminated,  the  complainant  in  this  case  would  be 
benefited  to  such  an  extent  that  it  woold  be  willing  to  withdraw  its  objectioD 
to  the  (M^ent  rate.  With  the  decision  of  this  honorable  Commission  in  the 
Biar  QraMi^  and  Lumber  oa$e  befbre  as,  we  feel  positive  in  asserting  that  this 
complaint  wm  be  sstisfled  ahortly. 

In  the  Star  Orain  dk  Lumber  case^  auproj  we  said: 

We  shaU  not  prejudge  any  controversy  over  rates  that  may  follow  upon  the 
withdrawal  of  these  aUowances  by  assoming  that  tiie  present  rates  with  the 
allowanoes  discontinoed  wm  be  mireasonable.  But  it  secma  wdl  to  snggest 
that  the  carriers  and  shivers  outfit  promptly  to  ooofor,  so  that  the  entire 
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rttoatloD  may  be  readjusted  on  a  baala  that  will  eliminate  the  unlawful  praetloes 
here  reterred  to  and  will  glTe  the  shippers  transportation  on  a  reascmable  basis. 

We  have  evidence  of  the  acceptance  of  those  views  by  some  of  the 
most  important  of  the  carriers  operating  in  the  southern  lumber-pro- 
dncing  territory  west  of  the  Mississippi  River  and  of  plans  now  on 
foot  to  carry  them  into  effect  We  shall  not  here  attempt  to  equalize 
discriminatory  conditions  created  by  tap-line  allowances  by  reducing 
the  rate  complained  of. 

The  complaint  wiU  be  dismissed  without  prejudice,  and  if  the  tap- 
line  situation  is  not  cleared  up  within  a  reasonable  time  and  dis- 
crimination against  complainant  exists  because  thereof,  the  matter 
may  be  brought  to  our  attention  for  the  purpose  of  determining 
whether  or  not  such  discrimination  is  undue. 

Such  an  order  may  be  entered. 
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No.  2919. 
NORTHERN  LUMBER  MANUFACTURINQ  COMPANY 

V. 

TEXAS  4  PACIFIC  RAILWAY  COMPANY  ET  AL. 


BulmUtea  Apra  SO,  1910.    DeokM  June  10, 1910. 


1.  Demarrage  and  storage  charges  collected  as  resolt  of  carriers  demandlnt 
rates  in  excess  of  tboee  in  tbeir  legally  filed  tariffs  shonld  be  refunded* 
and  this  principle  applies  to  cases  in  which  such  charges  are  collected 
on  shipments  as  to  which  no  rates  are  published. 

S.  BeiMtration  awarded  on  shipments  of  steel  rails,  logging  cars»  and  otter 
equipment  from  Onalaska,  Ark.,  to  Batchelor,  La. 

Thomas  J.  Keman  and  Lawsan  B.  Aldrich  for  oomplainant 
8.  H.  Westy  Roy  F.  BriUony  and  W.  8.  Braggins  for  defendanta 

RSFOBT  OF  THB  CoMinHWTON, 

OuDcxNTB,  CoTMrUssioner: 

This  is  a  claim  for  reparation  in  the  total  sum  of  $2,749.96,  arising 
from  the  diipment  from  Onalaska,  Ark.,  to  Batchelor,  La.,  of  four 
carloads  of  second-hand  steel  rails  and  seven  carloads  of  old  logging 
cars,  steam  skidders,  and  other  equipment,  in  July,  1908.  With  the 
exception  of  $130  car  service  accruing  at  Batchelor  during  pendency 
of  a  dispute  as  to  the  proper  rate  the  claim  is  based  <m  alleged  unrea- 
sonable rates  of  transportatioiL  The  shipments  moved  via  Texar- 
kana  at  the  combination  rate  of  86  cents,  but  it  appears  that  charges 
were  collected  at  different  rates  from  86  to  94  cent&  Prior  to  the 
time  these  shipments  moved  the  St  Louis  rate  applied  from  Ona- 
laska, but  on  account  of  certain  conflicts  in  the  tariffs  of  the  carriers 
the  through  rate  fnmi  Onalaska  was  canceled.  The  complainant 
daims  that  the  rate  cm  these  shipments  should  not  have  exceeded 
the  St  Louis  rate  of  $8.77  per  ton  on  new  rails  and  85  cents  per  100 
pounds  on  the  other  equipment  The  distance  from  St  Louis  to 
Batchelor  over  the  lines  of  defendants  is  926.5  miles  and  from 
Onalaska  to  Batchellor  via  route  of  movement  about  454  miles. 
Shipments  from  St  Louis  pass  through  Onalaska.   Defendants  admit 
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that  the  rate  charged  was  unreasonable  and  should  not  have  exceeded 
the  St.  Louis  rate,  subject,  however,  to  the  increased  minimum  of 
44,800  pounds  on  steel  rails.  They  also  asserted  that  the  St  Louis 
basis  would  shortly  be  restored  to  Onalaska. 

Upon  examination  of  our  tariffs  we  find  that  the  only  rate  applica- 
ble to  steel  rails  from  Onalaska  to  Batchelor  on  the  dates  of  move- 
ment was  the  Alexandria  combination  of  55  cents  per  100  poimds,  the 
Texarkana  combination  of  86  cents,  owing  to  certain  published  excep- 
tions, not  being  available.  There  is  no  present  rate,  so  far  as  our 
investigation  shows,  from  Onalaska  to  Batchelor.  At  the  time  of 
these  shipments  the  rate  from  St  Louis  to  Batchellor  was  $3.77  per 
ton,  minimum  weight  20  gross  tons.  At  present  there  appears  to  be 
no  rate  published  from  St  Louis  to  Batchelor,  although  as  to  various 
other  conmiodities  New  Orleans  rates  apply.  The  present  rate  St 
Louis  to  New  Orleans  is  $2.65  per  ton. 

As  to  the  logging  cars,  narrow-gauge  box  cars,  and  steam  skidders, 
no  rates  appear  to  have  been  applicable  on  the  dates  of  shipment  ex- 
cept the  Alexandria  combination  of  91  cents  on  the  steam  skidders, 
and  this  rate  apparently  is  inapplicable  if  steam  skidders  are  included 
under  the  head  of  narrow  gauge  railway  equipment  The  present 
rate  on  narrow-gauge  cars  and  skidders  appears  to  be  the  Texarkana 
combination  of  87  cents  and  on  logging  cars,  loaded  on  flat  cars,  the 
Texarkana  combination  of  78  cents.  The  St.  Louis  to  Batchelor  rate 
on  dates  of  shipment  was  85  cents  and  the  present  rate  is  the  same. 

We  find  that  complainants  are  entitled  to  reparation  on  the  ship- 
ments of  steel  rails  on  the  basis  of  $8.77  per  ton,  minimum  weight 
20  gross  tons,  and  on  the  other  equipment  <m  the  basis  of  85  cents  per 
100  pounds,  these  being  the  St  Louis  to  Batchelor  rates  in  effect 
cm  the  dates  the  shipments  moved,  and  which  defendants  recognize 
as  a  basis  of  reparation.  An  order  will  be  entered  for  reparation 
in  the  total  sum  of  $2,698.06,  with  interest  from  July  24,  1908,  this 
being  based  on  the  increased  minimum  of  20  gross  tons  on  steel  rails, 
as  suggested  above,  and  including  the  $130  car  service  alleged  to  have 
been  wrongfully  exacted.  We  have  heretofore  held  that  demurrage 
and  storage  collected  as  a  result  of  carriers  demanding  rates  in 
excess  of  those  in  their  legally  filed  tariffs  must  be  refunded,  and 
this  principle  applies  to  cases  in  which  charges  are  demanded  on 
shipments  as  to  which  no  rates  are  published. 

In  the  absence  of  further  evidence  as  to  the  reasonableness  of  the 
present  Onalaska  to  Batchelor  rates  either  per  se  or  as  compared 
with  those  from  St.  Louis  to  New  Orleans,  no  order  will  be  made  for 
the  future. 
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No.  2548. 
PAT.  CHAPPELLB 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


No.  2636. 
SAME 

V. 

CENTRAL  OF  GEORGIA  RAILWAY  COMPANY. 


No.  2636. 
SAME 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY. 


No.  2868. 
SAME 

V. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY. 


Subftntted  FBbnutry  26, 1920.    Decided  Jwu  t,  2920. 


L  Miniiniim  imtes  exacted  for  the  movement  of  private  pMsenger  and  baggage  can 

not  found  unreasonable. 
2.  The  tents,  pdes,  seats,  and  other  equipment  <A  a  theatrical  and  minstrel  troupe, 

Iffovided  the  same  can  be  loaded  into  an  ordinary  baggage  car,  are  held  to  be 

baggage  under  the  rules  governing  the  movement  oi  private  baggage  and  pa^ 

sengercais. 
8.  In  the  absence  oi  specific  limitation,  a  private  baggage  c^  whidi  contains  a  stove 

must  be  transixxted  at  the  rate  property  applicable  to  private  baggage  cars; 

the  rate  on  combination  can  is  inapplicable. 

E.  C.  Brandenburg  for  complainant. 

E.  WaUan  Moore  for  Atlantic  Coast  line  Railroad  Company,  Cen- 
tral of  Georgia  Railway  Company,  and  Illinois  Central  Railroad 
Company. 

W.  A.  NorihcoU  for  Louisville  &  Nashville  Railroad  Company. 
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RSPOBT  OF  THB  C!OMMIB8IOM. 

Lahb,  0(mimi$9umer: 

Pat.  Chappelle  is  the  owner  and  manager  of  a  theatrical  and 
minstrel  troupe  operated  under  the  name  of  ''A  Babbit's  Foot  Com- 
pany." This  troupe  consists  of  25  to  40  members,  all  of  whom  are 
negroes.  Owing  to  the  fact  that  theaters  and  public  halls  are  not 
generally  ayailable  to  theatrical  organizations  of  this  character  the 
complainant  giyes  many  of  his  performances  under  a  tent  which, 
with  the  necessary  poles  and  seats,  constitutes  part  of  the  equipment 
necessaiy  for  a  performance.  To  accommodate  the  moyement  of 
the  members  of  the  troupe  with  their  paraphernalia  the  complainant 
provides  two  cars,  one  a  Pullman  sleeper,  the  other  a  baggage  car. 
These  cars  haye  moyed  on  passenger  trains  oyer  substantially  eyeiy 
railroad  in  the  south,  but  complainant  now  brings  these  proceedings 
to  haye  his  ri^ts  determined  as  the  owner  of  these  private  cars 
moving  over  the  defendant  lines. 

1.  In  the  case  against  the  Central  of  Georgia  complaint  is  made 
that  the  carrier  refuses  to  move  these  coaches  upon  passenger  trains, 
but  ignominiously  attaches  them  to  frei^t  trains.  The  carrier's 
defense  to  this  charge  is  that  the  physical  condition  of  the  baggage 
oar  did  not  permit  it  safely  to  be  transported  as  a  part  of  a  pas- 
senger train,  and  although  the  sleeping  car  was  in  excellent  condition 
it  was  not  desirable  to  separate  these  two  coaches.  After  an  exten- 
sive hearing  upon  this  question  the  Commission  directed  that  an 
examination  should  be  made  of  the  condition  of  the  baggage  car 
to  test  the  soundness  of  the  carrier's  defense.  It  was  agreed  by  the 
oomplainant  that  he  would  make  such  repairs  as  were  necessary  to 
make  the  car  entirely  acceptable  to  the  carrier,  and  on  the  latter's 
behalf  it  was  stipulated  that  such  repairs  being  made  both  the  pas- 
•enger  and  the  baggage  car  would  be  moved  on  regular  passenger 
trains.  Examination  of  the  car  was  made,  and  we  are  informed  that 
the  car  has  been  so  repaired  that  there  is  no  longer  objection  on  the 
part  of  the  carrier  to  moving  it  as  desired  by  the  complainant.  This 
cause  of  complaint  being  eliminated,  no  order  is  required  from  the 
Commission. 

2.  The  case  against  the  Atlantic  Coast  Line  involves  the  imposition 
of  the  rate  applicable  to  ''combination  cars"  of  $25  as  a  minimum 
charge  upon  the  baggage  car  of  complainant,  because  the  car  contains 
a  stove  upon  which  cooking  for  the  troupe  is  sometimes  done.  The 
tariffs  of  the  carriers  do  not  in  terms  define  a  baggage  car  as  distin- 
guished from  a  combination  car,  and  it  appears  that  this  car  is  gen- 
erally treated  by  the  railroads  of  the  south  as  a  baggage  car,  subject 
to  the  SIO  minimum,  althou^  the  Atlantic  Coast  Lone  has  not  so 
regarded  it.    The  prime  purpose  of  this  car  unquestionably  is  to 
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eany  the  baggage  of  the  troupe,  and  m  the  abeence  of  a  specific  limi- 
tation as  to  its  use  for  refreshment  purposes  we  think  complainant 
is  entitled  to  have  this  baggage  car  transported  at  the  SIO  minimmn. 

3.  The  cases  against  the  Louisville  &  Nashville  and  against  the 
Illinois  CSentral  attack  the  right  of  these  carriers  to  make  an  extra 
charge  for  the  carrying  of  tents,  poles,  and  seats  when  transported 
in  the  baggage  car.  The  tariffs  of  defendants  provide  that  tents, 
poles,  etc.,  used  by  circuses  and  performances  out  of  doors  shall  be 
treated  as  freight,  and  although  these  articles  of  complainant's  are 
loaded  into  and  transported  in  the  baggage  car  they  are  chaiged  for 
as  freight.  In  these  complaints,  too,  it  is  said  that  complainant 
is  unjustly  discriminated  against  in  that  his  paraphernalia  is  charged 
for  as  freight  while  similar  baggage  of  other  theatrical  troupes  is  not 
subjected  to  such  charge.  Such  paraphernalia,  we  find,  does  not 
differ  from  much  of  the  baggage  that  is  transported  in  the  baggage 
cars  of  other  theatrical  companies.  There  appears  to  be  no  difficulty 
whatever  in  loading  these  articles  into  an  ordinary  baggage  car, 
and  there  is  no  transportation  reason  for  a  classification  of  theatrical 
equipment  which  is  so  intense  that  it  turns  upon  the  question  whether 
it  is  to  be  used  in  an  out-of-door  performance  or  an  indoor  perform- 
ance. And  in  fact  the  tariffs  of  some  of  the  carriers  provide  that 
the  rule  as  to  passenger  and  baggage  cars  applicable  to  ordinary 
theatrical  troupes  shall  apply  ''for  the  movement  of  carnival  com- 
panies, street  fair  aggr^ations,  and  similar  anmsement  companies 
giving  performances  under  tents  or  in  buildings,  whose  freight  can 
be  handled  as  baggage  in  standard  baggage  cars  under  r^ular  baggage 
rules  and  regulations."  We  are  of  the  opinion  that  the  rule  of  the 
defendants  requiring  this  paraphernalia  to  be  charged  for  at  freight 
rates  is  unreasonable,  and  that  such  rule  should  be  amended  sub- 
stantially to  provide  that  if  the  paraphernalia  can  be  loaded  into  an 
ordinary  baggage  car  it  shall  be  moved  as  part  of  the  baggage 
under  the  rules  governing  the  movement  of  private  baggage  and 
passenger  cars. 

4.  We  come  now  to  the  question  of  the  minimum  rates  fixed  by 
the  foiu:  defendants  for  the  movement  of  passenger  and  baggage 
cars.  The  rates  complained  of  are;  S25  for  each  passenger  or  com- 
bination car  and  SIO  for  a  baggage  car  accompanying  a  passenger 
car.  These  are  said  to  be  unreasonably  high.  The  Pennsylvania 
and  the  Baltimore  &  Ohio  roads  and  other  lines  operating  in  Trunk 
Line  territory  provide  a  minimum  charge  of  $25  for  each  passenger, 
and  accompanying  baggage  car.  They  do  not  provide,  as  alleged  in 
the  complaints,  a  S15  minimum  for  a  passenger  car.  The  fninimnm 
18  S26  for  the  passenger  car  with  the  privilege  of  moving  a  baggage 

^»  at  the  same  time  without  additional  charge. 
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The  CommisBioii  hedtateB  to  reduce  a  rate  unless  clearly  ezceesiye. 
Tlie  present  is  the  first  complaint  made  against  this  minimum  charge, 
althou^  extensiYe  use  is  made  by  theatrical  companies  of  these 
private  car  rates.  Although  in  some  other  parts  of  the  countiy  a 
lower  minimum  is  charged,  the  rates  in  the  south  appear  to  be  gener- 
ally on  a  higher  basis  than  in  other  sections  of  the  country.  Upon 
the  record  we  see  no  reason  to  reduce  the  rates  at  present  in  effect. 

The  carriers  have  raised  the  question  in  these  cases  as  to  whether 
they  are  common  carriers  or  private  carriers  as  to  the  movement  of 
private  cars.  They  claim  that  they  are  private  carriers  and  may 
haul  a  private  car  as  they  may  see  proper  under  such  rules  and  regu- 
lations as  they  may  make;  that  the  Commission  has  no  authority 
to  either  order  a  private  car  to  be  moved  or  to  pass  upon  the  question 
as  to  the  reasonableness  of  the  charges  and  regulations.  The  Com- 
mission has  held  in  the  case  of  Carr  v.  N.  P.  By.  Co.,  9 1.  C.  C.  Rep.,  1, 
that  if  a  carrier  transports  ''private  cars  of  any  class,  it  must  in  like 
manner  and  upon  like  terms  transport  all  private  cars  occupied  for 
the  same  or  similar  purposes."  We  do  not  doubt  the  power  of  the 
Commission  to  regulate  the  rates  imposed  by  carriers  upon  the  move- 
ment of  private  equipment.  It  is  hardly  necessary,  however,  in  this 
case  to  enter  into  a  full  consideration  of  this  broad  question.  The 
representatives  of  all  the  carriers  repeatedly  stated  during  the  hear- 
ings in  these  cases  that  there  was  no  intention  on  the  part  of  the  com- 
panies they  represented  to  unjustly  discriminate  against  complainant; 
that  if  his  cars  were  in  good  physical  condition  they  would  be  moved 
on  equal  terms  with  the  private  cars  of  other  parties.  The  defendant 
carriers  will  be  held  to  a  strict  compliance  with  these  representations 
made  on  their  behalf.  The  fact  that  these  cars  are  owned  by  a  negro 
and  are  occupied  by  negroes  does  not  justify  the  slightest  discrimi- 
nation against  them. 

Orders  wiU  be  entered — 

(a)  Dismissing  the  complaint  as  to  the  Central  of  Georgia  so  far 
as  the  latter  is  charged  with  unjust  discrimination  by  reason  of  its 
refusal  to  transport  complainant's  cars  in  its  passenger  trains. 

(6)  Directing  the  Atlantic  Coast  Line  to  charge  a  mlniTnnnn  of  SIO 
on  the  baggage  car  of  complainant  accompanying  his  passenger  car, 
nnder  the  tariff  definition  of  a  baggage  car  here  concerned. 

(e)  Ordering  the  Illinois  Central  and  LouisviUe  &  Nashville  Rail- 
road companies  to  transport  the  tents,  poles,  and  seats  and  other  para- 
phernalia of  complainant  as  ordinary  baggage  under  rules  governing 
private  baggage  and  passenger  cars  when  such  paraphernalia  is  of  a 
character  that  may  be  loaded  in  an  ordinary  baggage  car;  and — 

id)  Dismissing  as  to  all  carriers  upon  the  question  of  the  reasonr 
ablanees  of  the  minimum  rates  charged. 
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No.  9601. 
PENNSYLVANIA  SMELTING  COMPANT 

V. 

NORTHERN  PACIFIC  RAILWAY  COMPANY  ET  AU 


Mmntted  November  S,  1900.    Decided  Jme  10, 1910. 


A  iBto  of  112  per  net  ton  on  leed  ore  end  oonoentrstee  frcmi  the  Ooeor  d'Aleoe 
district  in  the  etete  of  Idaho  to  Cemegie,  Pe.,  foond  onroeeonabie  end  reduced 
to  $11.40  per  net  ton.    Beperation  mwerded. 

J.  M.  WrigJU  for  complainant 

Emenon  Hadl^y  for  Northern  Pttcifio  Railway  Company  and  Chicago, 
Burlington  &  Qoincy  Railroad  Company. 

Edmm  JRtch  for  Oregon  Railroad  &  Nayigation  Company. 

CharU$  B.  Femald  for  Pittsburg,  Cincinnati,  Chicago  &  St  Louis 
Railway  Company. 

Refobt  of  ths  CoMMisaiOH. 

Clbmknts,  Cofnmissianet: 

The  rate  charged  for  the  transportation  of  ore  and  concentrates  of 
lead,  copper,  silver,  and  zinc  from  the  Coeor  d^AIene  district  in  the 
state  of  Idaho  ( Wardner,  Wallace,  Mullan,  Burke,  Sunset,  and  Larson) 
to  both  Ckmegie,  Pa.,  and  Atlantic  coast  points  (Chrome,  Perth 
Amboy,  Carteret,  and  Jersey  City,  N.  J.)  is  $12  per  net  ton,  though 
the  haul  to  Carnegie  is  about  440  miles  less  than  the  haul  to  the 
Atlantic  coast  points,  Oamof^ie  being  intermediate  thereto  when  the 
haul  is  over  the  lines  of  the  defendants.  But  from  all  other  points  in 
the  United  States  where  such  metalliferous  properties  originate, 
whether  ore  from  the  mine  or  bullion  (the  product)  from  the  smelter, 
the  rates  are,  as  a  general  rule,  60  cents  per  ton  less  to  Carnegie  than 
to  Sew  York. 

The  complainant  corporation,  which  b  engaged  in  the  smelting  of 
lead,  gold,  and  silver  from  ore  at  Carnegie,  alleges  that  the  rate  of 
$12  per  net  ton  applied  on  lead  ore  and  concentrates,  to  which  com- 
modities this  complaint  ezduaivelj  pertains,  is  in  ridation  of  sections 
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1,  S,  8,  aod  4  of  the  act  to  regulate  commerce,  and  prays  that  a  dif- 
ferential of  60  cents  per  ton  be  allowed  Carnegie  so  that  the  rate 
will  be  $11.40  per  ton.  The  complainant  presented  testimony  in 
support  of  the  allegation  that  this  rate  violates  the  first  four  sections 
of  the  act  to  regulate  commerce,  but  the  defendants  relied  only  on  one 
defense,  namely,  that  the  $12  rate  to  the  Atlantic  coast  points  was 
made  necessary  through  water  competition,  and  was  extended  west- 
ward as  a  blanket  rate  as  far  as  Chicago,  111.,  including  Carnegie,  and 
that  under  the  circumstances  a  higher  rate  to  Carnegie  might  with 
perfect  propriety  be  established.  And  in  support  of  the  contention 
that  the  $12  rate  to  the  Atlantic  coast  points  was  compelled  by  water 
competition,  evidence  in  the  form  of  two  shipments  of  pig  lead  (prod- 
uct of  lead  ore)  from  San  Francisco  to  New  York  via  water  was  pre- 
sented, which  shows  that  there  was  charged,  respectively,  $4  and  $5 
per  ton.  The  rate  from  the  Cceur  d'AIene  district  to  San  Francisco 
via  rail  and  water  is  $5.60  per  ton,  which  would  make  the  entire  rate 
upon  these  shipments  from  the  Coeur  d'AIene  district  to  New  York 
via  water  and  rail  $9.50  and  $10.50  per  ton,  respectively.  But  this 
defense  is  destroyed,  as  the  defendants  in  Great  Northern  tariff, 
I,  C.  C  No.  A-3002,  published  a  rate  on  pig  lead  from  Seattle, 
Everett,  and  Tacoma,  Wash. — smelting  points  on  the  Pacific  coast — 
to  Carnegie  of  $12.10  per  ton,  and  to  New  York  of  $12.70  per  ton, 
there  being  a  differential  of  60  cents  in  favor  of  Carnegie. 

Moreover,  from  the  testimony  it  appears  that  the  complainant  is 
the  only  smelter  and  refiner  of  lead  ore  and  concentrates  between 
Chicago  and  the  Atlantic  coast,  and  therefore  the  only  one  affected  by 
the  rate  in  question.  One  of  its  competitors  has  a  smelter  at  Perth 
Amboy,  N.  J.,  and  obtains  the  same  rate  upon  the  ore  as  complainant 
It  is  asserted  that  the  Perth  Amboy  smelter  is  owned  by  the  same  cor- 
poration which  owns  smelters  at  East  Helena,  Mont,  and  various  other 
places.  It  further  appears  that  these  smelters  located  at  Perth  Amboy 
and  East  Helena  can  lay  down  pig  lead  at  any  point  in  the  United 
States  at  a  much  less  freight  rate  than  complainant  For  instance, 
the  smelter  at  East  Helena  can  haul  56  per  cent  lead  ore  from  the 
CcBur  d'AIene  district  to  East  Helena,  there  smelt  it,  and  deliver  the 
bullion  in  Pittsburg  at  a  freight  rate  amounting  to  $9.40  per  ton  less 
than  the  complainant  can  haul  the  same  ore  from  the  same  originating 
territory  and  deliver  it  in  Pittsburg,  which  is  eight  miles  from  Car- 
negie and  practically  the  home  city  of  complainant  When  75  per 
cent  ore  is  hauled  the  East  Helena  smelter  can  lay  down  the  product 
in  Pittsburg  at  a  rate  amounting  to  $4.65  per  ton  less  than  the  com- 
plainant Apparently  the  complainant  can  compete  more  favorably 
when  it  buys  high-grade  ore  rather  than  low-grade  ore,  this  being  due 
to  the  fact  that,  while  the  rate  on  the  ore  b  a  little  lower  than  that 
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tpplied  on  the  product,  the  greater  tonnage  of  the  ore  makes  the  rate 
applied  thereon  commensurately  higher.  The  state  of  Idaho  pro- 
duces more  lead  ore  than  any  other  district  in  the  United  States,  and 
the  Codur  d'Alene  district  produces  large  quantities  of  high-grade 
lead  ore  containing  silver  (the  specific  ore  tiie  complainant  desires  to 
obtain),  and  why  it  should  be  handicapped  in  drawing  its  supply  of 
ore  from  the  Ck»ur  d'Alene  district  is  not  of  record.  Complainant  made 
40  shipments  the  aggregate  weight  of  which  was  2,879,297  pounds. 
The  charges  paid,  $12  per  ton,  amounted  to  $17,276.78. 

We  are  of  the  opinion  that  the  complainant  should  obtain  the  same 
differential  on  lead  ore  and  concentrates  that  is  applied  on  other  metal- 
liferous properties  from  the  various  points  of  origin  in  the  United 
States,  and  therefore  that  a  just  and  reasonable  charge  on  shipments 
moving  within  the  period  of  limitation  should  not  have  exceeded  $11.40 
per  ton.  Reparation  will  be  awarded  to  the  complainant  in  the  amount 
of  $863.79,  with  interest  thereon  from  January  18, 1909.  Defendants 
will  he  required  to  maintain  for  the  future  a  rate  from  the  points  in 
the  Coeur  d'Alene  district,  in  the  state  of  Idaho,  covered  by  the  com- 
plaint, to  Carnegie,  Pa.,  not  in  excess  of  $11.40  per  ton,  or  of  95  per 
cent  of  the  rate  contemporaneously  charged  to  Perth  Amboy,  N.  J., 
and  other  eastern  points  now  taking  the  $12  rate.    An  order  will  be 

entered  accordingly. 
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«        No.  2664. 
FELTON  GRAIN  COMPANY 

V. 

UNION  PACIFIC  RAILROAD  COMPANY  ET  AL. 


Submitted  March  SI,  1910.    Decided  June  10,  1910. 


Bate  charged  on  a  shipment  of  hay  from  Henderson,  Ck>lo.,  to  Breaux  Bridge, 
La^  fonnd  to  be  unreasonable.  Bate  prescribed  for  the  future  and  repara- 
tion awarded. 

AUce  White  for  omiplainant 

/.  R.  CkriBtian  for  Houston  &  Texas  Central  Railroad  Company; 
Texas  &  New  Orleans  Railroad  Company;  and  Morgan's  Louisiana 
A  Texas  Railroad  &  Steamship  Company. 

4 

Report  of  the  Commission. 

Clbmbntb,  CanynUsaioner: 

This  ccMnplaint  attacks  a  class  rate  of  67  cents  per  100  pounds 
charged  for  a  movement  of  a  carload  of  hay  January  18, 1908,  fr(»n 
Henderson,  Colo.,  to  Breaux  Bridge,  La.,  over  the  lines  of  defendants. 
The  shipment  weighed  28,400  pounds  and  the  total  freight  charge 
collected  was  $190.28.  Reparation  is  asked  on  the  basis  of  a  40-cent 
rate  in  the  sum  of  $76.68. 

Previous  to  the  time  the  shipment  moved,  from  1902  to  1907, 
there  was  in  effect  a  commodity  rate  of  40  cents  from  Denver  and 
other  Colorado  common  points,  including  Henderson,  to  New  Orleans 
and  intermediate  main-line  points,  and  to  this  rate  was  added  6 
cents,  Breaux  Bridge  being  located  on  the  Amaudville  branch. 
This  mode  a  combinati<m  rate  of  45  cents.  At  the  time  the  shipment 
moved  the  40-cent  rate  had  been  omitted  from  the  tariff  and  the 
rate  applicable  was  the  class  rate  of  67  cents,  which  was  collected  <m 
this  diipment  S<Mne  sixty  days  after  this  movement  a  commodity 
rate  of  40  cents,  Henderson  to  Breaux  Bridge,  was  established,  and 
later  the  present  combination  rote  of  54}  cents  was  made  effective. 
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In  their  answers,  some  of  the  defendants  agreed  to  reparation  oq 
the  basis  of  a  rate  of  40  cents  and  others  <m  a  higher  basis.  At  the 
hearing  no  defense  was  offered  of  the  class  rate  charged. 

Complainant's  brief  states  that  there  was  published  a  supplement 
which  made  the  AmaudTille  branch  and  the  Port  Barre  branch  one 
and  the  same,  therefore  making  New  Orleans  rate  of  40  cents  apply 
to  Amaudville  branch  prior  to  movement  of  shipment,  but  the  tarifb 
on  file  do  not  support  this. 

Upon  the  record  we  find  that  the  rate  charged  was  unjust  and 
unreasonable  in  so  far  as  it  exceeded  46  cents,  and  reparation  wiU  be 
awarded  in  the  smn  of  $62.48,  with  interest  from  Felnruary  16, 1908. 

Effective  February  9, 1910,  the  rate  from  Denver  to  Breauz  Bridge 
was  made  49^  cents,  which  with  the  local  from  Henderson  to  Denver 
of  6  cents  makes  the  through  rate,  Henderson  to  Breauz  Bridge,  64| 
cents.  There  is,  however,  a  rate  of  49|  cents,  Henderson  to  Port 
Barre,  which  is  beyond  Breauz  Bridge.  TJpon  the  record  we  find 
that  the  rate  for  the  future  upon  hay,  in  carloads,  from  Henderson, 
Colo.,  to  Breauz  Bridge,  La.,  should  not  ezceed  49|  cents  per  100 
pounds. 

An  order  will  be  issued  in  accordance  with  the  findings  herein 

ezpressed. 
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No.  2676. 
OHIO  FOUNDRY  COMPANY 

V. 

PITTSBURG,  CINCINNATI,  CHICAGO  &  ST.  LOUIS  RAIL- 
WAY COMPANY  ET  AL. 


Buhmitted  June  S,  1910.    Decided  June  11,  1910. 


1.  Tariff  !n  force  prior  to  January  1, 1909,  provided  rates  of  $1.35  and  $1.45  per 

100  pounds  on  *Mron  fireplaces  and  grates  for  same"  between  the  same 
points  and  over  the  same  lines;  effective  January  1, 1909,  rates  Increased 
to  $1.40  and  $1.50;  Held,  That  the  lower  rates  should  apply  on  complain- 
ant's shipments. 

2.  Rate  of  $1.40  not  found  to  be  unreasonable. 

/.  0.  Bracken  for  complainant. 

Edgar  W.  Camp,  T.  J.  Norton,  Robert  Dutdap,  and  U.  T.  Clotfelter 
for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

Report  of  the  Commissiok. 

CocKRELL,  Commissioner: 

This  complaint  involves  the  carload  rates  on  fireplaces  and  grates, 
gas  and  coal,  assessed  on  11  shipments  by  complainant  from  Steuben- 
ville,  Ohio,  to  San  Francisco,  Cal.  On  7  shipments  which  moved 
prior  to  January  1,  1909,  charges  were  collected  on  rate  of  $1.45  per 
100  pounds,  while  a  rate  of  $1.50  per  100  pounds  was  exacted  on  the 
remaining  4  shipments,  which  moved  subsequent  to  that  date. 

Complainant  alleges  that  rate  of  $1.35  per  100  pounds  should  have 
been  applied  on  the  shipments  moving  prior  to  January  1,  1909,  be- 
cause any  higher  charge  was  contrary  to  the  provisions  of  defendants' 
tariffs  and  that  any  higher  charge  after  that  date  is  unreasonable. 
Reparation  is  asked. 

It  is  stipulated  by  the  parties  to  this  case  that  the  shipments  con- 
sisted of  mixed  carloads  of  articles  which  defendants  claim  are  gas 
grates  but  which  complainant  claims  are  gas  fireplaces  and  grates  and 
iron  fireplaces  and  grates  designed  for  burning  coal;  also  that  the 
shipper's  invoices  describe  the  shipments  as  gas  grates  and  not 
otherwise. 
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Transcontinental  westbound  tariff  in  effect  prior  to  January  1, 
1909,  contained  the  following  provisions: 

Iron  fireplaces  and  grates  for  same,  n.  o.  s^  made  of  wronght  or  cast  Iron ;  also 
fomace  grates,  gas  grates  (boxed  or  crated) ;  portable  fireplaces  and  portable 
steam  radiating  mantels;  iron  linings;  grate  dampers,  andirons  (iron),  a  r.  b^ 
and  chafing,  $1.45  per  100  pounds  in  carloads  from  eastern  defined  territories  to 
Pacific  coast  terminals. 

Iron  fireplaces  and  grates  for  same  n.  a  s^  made  of  wrought  or  cast  iroa; 
also  furnace  grates,  $1.36  per  100  pounds,  carloads,  from  eastern  defined  terri- 
tories to  Pacific  coast  terminals. 

Portable  fireplaces  and  portable  steam  radiating  mantels,  a  r.  b^  |L86  per 
100  pounds  in  carloads  from  eastern  defined  territories  to  Pacific  coast  terminals. 

Minimum  weight  applicable  to  the  shipments  above  described, 
80,000  pounds.  Effective  January  1,  1909,  the  rates  shown  above 
were  increased  6  cents  per  100  pounds  and  the  minimum  reduced  to 
24,000  pounds.    Another  provision  in  the  tariff  reads: 

Stoves  or  grates,  gas,  oil,  and  gasoline  and  ovens  for  same,  boxed  at  cratsd* 
a  r.  b.,  min.  c.  L,  wt,  20,000  pounds,  $1.45. 

Complainant  contends  that  iron  fireplaces  and  grates  for  the  use 
of  coal  or  wood  are  of  the  same  style  and  make  as  the  articles  com- 
prising these  shipments,  which  defendants  allege  were  gas  grates. 

The  testimony  shows  that  fireplaces  and  grates  for  the  use  of 
gas  are  made  in  the  same  factories  that  make  fireplaces  and  grates 
for  the  use  of  coal  and  wood;  that  they  are  of  the  same  make  and 
style;  that  they  are  shipped  in  crates  of  about  the  same  dimensions; 
and  that  they  are  shipped  in  the  same  cars  from  and  to  the  same 
point& 

Defendants  contend  that  the  shipments  do  not  come  under  the 
description  contained  in  the  tariff  ^iron  fireplaces  and  grates  for 
same,  n.  o.  s."  taking  the  rate  of  $1.86  before  and  $1.40  after  January 
1,  1909,  because  they  are  not  fireplaces,  ^  n.  o.  s.,"  being  specifically 
provided  for  in  item  ^  stoves  or  grates,  gas,  oil,  and  gasoline.**  It  is 
to  be  observed,  however,  that  this  provision  carries  a  minimum  of 
20,000  pounds.  On  the  diipments  involved  24,000  pounds  minimum 
was  applied.  It  is  further  contended  that  the  item  first  hereinbefore 
quoted,  providing  for  mixed  carloads,  mentions  first  ^^  iron  fireplaces 
and  grates  for  same,  n.  a  s.,  uMuie  of  wrought  or  cast  iron,  also 
furnace  grates,  gas  grates,  boxed  or  crated,  etc,"  and  if  ^a  gas 
grate  **  is  an  ^  iron  fireplace  and  grate  for  same,  n.  a  s.,"  there  was 
no  occasion  to  specify  gas  grates  in  the  item.  It  is  insisted  that  the 
conclusion  must  be  that  if  the  gas  grate  is  an  iron  fireplace  it  is 
not  an  iron  fireplace  ^  n.  o.  s.,**  but  is  otherwise  specified  somewhere 
in  the  tariff. 

The  evidence  shows  that  ^  gas  grates  **  is  a  trade  name  whidi  has 
reference  to  and  includes  fireplaces  made  of  iron  for  the  burning  of 
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gta.  We  do  not  think  that  the  dedaration  by  the  shipper  in  the  in- 
voices that  the  shipments  were  ^gas  grates"  is  oondusiYe  of  the 
question  of  what  the  shipments  actually  were.  The  tariff  appli- 
cation is  to  be  construed  with  reference  to  what  articles  actually  com- 
prised the  shipments.  There  is  no  question  that  the  shipments  were 
mixed  carloads  of  gas  fireplaces  and  grates  and  coal  fireplaces  and 
grates.  It  is  admitted  by  defendants  that,  if  the  shipments  were 
fireplaces  and  grates  for  the  use  of  coal  or  wood,  the  $1.86  rate  should 
be  applied,  but,  it  is  asserted,  that  the  fact  that  they  contained  gas 
grates  removes  them  from  the  dass  taking  the  lower  rate. 

At  the  hearing  a  tnSc  official  of  the  Southern  Pacific  Company 
testified  that,  in  his  opinion,  the  $1.86  rate  was  properly  applicable  to 
fireplaces  and  gas  grates,  and  that  it  was  so  assessed  by  his  company. 
It  is  noted  that  the  provision  which  specifically  indudes  ^  gas  grates  " 
(rate  $1.46),  names  a  number  of  artides  in  addition  to  those  enumer- 
ated in  the  provision  naming  the  $1.86  rate,  and  this  unusually  large 
mixture  doubtless  accounts  for  the  higher  rate. 

The  tariff  provisions  in  question  dearly  show  two  rates,  $1.86  and 
$L46,  on  ^iron  fireplaces  and  grates  for  same,  n.  a  s.,  made  of 
wrought  or  cast  iron.**  In  such  a  case  the  shipper  should  not  be 
charged  the  higher  rate.  Under  the  circumstances  our  condusions 
are,  and  we  so  find,  that  the  tariff  provision  reading  ^  iron  fireplaces 
and  grates  for  same,  n.  a  s.,  made  of  wrought  or  cast  iron;  also 
furnace  grates  ^  ^  ^  ^  foirly  covers  the  shipments  in  question, 
and  that  any  charges  in  excess  of  $1.86  per  100  pounds,  minimum 
weight  80,000  pounds  on  the  shipments  moving  prior  to  January  1, 
1909,  and  in  excess  of  $1.40  per  100  pounds,  minimum  weight  24,000 
pounds  on  the  shipments  moving  subsequent  to  said  date  constitute 
overcharges  which  the  defendant  should  refund  without  an  order  of 
the  Commission. 

Turning  to  the  question  of  the  reasonableness  of  the  advance  of  6 
cents  per  100  pounds  on  shipments  made  after  January  1,  1909,  we 
are  unable  to  find  from  this  record  that  the  advanced  rate  is  un- 
reasonable. It  is  a  Uanket  rate  from  the  Mississippi  River  to  the 
Atlantic  seaboard  to  all  Padfic  terminals  and  we  have  heretofore 
found  in  numerous  cases  that  terminal  rates  of  this  character  are  low 
and  not  a  fair  measure  of  rates  generally. 
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No.  3025. 
J.  I.  PRENTISS  &  COMPANY 

V. 

PENNSYLVANIA  RAILROAD  COMPANY. 


SubmitUd  Mof  11, 1910.    Didded  Jwu  S,  1910. 


The  notation  by  the  consignor  oo  a  bill  of  lading  of  the  lettefs  "D.  L.  A  W.  R.R. "  in 
the  blank  intended  for  the  naming  of  the  route  interpreted,  on  a  shipment  from 
Philadelphia  to  Buffalo,  to  require  the  defendant  to  deliver  the  car  to  the  Lacka- 
wanna at  Manunka  Chunk,  and  the  inatructions  thus  given  are  not  satisfied  by  a 
mere  delivery  at  Bu£bJo  oo  the  terminals  of  the  latter  line.  Therefore  HtH 
That  the  complainant  is  entitled  to  be  reimbursed  for  unloading  charges  it  was 
compelled  to  pay  but  which  would  have  been  absorbed  by  the  Lackawanna 
under  tarifif  authority  had  it  participated  in  the  line  haul. 

Benjamin  F.  Marshlow  for  complainant. 

Edward  T.  Johnson  and  Oeorge  Stuart  Patterson  for  defendant. 

RbFOBT  OF  THB  COMMISSION. 

Harlan,  Commissioner: 

On  November  15,  1908,  a  carload  of  molasses,  weighing  37,125 
pounds,  was  shipped  by  Heyl  Brothers  from  Philadelphia,  in  the  state 
of  Pennsylvania,  to  Buffalo,  in  the  state  of  New  York,  consigned  to 
the  complainant  in  care  of  the  EInowlton  Warehouse  Company.  The 
freight  chaises  amoimted  to  S59.40  and  were  based  upon  a  carload 
rate  of  16  cents  per  100  poimds.  This  rate  was  appUcable  locally  from 
Philadelphia  to  Buffalo  over  the  lines  of  the  defendant  and  had  also 
been  published  as  the  joint  through  rate  of  the  defendant  and  the 
Delaware,  Lackawanna  &  Western  through  their  junction  at  Mammka 
Chunk.  In  the  blank  on  the  bill  of  lading  intended,  as  its  printed 
wording  shows,  for  the  naming  of  the  route,  the  consignor  had  noted 
the  letters  ''D.,  L.  &  W.  R.  R."  after  the  printed  word  ''Route"  at 
the  head  of  that  blank  space.  Instead  of  delivering  the  car  to  the 
Lackawanna  at  Manunka  Chunk  the  defendant  carried  it  over  its  own 
lines  to  Buffalo  and  there  deUvered  it  to  the  Lackawanna,  by  which 
line  the  car  was  switched  to  the  Knowlton  warehouse.    The  tariffs  of 
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the  defendant  provide  for  the  abeorption  of  switching  charges  at 
Buffalo,  and  the  switching  charges  of  the  Lackawanna  were  therefore 
paid  by  it. 

Under  tariff  authority  the  Lackawanna  unloads  carload  freight  at 
Buffalo  free  of  charge  when  it  has  a  line  haul.  It  does  this  at  its 
own  freight  station  and  also  at  the  Knowlton  warehouse,  which  has, 
in  effect,  been  made  one  of  its  freight  stations  at  Buffalo.  Shippers 
oyer  its  line  have  the  right  to  demand  deUvery  of  carload  freight 
over  the  platform  of  that  warehouse,  and  much  traffic  is  thus 
deUvered  free  of  chaise  to  consignees  at  Buffalo.  Having  received 
this  car  from  the  Lackawanna,  consigned  to  the  complainant  in  its 
care,  the  EInowlton  Warehouse  Company  in  due  course  unloaded  and 
subsequently  deUvered  the  shipment  to  complainant  over  its  platform. 
But  as  the  Lackawanna  had  not  had  a  line  haul  the  warehouse  com- 
pany collected  S6.50  for  its  services. 

The  complaint  is  brought  against  the  defendant  in  order  to  obtain 
a  refund  of  this  charge  on  the  ground  of  misrouting.  If  the  car  had 
moved  through  Manunka  Chunk,  giving  the  Lackawanna  a  line  haul 
from  that  point  to  Buffalo,  it  would  have  absorbed  the  unloading 
charges  under  what  we  understand  from  the  record  was  tariff  author- 
ity for  a  free  unloading  and  handling  service  over  the  warehouse 
platform.  It  may  be  added  that  the  defendant  itself  gives  a  free 
unloading  service  at  Buffalo,  over  the  platform  of  the  Keystone  ware- 
house, and  as  it  competes  with  the  Lackawanna  for  Buffalo  traffic 
we  think  it  is  fairly  chargeable  with  notice  of  the  free  unloading  and 
handling  service  at  that  point  of  its  competitor.  Both  carriers,  in 
fact,  load  and  unload  carload  traffic  at  their  freight  stations  and  at 
the  warehouses  named  in  their  respective  tariffs,  and  on  request  even 
assist  in  loading  and  unloading  carload  freight  on  their  team  tracks. 

Upon  these  facts  we  find  that  the  shipment  was  misrouted  by  the 
defendant.  The  notation  by  the  consignor  in  the  blank  on  tlie  bill  of 
lading  intended  for  the  naming  of  the  route  must  be  regarded  as  an 
expression  of  the  consignor's  intention  that  the  Lackawanna  was  to 
participate  in  the  line  haul.  It  has  been  our  observation  that  when  a 
line  haul  by  one  company  is  intended  and  a  terminal  delivery  is  desired 
on  the  tracks  of  another  company  the  ordinary  and  usual  practice  is 
to  indicate  in  some  form  on  the  bill  of  lading  that  the  reference  there 
made  to  the  other  line  is  for  delivery  purposes  only.  The  notation 
by  the  shipper  of  the  letters  '*D.,  L.  &  W.  R.  R."  on  the  particular 
part  of  the  bill  of  lading  heretofore  referred  to  seems  to  us  to  have 
put  the  defendant  under  the  obligation  of  utilizing  the  facilities  of 
the  Lackawanna  to  the  best  advantage  in  the  interest  of  the  shipper; 
and  this  could  be  done  only  under  the  joint  rate  from  Philadelphia  to 
Buffalo  to  which  the  defendant  was  a  party  with  the  Lackawanna 
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and  under  which  the  shipment  ought  to  have  been  delivered  to  the 
Utter  line  at  Manunka  Chunk.  Had  this  course  been  pursued  the 
Enowlton  Warehouse  Company  would  have  unloaded  the  car,  but 
it  would  haye  done  so  for  the  Delaware,  Lackawanna  &  Western  as 
a  free  terminal  transportation  service  offered  by  that  line  to  its  car- 
load shippers.  We  tiierefore  find  that  the  defendant  is  liable  to  the 
complainant  in  the  sum  of  S6.50|  with  interest  from  December  1, 1008, 
being  the  amount  of  the  unloading  charges  of  the  warehouse  com- 
pany that  the  complainant  was  required  to  pay  at  Buffalo  as  the 
result  of  the  misrouting  of  the  shipment  by  the  defendant. 
An  order  will  be  entered  in  accordance  with  theae  findings. 
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No.  2788. 

BILLINGS  CHAMBER  OF  COMMERCE 

v. 

CfflCAGO,  BURLINGTON  &  QUINCY  RAILROAD  COMPANY. 


SubmUUd  May  IS,  1910.    Decided  June  19, 1910. 


Lf  thin-ourload  cImb  nttes  from  BillingB,  Mont.,  and  Sheridan,  Wyo.,  to  points  in 
Wyoming  on  lines  of  defendant  found  to  be  unreasonable.    Reparation  denied. 

.  Charles  D.  Drayton  and  F.  B.  Reynolds  for  complainant. 
James  E.  Kdby,  C.  E.  Spens,  C.  0.  Burnham,  and  Ge^n'ge  H.  Crosby 
for  defendant. 

Rbfobt  of  thb  Commission. 

Clabk,  Oyfnmissuyner: 

This  complaint  alleges  that  carload  and  less-than-carload  class  rates 
charged  for  the  transportation  of  freight  from  Billings,  Mont.,  to 
points  in  Wyoming  on  defendant's  main  line  as  far  as  and  including 
Newcastle,  Wyo.,  and  to  all  points  on  defendant's  branch  lines  extend- 
ing from  Toluca,  Mont.,  to  Cody,  Wyo.,  and  from  Frannie,  Wyo.,  to 
Eirby,  Wyo.,  are  unreasonable.  Reparation  is  asked.  The  Sheridan 
Chamber  of  Commerce  has  intervened  substantially  in  behalf  of  the 
defendant,  but  praying  that  if  any  change  is  made  its  interests  be  pro- 
tected. 

The  rates  with  respect  to  which  complainant  is  primarily  and 
chiefly  interested  are  those  on  merchandise  or  less-than-carload  ship- 
ments which  moye  under  class  rates  as  per  Western  Classification. 
In  other  words,  the  question  presented  has  relation  principally  to 
distributive  rates  from  Billings  to  the  Wyoming  points. 

Billings  is  a  city  of  about  16,000  population,  situated  in  the  south- 
eastern part  of  Montana  on  the  main  lines  of  the  Northern  Pacific  and 
the  Chicago,  Burlington  &  Quincy  railroads.  It  is  also  reached  by  the 
Billings  &  Northern  Railroad,  a  subsidiary  line  of  the  Great  Northern 
extending  from  Billings  in  a  northerly  direction  to  Great  Falls,  Mont. 
The  main  line  of  the  Chicago,  Burlington  &  Quincy  extends  north- 
westerly from  Lincoln,  Nebr.,  through  Newcastle  and  Sheridan,  Wyo., 
to  Billings.  Branch  lines  extend  from  the  main  line  at  Toluca  to 
Cody  and  from  this  branch  at  Frannie  to  Eirby. 

Distances,  and  present  less-than-carload  rates  from  Billings  to  some 
of  the  principal  Wyoming  points  in  question,  and  comparison  of  same 
with  rates  in  similar  territory  on  neighboring  lines  are  indicated  by 
the  following  table: 
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Defendant's  leea-than-carload  first  class  rate  from  Billings  to  New- 
castle, the  most  distant  main  line  point  included  in  the  complaint,  is 
SI. 55  per  100  pounds.  To  Dakoming,  20  miles  more  distant  on  the 
same  line,  the  rate  is  S1.61 ;  to  Edgemont,  24  miles  still  farther  distant, 
it  is  SI. 38.  It  is  thus  seen  that  these  rates  increase  from  Billings  to 
Dakoming  and  then  drop  o£f  suddenly,  the  first  class  rate  to  Edge- 
mont,  24  miles  more  distant  from  Billings  and  on  the  same  direct 
line,  being  23  cents  per  100  pounds  less  than  to  Dakoming. 

The  Oregon  Short  Line  rates  shown  in  above  table  are  relatively 
high  to  the  last  five  named  points.  That  this  is  an  unusual  or 
forced  adjustment  is  suggested  by  the  fact  that  the  next  highest  rate 
shown  from  Boise  is  SI. 01  for  239  miles. 

By  way  of  comparison  it  is  noted  that  defendant's  first  class  less- 
than-carload  rates  per  100  pounds  from  Omaha  to  some  of  the  repre- 
sentative points  here  involved  or  referred  to  are  as  follows:  To  Edge- 
mont,  527  miles,  S1.20;  to  Dakoming,  551  miles,  S1.35;  to  Newcastle, 
571  miles,  SI. 42;  to  Gillette,  648  miles,  and  blanketed  to  Parkman, 
775  miles,  S1.84;  to  BilUngs,  892  miles,  S1.95. 

As  indicating  the  absence  of  consistency  in  this  Billings  adjustment 
it  is  noted  that  the  defendant's  rates  from  Billings  to  Sheridan  and 
from  Sheridan  to  Billings,  in  opposite  directions  over  the  same  track, 
and  not  on  long  and  heavy  mountain  grades,  differ  as  follows: 

ClMB 12345ABODE 

BillingB  to  Sheridan...  91    80    65    65    46    41    36    28    20    16 
Sheridan  to  BiUingB...  66    63    57    51    46    41    36    28    20    16 

Defendant  alleges  that  these  comparisons  are  without  value  or 
force  and  cites  the  following  expressions  by  the  Commission: 

In  judging  the  reaaonablenees  of  a  rate  very  little  importance  can  be  attached  to 
compariBona  made  with  rates  in  other  sections  of  the  country.  The  rates  of  this  coun- 
try are  so  far  dependent  upon  various  and  varying  conditions  that  it  is  possible,  by 
selecting  the  proper  commodity  of  the  particular  locality,  to  show  almost  anything 
in  the  way  of  comparison.  Cattle  Rauen*  Atso,  v.  M.,  K.  ^  T,  Ry,  Co.,  11  I.  C.  C, 
Rep.,  296. 

Where  particular  rates  are  complained  of  as  being  unreasonable,  rates  of  carriers 
in  other  sections  of  the  country  are  not  proper  standards  of  comparison  for  showing 
■abstantial  similarity  in  transportation  conditions.  Bvan$  v.  U.  P.  R.  R.  Co,,  6 1 . 0.  C, 
Rep.,  543. 

Evidently  the  full  force  and  meaning  of  the  words  "  In  other  sec- 
tions of  the  country"  has  been  overlooked  or  misapprehended.  The 
comparisons  above  made  are  not  "in  other  sections  of  the  coimtry" 
but  are,  in  the  main,  in  the  immediate  section  or  locaUty  where  the  rates 
complained  of  apply,  and  are  on  the  same  kinds  and  classes  of  traffic. 

Complainant  alleges,  and  comparisons  seem  to  amply  sustain  the 
contention,  that  defendant's  rates  from  Billings  to  the  Wyoming 
points  in  question  are  higher  than  rates  from  and  to  any  other  points 
for  similar  distances  on  defendant's  system,  and  that  they  are  much 
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higber  than  are  applied  generally  from  and  to  points  on  lines  of  other 
earners  in  the  same  general  territory. 

Complainant  points  out  that  rates  on  the  Billings  &  Northern,  a 
recently  constructed  line,  in  the  immediate  neighborhood,  are  lower 
than  rates  to  points  on  the  line  of  the  defendant  for  similar  distances. 
For  example:  Defendant's  first  class  less-than-carload  rates  from  Bil- 
lings to  Frannie,  131  miles,  Basin,  194  miles,  and  Eirby,  242  miles, 
are,  respectiyely,  70, 98,  and  128  cents.  The  Billings  &  Northern  rates 
for  corresponding  distances  are  62,  74,  and  84  cents.  Defendant's 
rates  from  Billings  to  its  main-line  points  here  complained  of  are 
higher  for  corresponding  distances  than  to  points  on  its  branches,  and 
therefore  more  strikingly  in  contrast  with  the  Billings&Northem  rates. 

The  Toluca-Cody  branch  line  was  built  late  in  1901.  It  connects 
with  the  main  line  at  Toluca,  44  miles  east  of  Billings,  and  extends  in 
a  southwesterly  direction  to  Cody,  a  distance  of  130  miles.  A  branch 
line  from  Frannie,  a  station  on  the  last-named  line,  extending  in  a 
southerly  direction  to  Worland,  Wyo.,  was  built  in  July,  1906,  and 
was  extended  and  completed  to  Ejrby,  about  111  miles  from  Frannie, 
jn  1907.  Cody,  Basin,  and  Eirby  are  the  most  important  points  on 
these  branches,  the  other  towns  containing  at  present  but  few 
inhabitants. 

Defendant  contends  that  the  territory  reached  by  these  branch 
lines,  known  as  the  Big  Horn  Basin  of  Wyoming,  is  new,  in  a  sparsely 
settled  mountainous  country,  where  transportation  difficulties  are 
great  and  construction  cost  heayy,  and  that  earnings  on  these  lines 
<m  all  business  from  and  to  all  points  is  far  below  a  fair  return  on  the 
inyestment.  It  admits  that  its  rates  from  Billings  are  higher  than 
from  and  to  many  other  points  on  its  system  for  similar  distances, 
but  insists  that  the  yolume  of  traffic  and  other  conditions  warrant 
the  rates  charged.  It  denies  that  the  rates  are  unreasonable  rela- 
tiyely  or  in  and  of  themselyes. 

Defendant  urges  that  the  rates  complained  of  should  be  considered 
in  connection  with  the  rates  to  Billings.  That  is,  the  in-and-out 
rates  should  be  considered  U^ther  in  comparing  the  Billings  adjust- 
ment with  that  at  other  points.  The  main  insistence  of  complainant 
is  that  the  rates  from  Billings  are  unreasonable  per  se.  But,  applying 
the  test  suggested  by  defendant,  it  appears  that  in  the  coromodities 
that  form  the  great  bulk  of  the  traffic,  and  at  the  poiuts  to  which 
any  material  yolume  of  traffic  moyes,  Billings  is  at  a  decided  disad- 
yantage.  There  is  abundant  testimony  that  yarious  firms  and  dealetv 
who  established  business  houses  at  Billings,  with  the  expectation  of 
doing  a  successful  distributing  business  from  that  fayorably  located 
railroad  center  in  a  comparatiyely  new  country,  haye  found  the 
business  unprofitable,  or  a  losing  yenture,  or  a  failure,  because  of  ibe 
unfayorable  and  unreascmable  rates  here  in  issue. 
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Defendant  urges  that  this  case  is  a  fight  between  jobbers  and  that 
the  complaint  is  an  effort  on  part  of  jobbers  at  Billings  to  secure  the 
territory  in  question  for  themselves  and  to  the  exclusion  of  jobbers 
at  points  farther  east.  The  competition  between  jobbers  and  jobbing 
centers  is  yery  keen.  Doubtless  it  will  always  be  so,  and  it  may  be 
doubted  if  it  would  be  best  for  either  carriers  or  the  country  if  it  were 
otherwise.  No  jobbing  point  is  entitled,  because  of  unfair  adjust- 
ment of  rates,  to  exclusive  possession  of  or  complete  supremacy  in  a 
particular  consuming  territory.  A  carrier  may  not,  by  the  establish- 
ment and  maintenance  of  unreasonable  rates,  give  possession  of  a  con- 
suming territory  to  the  jobbers  at  a  point  selected  or  favored  by  the 
carrier.  Jobbers  are  shippers,  and  every  shipper  is  entitled  to  reason- 
able rates.  Every  lociJity  is  entitled  to  reasonable  and  nondis- 
criniinatory  rates,  and  the  dealers  at  any  point  are  entitled  to  trade 
wherever  and  as  far  as  reasonable  rates  will  permit. 

Complainant  insists  that  it  makes  no  complaint  of  the  rates  from 
Omaha  or  other  shipping  points,  except  in  so  far  as  they  are  rela- 
tively on  a  lower  basis  than  the  rates  to  the  same  points  from  Billings. 
The  gravamen  of  the  complaint  is  that  the  distributive  rates  charged 
Billings  are  unreasonable. 

On  brief  and  in  argument  counsel  for  complainant  asserts  that  the 
complaint  is  chiefly  directed  to  the  less-than-carload  rates  on  the 
first  four  classes.  Carload  rates  are  complained  of  and  some  evidence 
was  introduced  with  respect  thereto,  but  we  do  not  find  in  the  record 
justification  for  making  any  finding  as  to  carioad  rates. 

With  respect  to  the  less-than-carload  rates  on  the  first  four  classes 
from  Billings  it  is  to  be  noted  that  when  tested  by  all  the  means  which 
experience  has  taught  are  proper  to  consider,  they  are  distinctly  and 
unusually  high.  We  are  not  unmindf  id  that  these  branch  lines  traverse 
a  new  country  where  transportation  conditions  are  difficult  and  the 
volume  of  business  comparatively  small.  These  lines,  however,  are 
operated  as  part  of  a  great  and  prosperous  system.  They  are  feeders 
to  the  main  line  and  help  to  swell  the  revenue  of  that  line.  'A  part' 
of  any  great  railroad  system  might  be  selected  and,  counting  cost  of 
operation  and  fixed  charges,  such  part  be  shown  to  be  unprofitable. 
Tliis,  however,  woidd  not  truly  indicate  ijaj^ue  wd  profitablene»j 
as  an  integral  part  of  the  whole  property,  f  The  factlFat  tE^  brancE^ 
Unes  considered  by  themselves  fail  to  show  large  earnings  does  not 
justify  the  charging  of  unreasonable  rates.  Interstate  Commerce 
Commieeian  v.  L.  <k  N.  B.  R.  Co.,  118  Fed.,  613;  Dd.  State  Orange 
V.  N.  y.,  P.  cfe  N.  B.  B.  Oo.,  4  I.  C.  C.  Rep.,  688. 

Considering  all  the  facts  and  circumstances  in  evidence  pertaining 
to  the  transportation  of  less-than-carload  shipments  from  Billings  to 
points  on  ddendant's  lines  in  Wyoming,  we  are  of  opinion,  and  find, 
that  any  charge  on  the  first  four  classes  as  per  Western  Classification 
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which  exceeds  the  following  amounts  in  cents  per  100  pounds  is 
at  this  time,  and  for  the  future  will  be,  unreasonable: 
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72 
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7t 
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IB 

Under  the  circumstances  no  reparation  will  be  awarded. 

At  the  argument  of  the  case  it  was  stated  by  counsel  for  defendant 
that  it  is  its  intention  to  abandon  and  tear  up  the  tracks  between 
Toluca  and  Scribner,  Mont.,  upon  the  completion  of  its  line  north- 
westerly from  Scribner  to  From  berg,  Mont.,  a  point  on  the  branch 
line  of  the  Northern  Pacific  extending  in  a  southerly  direction  from 
Billings.  This  change  of  route  from  Billings  to  the  Big  Horn  Basin, 
it  is  stated,  will  reduce  the  distance  from  Billings  to  all  points  in  the 
Basin  by  62  miles.  It  is  also  stated  that  the  establishment  of  the 
new  route  will  be  followed  by  a  substantial  reduction  in  the  present 
rates  from  Billings,  and  that  the  new  line  will  be  built  ''before  the 

snow  flies." 
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The  Sheridan  (Wyo.)  Chamber  of  Commerce  is  an  intervener  and 
oalls  attention  to  the  fact  that  its  members  are  in  competition  with 
complainant's  members  in  shipping  to  the  destinations  here  mvolved, 
more  particularly  the  branch-line  points.  It  alleges  that  the  distance 
from  Sheridan  to  these  branch-line  points  is  uniformly  54  miles 
greater  than  from  Billings  and  that,  therefore,  the  full  measure  of  the 
difference  in  the  rates  from  Billings  and  from  Sheridan  should  appear 
in  the  rates  to  Toluca  and  should  remain  constant  to  the  other  points. 
In  fact,  under  the  present  adjustment  the  difference  in  rates  from 
Sheridan  increases  as  the  distance  from  Toluca  increases. 

This  intervener  states  that  it  has  not  attacked  the  reasonableness 
per  se  of  the  rates  in  question  because  of  its  consideration  for  the  new 
character  of  the  coimtry.  It,  however,  urges  that  if  the  time  has 
come  for  a  readjustment  of  these  rates  the  interests  of  Sheridan 
dealers  and  shippers  be  considered  and  protected.  It  seems  inevitable 
that  when  defendant's  new  line  from  Billings  to  the  Basin  country 
is  completed  and  the  line  from  Toluca  to  Scribner  is  abandoned  it  will 
not  be  possible  for  Sheridan  to  do  a  distributing  business  in  the  Basin 
in  competition  with  Billings.  The  distance  from  Billings  to  the 
Basin  will  be  shortened  by  some  62  miles,  while  the  difference  from 
Sheridan  will  be  increased  some  44  miles,  and  shipments  from  Sheridan 
will  pass  through  Billings.  Until  such  change  is  made,  however, 
Sheridan  is  entitled  to  rates  to  the  Basin  points  that  are  reasonable 
via  Toluca,  and  when  compared  with  the  rates  from  Billings. 

As  has  been  seen,  the  distance  from  Sheridan  to  each  of  such 
branch  line  or  Basin  points  is  54  miles  greater  than  from  Billings. 
The  terminal  services  and  costs  must  be  substantially  the  same  in 
either  case.  We  are  of  the  opinion,  and  so  find,  that  the  less-than- 
carload  rates  on  the  first  four  classes  from  Sheridan  to  points  on  the 
branch  lines  south  of  Toluca  should  not  exceed  those  from  Billings 
by  more  than  the  following  in  cents  per  100  poimds: 

CUm 12       3       4 

Di£fereDtial0 . .  8        7        7       6 

These  are  the  differences  now  applied  at  Frannie,  and  as  aU  ship- 
ments from  Sheridan  or  from  Billings  to  points  beyond  Frannie 
must  pass  through  Frannie  the  differences  should  not  be  greater  at 
such  more  distant  points. 

Under  these  circumstances  the  order  herein  will  require  mainte- 
nance of  the  rates  prescribed  to  the  branch-line  points  up  to  the 
maximum  period  of  two  years,  but  when  defendant  is  ready  to 
abandon  its  track  between  Toluca  and  Scribner  and  move  the  traffic 
over  the  new  line  via  Fromberg  it  may  apply  for  a  modification  of 
the  order  herein  as  appUed  to  the  branch-line  points. 

An  order  in  conformity  with  these  views  will  be  issued. 

19I.aaBep. 
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No.  2791. 
A.  a  MILLAB 

V. 

NEW  YORK  CENTRAL  &  HUDSON  RIVER  RAILROAD 
COMPANY  ET  AL. 


BmbmUied  Map  11, 1910.    Deotdei  June  S,  1910. 


Beparation  awarded  on  complalnanf a  ahipments  of  cabbage  from  Leiristoii, 
N.  Ym  to  Houston,  Tex.,  to  the  extent  that  the  rate  charged  exceeded  40 
cents  per  100  pounds.  The  fact  that  the  lower  rate  had  been  maintained 
for  sey^^  years  Is  In  the  nature  of  an  admission  that  It  was  a  f^lr  one 
under  the  drcnmstanoes.  d^eitr^e  Orok^  oate,  18  L  O.  O.  Bq»^  48,  dted 
and  followed. 

A.  H.  Millar  for  complainant  in  perscm. 
No  appearance  for  defendants. 

Rkpobt  of  thb  Gommissiok. 

Glomentb,  CommiMumer: 

The  complainant  shipped  two  carloads  of  cabbage,  weighing  57,940 
pounds,  from  Lewiston,  N.  Y.,  to  Houston,  Tex.,  on  November  7  and 
12, 1907,  on  which  a  total  charge  of  $439.16  was  assessed,  on  the  basia 
of  a  74-cent  rate  west  of  Suspension  Bridge  plus  a  local  rate  of  4^ 
cents  fnxn  Lewiston  to  that  point  The  ccMnplaint  was  iBled  cm 
August  20, 1909. 

Prior  to  August  27,  1907,  the  date  on  which  the  74-cent  rate  was 
established,  there  had  been  in  effect  for  several  years  a  rate  of  49 
cents  frcHu  Buffalo,  Niagara  Falls,  and  Suspension  Bridge  to  desti- 
nation.'' At  the  time  the  shipments  in  question  moved  the  rate  was 
74  cents,  but  on  December  8, 1907,  the  49-c»it  rate  was  reestablished. 
On  September  7,  1908,  the  defendants  raised  this  49-cent  rate  from 
Suspension  Bridge  to  53  cents,  which  is  the  present  rate.  There 
was  no  appearance  by  the  defendants  at  the  hearing  and  no  expla- 
nation was  made  of  these  fluctuations.  The  fwdt  that  the  defendants 
had  for  some  time  maintained  a  rate  of  49  cents  and  soon  after 
these  shipments  moved  reduced  the  rate  fn^  74  cents  back  to  49 
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cents  is  in  the  nature  of  an  admissicm  that  this  rate  was  a  fair  <me 
under  the  circumstances.  OcheUree  Orain  Oo.  y.  St.  L.  A  8.  F. 
R.  R.  Co.y  18  L  C.  C.  Rep.,  46. 

We  therefore  find  that  the  rate  charged  was  unreasonable  to  the 
extent  that  it  exceeded  49  cents,  and  reparation  will  be  awarded  cm 
this  basis  in  the  sum  of  $129.18,  with  interest  fnnn  February  12, 
1907.    An  order  will  be  entered  to  that  effect 

We  will  not,  upon  the  record  before  us,  prescribe  the  future  rate. 


No.  8069. 
SOUTHERN  COTTON  OIL  COMPANY 

SOUTHERN  RAILWAY  COMPANY  ET  AK 


Bubmitied  AprU  11, 1910.    Decided  June  11, 1910. 


The  Initial  carrier  quoted  the  lowest  rate  on  cotton  Unters  applicable  to  dilp- 
ments  moiing  under  a  released  valuation,  bnt  neglected  to  secnre  the 
shipper's  signature  to  such  release  of  yaloatlon.  The  deUverlng  carrier 
coUected  at  a  higher  rate;  Held,  That  It  Is  the  dnty  of  the  Initial  carrier  not 
only  to  advise  the  shipper  of  the  lower  rates  applying  In  case  of  release  of 
valuation,  but  when  Informed  of  the  shipper's  desire  to  avaU  himself  of 
such  lower  rates  to  obtain  the  shipper's  signature  In  accordance  with  the 
tariffs.    Reparation  awarded. 

H.  W.  B.  Olover  for  complainant. 

Claudian  B.  Northrop^  R.  Walton  Moore^  and  Sloee  D.  Baxter  for 
Southern  Railway  Company  and  Washingtcm  Southern  Railway 
Company. 

Repobt  of  thb  CoMMiaaioN. 

Clements,  Commissioner: 

Complainant  on  December  19,  1909,  shipped  68  bales  of  cotton 
Unters,  weighing  81,806  pounds,  frcm  Barnwell,  S.  C,  to  Pawtucket, 
R  L,  on  which  defendants  assessed  a  rate  of  78|  cents  per  100  pounds 
and  collected  $245.78.  C<Hnplainant  alleges  that  this  rate  was  un- 
reasonable and  excessive  to  the  extent  that  it  exceeded  S8  cents,  and 
demands  reparation  in  the  sum  of  $79.86. 
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The  shipments  were  sold  at  a  delivered  price  in  Pawtucket  of  2| 
cents  per  pound.  The  rate  collected  was  that  without  release  of  valu- 
ation and  was  the  same  as  that  on  cotton.  Prior  to  the  shipment 
complainant  inquired  of  the  initial  carrier  for  the  lowest  rate.  De- 
fendants' answer  was  that  when  the  value  was  limited  to  2  c^its  per 
pound  the  rail-and-water  rate  was  63  cents  and  the  all-rail  rate  54 
cents;  thereupon  the  complainant  made  out  its  own  bills  of  lading 
reading  ^^  all  rail  58  cents,''  and  these  bills  of  lading  w«re  signed  by 
the  agent  of  the  carrier  with  full  knowledge  on  his  part  that  what 
the  shipper  desired  was  the  rate  on  cotton  linters  released  to  a  valua- 
tion of  2  cents  per  pound.  Having  this  knowledge  the  agent  of  the 
initial  carrier  n^lected  to  indorse  upon  the  said  bills  of  lading  any 
notation  of  the  released  valuation,  but  did  insert  in  the  waybills 
accompanying  the  shipments  the  words  "through  rate  58  cents." 
This  error  of  53  cents  instead  of  54  cents  is  not  of  importance,  the 
main  fact  being  that  the  shipper  and  the  initial  carrier  were  well 
aware  of  the  actual  value  of  the  commodity,  and  of  the  desire  on 
the  part  of  the  shipper  to  obtain  the  lower  rate  named  in  the  tariffs. 

As  held  in  a  prior  case  brought  by  this  same  complainant.  Souths 
em  Cotton  OU  Co.  v.  L.  dk  N.  R.  R.  Co.,  18  L  C.  C.  Rep.,  180,  it  was 
the  duty  of  the  defendants  to  have  secured  the  shipper's  signature 
to  the  released  valuation  clause.  The  rate  of  53  cents  was  an  error, 
as  that  rate  applied  only  by  rail  and  water.  The  proper  rate  to 
have  applied  on  this  shipment  was  54  cents,  which  would  have 
resulted  in  total  charges  of  $169.05. 

Upon  consideration  of  all  the  facts  in  this  case  we  are  of  the 

opinion,  and  so  find,  that  the  complainant  is  entitled  to  reparation 

in  the  sum  of  $76.78,  with  interest  frcHn  May  1, 1909;  and  it  will  be 

so  ordered. 
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No.  2088. 

IN   TIIE   »L\TTER   OF  JURISDICTION    OVER    RAIL   AND 

WATER  CARRIERS  OPERATING  IN  ALASKA, 


Decided  June  6,  1910. 


1.  The  difitrict  of  Alaska  is  not  a  territory  of  the  United  Statee  in  the  sense  in 
which  that  phrase  is  used  in  the  act  to  regulate  commerce  as  amended,  and 
the  Commission  has  therefore  no  authority  or  jurisdiction  over  carriers  engaged 
in  transportation  of  passengers  or  property  within  the  district  of  Alaska. 

8.  The  general  rule  that  a  special  tribunal  ought  not  to  enlarge  its  jurisdiction  by 
intendment  but  oughi  to  exercise  only  the  powers  clearly  conferred  by  statute 
applies  with  special  if  not  controlling  force  to  the  exercise  by  the  Commission 
of  jurisdiction  in  Alaska  in  view  of  the  fact  that  imder  the  act  of  May  14,  1898, 
power  to  regulate  the  rates  of  railroads  in  Alaska  was  conferred  upon  another 
branch  of  the  government. 

Report  of  ths  Commission. 

Harlan,  Commissioner: 

Omitting  such  parts  as  are  not  pertinent  to  this  inquiry,  the  lan- 
guage of  section  1  of  the  act  to  regulate  commerce,  as  amended,  is  as 
follows: 

That  the  provisions  of  this  act  shall  apply  ♦  ♦  ♦  to  any  common  carrier  or 
carriers  engaged  in  the  transportation  of  passengers  or  property  wholly  by  railroad 
(or  partly  by  railroad  and  partly  by  water  when  both  are  used  under  a  common  con- 
trol, manaf:cment,  or  arrangement  for  a  continuous  carriage  or  shipment),  from  one 
■tate  or  territory  of  the  United  Statee,  or  the  District  of  Ck>liunbia,  to  any  other 
Btate  or  territory  of  the  United  Statee,  or  the  District  of  Columbia,  or  from  one  place 
in  a  territory  to  another  place  in  the  same  territory. 

The  question  that  now  arises  is  whether  the  Congress,  in  thus 
expressly  defining  and  limiting  the  application  of  the  act,  intended  to 
bring  within  its  provisions  the  transportation  of  passengers  or  prop- 
erty between  points  within  that  part  of  the  United  States  commonly 
referred  to  as  Alaska.  lias  the  Commission  the  same  jurisdiction 
over  raU  and  water  lines  there  engaged  in  such  transportation  as  it 
has  over  raU  and  water  lines  engaged  in  similar  transportation  within 
New  Mexico  and  Arizona,  the  only  remaining  organized  territories, 
as  that  phrase  is  commonly  understood,  within  what  may  be  referred 
to  in  general  terms  as  the  geographical  limits  of  the  United  States? 
In  other  words,  conceding  that  Alaska  is  territory  of  the  United 
States  within  the  meaning  of  Article  IV,  section  3,  of  the  Constitution, 
is  it  a  territory  in  the  sense  in  which  that  expression  is  commonly  used 
in  federal  legislation  ? 
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Such  an  inquiry,  were  the  time  ayailable,  might  well  justify  an 
investigation  of  the  conditions  under  which  the  United  States  succes- 
sively acquired  title  over  Louisiana,  Florida,  Texas,  the  Mexican  ces- 
sion, the  Gadsden  tract,  and  is  now  exercising  the  rights  of  sovereignty 
in  the  Philippines,  Porto  Rico,  and  other  islands  lately  acquired  from 
the  Spanish  Crown;  it  would  also  be  not  wholly  without  interest  to 
make  an  examination  of  the  federal  legislation  under  which  some  of 
those  territories  have  been  held  and  governed  until  finally  separated 
into  organized  territorial  governments  and  later  admitted  into  the 
Union  as  states.  It  will  perhaps  suffice,  however,  for  our  present 
purpose,  to  say  that  under  the  authority  of  the  so-called  insular  cases, 
as  well  as  under  previous  annoimcements  by  the  Supreme  Coiui;  of  the 
United  States,  it  may  now  be  taken  as  settled  judicial  doctrine  in  this 
coimtry  (a)  that  the  United  States,  like  any  other  nation,  may,  as 
an  incident  to  sovereignty,  acquire  territory  by  purchase  or  as  the 
result  of  war;  (b)  that  the  territory  so  acquired  may  be  incorporated 
into  the  United  States  and  at  once  become  subject  to  all  the  provisions 
of  the  Constitution;  or  (c)  that  such  territory  may  not  be  incorporated 
into  the  United  States,  but  may  be  held  and  governed  by  the  CongresS| 
free  from  some,  at  least,  of  the  constitutional  restraints  and  restrictions 
that  control  in  territory  that  has  been  distinctly  incorporated  into  the 
United  States.  This  seems  to  be  the  clear  inference  to  be  drawn  from 
those  cases.  And  so  the  insular  cases  hold  in  general  terms  that  the 
Philippines,  Porto  Rico,  and  other  islands,  acquired  under  the  treaty  of 
peace  with  the  Kingdom  of  Spain,  have  not  been  incorporated  into  the 
United  States,  and  are  not,  in  a  constitutional  sense,  a  part  of  the 
United  States  and  subject  to  all  the  provisions  of  the  constitution.  On 
the  other  hand.  New  Mexico  and  Arizona,  being  part  of  the  original 
territory  acquired  from  Mexico  under  the  treaty  of  1848,  have  been 
incorporated  into  the  United  States  and  are  now  organized  territories; 
and  tiieir  citizens  are  entitled  to  all  the  benefits  and  are  subject  to  all 
the  restraints  of  the  constitution. 

But  whether  incorporated  into  the  United  States  or  not,  all  the  ter- 
ritory over  which  the  United  States  is  sovereign,  and  which  has  not 
been  erected  into  states,  is  governed  by  the  Congress  under  the 
authority  of  section  3  of  Article  IV  of  the  Constitution,  which  pro- 
vides as  follows: 

The  CongresB  ahall  have  power  to  dispoee  of  and  make  all  needful  nilee  and  raga- 
latioDS  respectiiig  the  tenitory  or  other  property  belonging  to  the  United  States. 

Speaking  of  this  clause,  it  is  said  in  De  Lima  v.  Bidwdl,  182  U.  S., 
1,  at  page  197,  that: 

Under  this  power  Congress  may  deal  with  t^mtory  acquired  by  treaty;  j 
ister  its  govenunent  as  it  does  that  of  the  District  of  Columbli 
local  teiritorial  government;  it  may  admit  it  as  a  state  up 
states,  etc.    In  short,  when  once  acquired  by  treaty  it  1 
and  is  subject  to  the  disposition  of  Congretu. 
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It  foUowB  therefore  that  Alaska  may  be  territory  of  the  United 
States  in  a  purely  geographical  sense  without  being  a  territory  in  a 
political  sense,  or,  as  above  stated  by  the  court,  without  being  a  ter^ 
ritory  with  ''a  local  territorial  government.''  To  put  it  in  another 
way,  territory  of  the  United  States  may  remain  unorganized  and  be 
governed  directly  by  the  Congress  under  its  power  to  make  ''al 
needful  rules  and  regulations  respecting  the  territory,"  or  it  may  be 
set  off  from  the  territory  of  the  United  States  by  definite  boundaries 
and  organized  with  a  local  territorial  government  having  a  legislature 
of  its  own.  When  this  is  done  such  part  of  the  territory  of  the  United 
States  as  lies  within  the  prescribed  boimdaries  becomes  a  territory  of 
the  United  States.  Having  been  erected  into  a  local  territorial  gov- 
ernment in  that  manner,  it  becomes  an  organized  territory.  Assuming 
therefore  that  the  phrase  ''a  territory  of  the  United  States,"  as  used 
in  section  1  of  the  act,  can  only  refer  to  the  organized  territories,  it 
may  be  well  to  examine  the  federal  legislation  in  order  to  ascertain 
whether  Alaska  is  to  be  assigned  to  that  category  in  connection  with 
the  work  of  this  Conmiission.  There  are  many  statutes  that  relate 
specially  to  Alaska;  and  there  are  other  generd  enactments  relating 
both  to  organized  and  imorganized  territories  that  throw  some  light 
upon  the  question.  Reference  wiU  first  be  made  to  the  special 
legislation: 

Alaska  was  ceded  to  the  United  States  by  treaty  with  His  Majesty 
the  Emperor  of  all  the  Russias,  proclaimed  in  this  country  on  June  20| 
1867.  In  that  convention  the  geographical  limits  of  Alaska  are 
defined.  By  the  act  of  July  27, 1868  (Rev.  Stat.,  second  edition,  dee. 
1954-1976),  provisions  were  made  relating  to  the  "unorganized  ter- 
ritory of  Alaska."  It  is  there  described  as  ''tefritary  ceded  to  the 
United  States  by  the  Emperor  of  Russia."  It  is  also  referred  to  as 
''Alaska  Territory;"  but  it  was  not  given  a  legislature  or  otherwise 
oiganized  into  "a  local  territorial  government."  Since  that  date 
Alaska,  having  no  legislature  of  its  own,  has  been  the  subject  of 
much  legislation  by  the  Congress.  Under  the  act  of  May  17,  1884 
(Rev.  Stat.,  1  Sup.,  chap.  53,  p.  430),  by  which  the  first  civil  govern- 
ment was  established  for  Alaska,  it  was  provided  that  the  ceded  ierri^ 
iory  ''shall  constitute  a  civil  and  judicial  district;"  and  that  the 
temporary  seat  of  government  of  said  district  should  be  at  Sitka. 
The  laws  of  Oregon  were  extended  over  the  "district  of  Alaska," 
and  became  its  oiganic  law.  It  is  to  be  noted  that  in  section  14  of 
that  enactment  reference  is  also  made  to  the  statutes  of  the  United 
States,  hereinafter  again  referred  to,  relating  to  the  "unorganized 
Territory  of  Alaska." 

After  gold  was  discovered  in  Alaska  in  1897  a  number  of  bills  were 
introduced  in  Congress  for  the  purpose  of  providing  the  district  of 
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Alaska  with  the  form  of  govemment  prescribed  for  the  territories  of 
the  United  States,  but  none  of  them  was  enacted  into  law.  By  the 
act  of  June  4,  1897,  provision  was  made  for  the  appointment  of  com- 
missioners of  deeds  and  a  marshal  for  the  "district  of  Alaska."  By 
the  act  of  July  24, 1897,  a  surveyor-general  for  the  "  district  of  Alaska  " 
was  authorized.  In  the  act  of  June  6, 1900  (31  Stat.  L.,  321),  making 
further  provision  for  a  civil  govemment  for  Alaska,  it  is  again  pro- 
vided that  the  territory  so  ceded  to  the  United  States  shall  constitute 
a  "civil  and  judicial  district,"  with  a  "temporary  seat  of  govemment 
of  said  district"  at  Juneau.  Full  provisions  are  made  in  that  act  for 
the  appointment  of  a  governor,  and  he  is  vested  with  power  to  "per- 
form generally  in  and  over  said  district  such  acts  as  pertain  to  the 
office  of  governor  of  a  territory  so  far  as  the  same  may  be  made  or 
become  applicable  thereto."  The  powers  of  Alaskan  officials  are  thus 
amplified  by  direct  comparison  with  the  powers  of  like  officials  of  a 
real  territory.  And  throughout  the  act  Alaska  is  referred  to  as  the 
district  of  ^Vlaska.  It  will  also  be  observed  that  the  government  so 
provided  has  no  legislatiu-e,  Congress  retaining  full  powers  of  legisla* 
tion  and  other  control  as  fully  as  in  the  District  of  Columbia. 

Rudimentary  as  the  so-called  govemment  is,  the  act  by  which  the 
govemment  was  created  in  precise  terms  designates  that  portion  of 
the  territory  of  the  United  States  as  the  district  of  Alaska.  And 
that  is  now  its  official  title  and  designation.  In  the  enactment  of 
May  7,  1906  (34  Stat.  L.,  pt.  1,  p.  169),  providing  a  delegate  to  the 
House  of  Representatives,  Ala^a  is  referred  to  in  the  title  as  the 
territory  of  Alaska,  and  also  in  the  body  of  the  act.  Elsewhere  in 
the  act  the  citizens  of  Alaska  are  referred  to  as  "the  people  of  the 
territory  of  Alaska."  But  apparently  the  word  "territory"  is  there 
used  in  a  loose  or  descriptive  sense,  for  in  the  same  paragraph,  where 
reference  is  made  to  the  poUtical  status  of  the  Delegate,  it  is  required 
that  he  shaU  be  "an  inhabitant  and  qualified  voter  of  the  district 
of  Alaska."  As  a  political  division  it  is  also  referred  to  in  the  act  as 
the  district  of  Alaska. 

Even  so  recently  as  the  general  appropriations  act  of  1907  (34  Stat. 
L.,  963)  Congress,  under  the  general  title  "Govemment  in  the  Ter- 
ritories" makes  an  appropriation  for  the  "district  of  Alaska"  for  the 
current  fiscal  year,  although  under  the  same  head  appropriations  are 
also  made  for  the  "territory  of  Arizona,"  the  "territory  of  New 
Mexico,"  and  the  "territory  of  Hawaii."  In  the  general  appropri- 
ation act  of  1908  it  is  referred  to  as  a  district.  (35  Stat.  L.,  212.) 
The  act  of  January  27,  1905  (33  Stat.  L.,  p.  616),  providing  for  the 
construction  and  maintenance  of  roads,  schook,  and  an  insane  asylum 
in  the  district  of  Alaska,  requires  all  moneys  collected  from  liquor 
and  trade  licenses  outside  "of  the  incorporated  towns  in  the  district 
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of  Alaska/'  to  be  deposited  in  the  Treasury  of  the  United  States  for 
those  purposes.  In  the  amendment  to  that  act  of  March  3,  1905  (33 
Stat.  L.,  p.  1262),  Alaska  is  again  spoken  of  as  the  district  of  Alaska. 
This  is  also  true  of  an  act  of  the  same  date  (33  Stat.  L.,  p.  1265),  pre- 
scribing the  duties  of  "the  secretary  of  the  district  of  Alaska." 

The  first  and  second  sections  of  chapter  1  of  title  1  of  the  act  of 
March  3,  1899  (30  Stat.  L.,  p.  1263),  'Ho  define  and  punish  criineB 
in  the  district  of  Alaska  and  to  provide  a  code  of  criminal  procedure 
for  said  district,"  are  as  follows: 

Sec.  1.  That  the  district  of  Alaska  consists  of  that  portion  of  the  territory  of  the 
United  States  ceded  by  Russia  by  the  treaty  of  March  thirtieth,  eighteen  hundred  and 
sixty-seven. 

Sbc.  2.  That  the  crimes  and  offenses  defined  in  this  act,  committed  within  the 
District  of  Alaska,  shall  be  punished  as  herein  provided. 

This  rather  extensive  code^  so  far  as  a  cursory  examination  of  it 
has  disclosed,  contains  the  words  "state"  and  "territory"  only 
when  it  distinctly  refers,  as  in  section  9,  chapter  3,  title  2,  to  the 
states  and  organized  territories  of  the  United  States.  When  Alaska 
itself  is  referred  to  it  is  designated  as  the  district  of  Alaska. 

The  civil  code  of  Alaska  is  contained  in  the  act  of  June  6,  1900  (31 
Stat.  L.,  321),  heretofore  referred  to,  in  which  it  is  provided^  in  section 
1,  that  the  territory  ceded  to  the  United  States  by  Russia,  and  known 
as  Alaska,  shall  constitute  a  civil  and  judicial  district. 

The  general  statutes  relating  to  territories  are  to  be  found  in  title 
23  of  the  Revised  Statutes  imder  the  designation  of  "The  Territories." 
This  title  is  divided  into  three  chapters.  Chapter  1,  entitled  "Pro- 
visions common  to  all  the  territories,"  provides  an  executive,  legisla- 
tive, and  judicial  branch  for  each  organized  territory  and  defines  the 
scope  of  their  several  authorities;  the  governor  and  the  judges  of  tlie 
supreme  court,  together  with  the  secretary  and  marshal  of  the  terri- 
tory, being  appointed  by  the  President,  and  the  legislature  being 
elected  by  the  people.  There  are  further  provisions  limiting  the 
salaries  of  officers  and  forbidding  the  granting  of  special  privi- 
leges and  private  charters,  etc.,  all  of  which,  except  where  otherwise 
specifically  provided  by  the  Congress,  are  of  controlling  force  in  the 
organized  territories,  but  not  in  the  district  of  Alaska.  Chapter  2, 
entitled  "Provisions  concerning  particular  organized  territories," 
defines  the  geographical  boundary  lines  of  the  several  territories  of 
the  United  States  as  they  were  severally  organized.  The  respective 
sections  describing  the  geographical  limits  of  the  several  territories 
contain  provisions  as  follows :  "  That  part  of  the  territory  of  the  United 
States  bounded  as  follows,  etc.,  is  erected  into  a  temporary  govern- 
ment by  the  name  of  the  Territory  of  New  if^xico,"  or  "  is  created 
into  a  temporary  government  by  the  name  of  the  Territory  of  Utah," 
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or  ''is  organized  into  a  temporary  goyemment  by  the  name  of  the 
Territory  of  Washingtony''  etc.  Chapter  3  contains  ''Provisions  relat- 
ing to  the  imorganized  territory  of  Alaska."  This  chapter  embodies 
the  provisions  of  the  act  of  July  27,  1868,  heretofore  referred  to,  and 
some  subsequent  legislation  prior  to  the  act  of  May  17,  1884,  which 
created  the  "district  of  Alaska."  As  indicating  the  extent  of  its 
unorganized  condition  at  that  time  it  will  be  observed  that  it  is  pro- 
vided in  chapter  3  (sec.  1957)  that  violations  of  the  provisions  of  that 
chapter  were  to  be  prosecuted  in  the  district  courts  of  the  United 
States  in  California  or  Oregon  and  in  the  district  courts  of  what  was 
then  the  Territory  of  Washington.  Apparently  courts  were  not  pro- 
vided in  Alaska  imtil  it  was  made  a  district  imder  the  act  of  May  17, 
1884.  Alaska,  in  chapter  3,  was  thus  officially  classified  by  itself, 
and  as  something  apart  from  the  organized  territories. 

Alaska  being  a  district  and  unorganized  territory,  has  required  special 
legislation  by  the  Congress.  It  has  not  at  any  time  been  erected  into 
an  organized  territory,  although  it  is  understood  that  one  or  more  bills 
were  lately  pending  in  the  Congress  for  that  purpose.  There  has  been 
no  declaration  by  the  Congress  that  it  is  an  organized  territory.  The 
organized  territories  carved  out  of  the  territory  of  the  United  States 
have  severally  been  declared  to  be  territories  and  have  been  organized 
and  empowered  to  carry  on  a  local  government.  In  neariy  all  such 
acts  the  word  "territory"  is  used  both  in  its  geographical  and  in  its 
political  sense.  The  enabling  act  of  New  Mexico,  for  example,  pro- 
vides that  "AU  that  portion  of  the  territory  of  the  United  States 
bounded  as  follows,  etc.,  is  erected  into  a  temporary  government  by 
the  name  of  the  Territory  of  New  Mexico."  The  word  thus  used  in 
both  senses  will  be  found  in  the  enabling  acts  of  other  territories. 
But  no  such  language  is  to  be  found  anywhere  with  respect  to  the 
district  of  Alaska.  While  it  is  frequently  loosely  referred  to  in  the 
statutes  as  the  territory  of  Alaska,  it  has  never  been  "erected"  into  a 
territory  or  created  or  otherwise  constituted  a  territory  of  the  United 
States  as  have  the  organized  territories.  The  act  creating  a  civil  gov- 
ernment for  it  expressly  and  in  precise  terms  designates  it  as  the 
District  of  Alaska,  and  it  is  so  designated  in  all  other  federal  legi»- 
lataon  where  accuracy  of  expression  b  required. 

In  its  enactments  Congress  has  ordinarily  maintained  the  distinction 
between  the  unorganized  and  the  organized  territories.  When  it  has 
desired  general  legislation  to  extend  to  Alaska  it  is  usual  to  find 
express  provisions  to  that  effect  differentiating  it  from  the  organized 
territories.  The  first  section  of  the  bankruptcy  act,  for  example, 
defines  the  word  "state,"  as  used  in  the  subsequent  provisions  of  the 
Bct,  as  follows;  "States  shall  include  the  territories,  the  Indian  Terri- 
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tory,  Alaska,  and  the  District  of  Columbia."  On  May  14,  1898,  the 
homestead  land  laws  of  the  United  States,  already  in  force  in  the  terri- 
tories, were  extended  to  the  ''district  of  Alaska"  (30  Stat.  L.,  409). 
As  late  as  June  6,  1900  (31  Stat.  L.,  658),  the  coal-land  laws  were 
extended  to  the  ''district  of  Alaska."  The  act  of  May  30,  1908  (35 
Stat.  L.,  554),  relating  to  the  interstate  transportation  of  explosives, 
does  not  confine  its  operation  to  the  states,  territories,  and  the 
District  of  Columbia,  but  extends  it  to  "any  state,  territory,  or 
district  of  the  United  States,"  thus  clearly  indicating  the  under- 
standing in  the  Congress  that  the  District  of  Columbia  is  not  the  only 
district  in  the  United  States. 

The  status  of  Alaska  has  been  considered  by  the  courts  in  several 
cases.  In  Steamer  CoquiUain  v.  United  StaUSj  163  U.  S.,  346,  a  pro- 
ceeding in  admiralty  had  been  brought  by  the  Qovemment  in  the  dis- 
trict court  of  Alaska  for  the  forfeiture  of  the  steamer  for  an  alleged 
violation  of  law.  A  decree  was  entered  for  the  Government  and  an 
appeal  was  prosecuted  to  the  circuit  court  of  appeals  for  the  ninth 
district;  and  the  question  was  certified  to  the  Supreme  Court  whether 
that  court  had  jurisdiction  to  entertain  an  appeal  from  a  decree  of  the 
district  court  of  Alaska.  It  was  held  that  while  it  had  no  jurisdic- 
tion in  virtue  of  its  appellate  jurisdiction  over  circuit  and  district 
courts  mentioned  in  the  act  of  March  3,  1891,  it  had  jurisdiction  in 
virtue  of  the  general  authority  conferred  by  the  fifteenth  section  of 
that  act  upon  the  circuit  court  of  appeals  to  review  the  judgment  of 
the  supreme  court  of  any  territory  assigned  to  such  circuit  by  the 
Supreme  Court  of  the  United  States.  In  its  order  of  May  11,  1891, 
Alaska  had  been  assigned  to  the  ninth  circuit.  The  court  says, 
page  352: 

Alaika  is  one  of  the  territories  of  the  United  States.  It  was  so  designated  in  that 
Qfder  and  has  always  been  so  regarded.  And  the  court  established  by  the  act  of  1884 
is  the  court  of  last  resort  within  the  limits  of  that  territory. 

In  Ramiiuesen  y.  TJ.  S.,  197  U.  8.,  516,  the  plaintiff  in  error  had 
been  indicted  for  keeping  a  disreputable  house  and  was  tried  before  a 
jury  of  six  persons.  The  result  was  a  verdict  and  judgment  from 
^diich  an  appeal  was  taken  to  the  Supreme  Court  of  the  United  States 
on  the  constitutional  objection  that  a  jury  of  six  persons  was  not  com- 
petent to  convict.  The  Attorney-General,  in  support  of  the  judg- 
ment, made  two  points: 

1.  Alaska  was  not  incwporated  into  the  United  States,  and  therefore  the  sixth 
amendment  did  not  control  Congress  in  legislating  for  Alaska. 

2.  That  even  if  Alaska  was  incorporated  into  the  United  States,  as  it  was  not  an 
<xgamsed  territory,  therefore  the  provisions  of  the  sixth  amendment  were  not  con- 
trolling on  Congress  when  legislating  for  Alaska. 
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In  discussing  the  first  point,  the  court  carefully  reviews  the  so-called 
insular  cases,  and  holds  that  Alaska  has  been  incorporated  into  and  is 
a  part  of  the  United  States.  The  second  point  gave  the  court  a  direct 
opportunity  to  hold  that  Alaska  was  an  organized  territory.  But 
when  considering  that  question,  instead  of  doing  so  it  simply  held 
that  the  Constitution  does  apply  to  Alaska,  and  therefore  a  trial  and 
conviction  upon  a  verdict  by  a  jury  of  six  was  unlawful.  Upon  that 
ground  the  judgment  was  reversed  and  a  new  trial  ordered. 

There  were  two  concurring  opinions.  The  one  by  Mr.  Justice 
Brown  is  of  interest  in  this  connection,  because  he  states  (p.  535): 

Hitherto  we  have  been  content  to  divide  our  territories  into  the  organized  and 
onor^gonized;  but  now  we  are  asked  to  introduce  a  new  classification  of  "incorpo- 
rated "  territories  without  attempting  to  define  what  shall  be  deemed  an  incorporation. 

Again,  at  page  532,  he  says: 

If  the  act  of  May  17, 1884,  providing  a  civil  government  for  Alaska  (23  Stat.  L.,  24),  be 
regarded  as  organizing  a  territory  there,  it  would  follow  that  such  terriUiry  at  once  fell 
within  Revised  Statutes,  section  1891,  and  the  Constitution  was  extended  to  it  without 
further  action.  The  first  article  declares  that  Alaska  ^  shall  constitute  a  ci\'il  and 
judicial  district,  the  government  of  which  shall  be  organized  and  administered  as 
hereinafter  provided."  Had  the  opinion  treated  the  territory  as  organized  under 
this  act,  1  should  not  have  dissented  from  this  view,  since  section  1891  would  have 
applied  to  it. 

It  is  evident  therefore  that  Mr.  Justice  Brown  understood  the  deci- 
sion of  the  court  to  hold  that  Alaska  had  been  incorporated  into  the 
United  States,  but  that  it  was  not  an  organized  territory.  And  a  read- 
ing of  the  opinion  seems  fully  to  justify  that  view.  Under  section 
1891,  to  which  Mr.  Justice  Brown  refers,  it  is  provided  that  **The 
Constitution  and  all  laws  of  the  United  States  which  are  not  locally 
inapplicable  shall  have  the  same  force  and  effect  within  all  the  organ- 
ized territories  and  in  every  territory  hereafter  organized  as  elsewhere 
within  the  United  States."  Had  the  court  been  of  the  opinion  that 
Alaska  was  an  organized  territory,  an  announcement  to  that  effect 
would  have  disposed  of  the  question  raised  on  the  argument  by  the 
Attorney-General  without  other  discussion  than  a  reference  to  that 
section  of  the  Revised  Statutes. 

The  distinction  between  an  organized  and  an  unorganized  territory 
is  one  that  has  been  commonly  understood  in  the  public  mind.  The 
special  point  separating  the  one  from  the  other  is  the  existence  or  non- 
existence of  a  local  legislature.  If  it  has  a  legislature,  it  is  then  a 
local  territorial  government  and  is  to  be  classified  with  the  organized 
territories.  If  it  has  no  legislature,  it  is  simply  a  part  of  the  unor- 
ganized territory  of  the  United  States  with  the  Congress  as  its  legis- 
lature and  guardian.  It  is  not  in  such  case  a  local  territorial  govern- 
ment.   As  indicating  this  general  popular  imderstanding  of  the  matter 

19  L  C.  O.  Bep. 


Digitized  by 


Google 


JTJBISDIOnON  IK  ALASKA.  89 

it  is  not  without  interest  to  observe  that  in  the  Century  Dictionary  a 
territory  is  defined  as  follows  (vol.  8,  p.  6248): 

In  the  United  States,  an  oiganized  division  of  the  country  not  admitted  to  the 
complete  rights  of  statehood.  Its  govenmient  is  conducted  by  a  governor,  judges, 
and  other  officers  appointed  from  Washington,  aided  by  a  territorial  legislature, 
•  *  *  There  are  now  (1898)  three  organized  territories,  New  Mexico,  Arizona, 
and  Oklahoma,  and  there  are  also  two  imorganized  territories,  the  Indian  Territory 
and  Alaska. 

In  Webster's  Dictionary  the  definition  is  given  in  this  language: 

In  the  United  States,  a  portion  of  the  country  not  included  within  the  limits  of 
any  state,  and  not  yet  admitted  into  the  Union  as  a  state,  but  organized  with  a  separate 
legislature,  under  a  territorial  governor  and  other  officers  appointed  by  the  President 
and  Senate  of  the  United  States. 

This  view  has  found  very  clear  expression  in  one  or  two  adjudicated 
cases.  In  Ex  Parte  Morgan,  20  Fed.  Rep.,  305,  the  word  '^territory  " 
as  used  in  the  laws  of  the  United  States  has  been  judicially  defined  as 
follows: 

A  territory,  under  the  Constitution  and  laws  of  the  United  States,  is  an  inchoate 
state,  a  portion  of  the  country  not  included  within  the  limits  of  any  state,  and  not 
yet  admitted  into  the  Union  as  »  state,  but  organized  under  the  laws  of  Congress, 
with  a  separate  legislature,  under  a  territorial  governor  and  other  officers  appointed  by 
the  President  and  Senate  of  the  United  States. 

In  In  re  Lane,  135  U.  S.,  443,  the  defendant  had  been  indicted  and 
convicted  for  rape  under  a  federal  statute  providing  that  any  person 
committing  that  offense  ''in  the  District  of  Columbia  or  other  places, 
except  the  territories,  over  which  the  United  States  has  exclusive  juris- 
diction, shall  be  guilty  of  a  felony."  The  offense  was  committed  in 
Oklahoma,  then  a  part  of  what  was  known  as  "Indian  Territory." 
The  defendant  contended  that  Indian  Territory  was  a  territory  within 
the  exception  of  the  statute  above  mentioned,  and  that  his  convic- 
tion under  that  statute  was  therefore  erroneous,  because  the  statute 
did  not  apply  in  the  territories.  The  Supreme  Court,  in  disposing  of 
the  contention,  uses  language  that  seems  to  control  our  disposition  of 
this  question: 

Bat  we  think  the  words  "except  the  territories"  have  reference  exclusively  to 
that  system  of  organized  government  long  existing  within  the  United  States,  by 
which  certain  regions  of  the  country  have  been  erected  into  civil  governments. 
These  governments  have  an  executive,  a  legislaHve,  and  a  judicial  system.  They 
have  the  powers  which  aU  these  departments  of  government  have  exercised,  which 
are  conferred  upon  them  by  act  of  Congress,  and  their  legislative  acts  are  subject  to 
the  disapproval  of  the  Congress  of  the  United  States. 

They  are  not  in  any  sense  independent  governments;  they  have  no  Senators  in 
Congress  and  no  Representatives  in  the  lower  House  of  that  body,  except  what  are 
called  Delegates,  with  limited  functions.  Yet  they  exercise  nearly  all  the  powers  of 
government,  under  what  are  generaUy  called  organic  acts,  passed  by  Congress,  con- 
ferring such  powers  on  them.    It  is  this  class  of  governments,  long  bnovm  by  the  name 
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^Uniionn,  ihMi  the  act  of  OongreB  excepts  from  the  opentioQ  of  this  statute,  while 
it  extends  it  to  ell  other  pieces  over  which  the  United  States  have  exclusive 
Jurisdiction. 

Oklahoma  was  not  of  this  class  of  territories.  It  had  no  legislative  body.  It  had 
no  government.  It  had  no  established  or  organized  system  of  government  for  the 
control  of  the  people  widiin  its  limits,  a$  the  Urritonei  of  the  United  Statee  have  and 
ahoaife  have  had.  We  are  therefore  of  the  opinion  that  the  objection  taken  on  this 
point  by  the  counsel  for  prisoner  is  unsound. 

That  case  judicially  determines  that  a  law  passed  by  the  Congress  of 
the  United  States,  which  excludes  all  territories  of  the  United  States 
from  its  operation,  did  not  exclude  the  so-called  Indian  Territory, 
which  at  that  time  had  no  organized  form  of  territorial  goyemment 
embracing  a  legislatiye  assembly.  It  was  not  therefore  a  territory  of 
the  United  States.  When  subsequently  organized  into  a  territory 
under  the  act  of  May  2, 1890  (26  Stat.  L.,  81),  the  language  used  was 
''That  all  that  part  of  the  United  States,  etc.,  is  hereby  erected  into 
a  temporary  goyemment  by  the  name  of  Territory  of  Oklahoma." 
It  was  then  giyen  a  local  legislature  and  became  an  organized  terri- 
tory— a  territory  of  the  United  States.  Had  such  a  declaration  by 
the  Congress  been  made  prior  to  the  defendant's  indictment  and 
conyiction,  his  claim  of  the  benefit  of  the  exception  of  the  statute 
would  undoubtedly  haye  been  successful. 

Under  our  system  there  are  three  traditional  stages  of  goyemment 
for  the  territory  of  the  United  States:  First,  where  there  is  no  local 
legislature  or  other  local  authority  except  a  goyemor  and  other  officials 
appointed  by  the  President  and  confirmed  by  the  Senate.  In  such  cases 
the  Congress  legislates  for  the  conmiunity,  and  there  is  no  local  self- 
goyemment  in  which  the  people  participate.  Second,  where  by  rea- 
son of  its  growth  in  population  and  the  general  progress  of  the  people 
in  intelligence  and  commerce  Congress  deems  a  circumscribed  portion 
of  the  territory  of  the  United  States  to  be  capable  of  local  self-goyem- 
ment  and  has  accorded  to  it  the  usual  and  ordinary  form  of  territorial 
goyemment.  The  tiiird  stage  of  goyemment  for  the  territory  of  the 
United  States  is  when  a  regularly  established  territory  has  so  far  pro- 
gressed in  population,  education,  and  conmiercial  importance  as  to 
be  entitled  to  admission  into  the  Union  as  a  state. 

It  is  undoubtedly  true  that  the  Congress,  haying  plenary  authority 
in  the  goyemment  of  the  territory  of  the  United  States,  may  in  its 
wisdom  establish  such  form  of  goyemment  as  it  may  desire  for  terri- 
tory of  the  United  States  embraced  within  defined  boundaries.  But 
according  to  national  traditions  in  respect  to  such  matters  the  usual 
and  ordinary  form  of  goyemment  for  a  territory  of  the  United  States 
inyolyes  the  establishment  of  a  local  legislature.  And  successiyely 
the  seyeral  regularly  established  territories  which  haye  now  become 
states  or  still  exist  as  territories  of  the  United  States  haye  been 
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"erected '*  by  the  Congress  into  territories  by  giving  them  local  self- 
goyenunent,  the  best  expression  of  which  under  our  system  of  govern- 
ment is  a  local  legislature.  That  feature  of  local  government  is  the 
basis  which  the  Congress  has  established  for  itself  by  general  law  for 
the  organization  of  a  territory  of  the  United  States  in  the  sense  in 
which  that  phrase  is  commonly  used.  In  section  1846,  Chapter  I, 
Title  XXm,  of  the  Revised  Statutes  it  is  provided  that  "The  legis- 
lative power  in  each  territory  shaU  be  vested  in  the  governor  and  a 
legislative  assembly."  The  qualifications  of  its  members,  their  terms 
of  office,  their  salaries,  the  method  and  term  of  their  &8t  election, 
are  prescribed  in  the  sections  that  follow.  After  the  first  election, 
as  is  provided  in  section  1848,  ''The  time,  place,  and  manner  of  hold- 
ing elections  by  the  people  in  any  newly  created  territory,  as  well  as 
of  holding  all  such  elections  in  territories  now  organized,  shall  be  pre- 
scribed by  the  laws  of  each  territory."  And  section  1851  provides 
that  the  legislative  power  of  every  territory  "shall  extend  to  all  right- 
ful subjects  of  legislation  not  inconsistent  with  the  Constitution  and 
awB  of  the  United  States." 

While  the  several  acts  creating  the  several  territories  may  have 
included  special  provisions  in  conflict  with  these  general  provisions, 
the  underlying  principle  upon  which  the  government  in  each  regularly 
established  territory  has  been  based  is  a  legislative  assembly  by  whidi 
the  people  may  work  out  their  own  policies,  and  have  the  opportunity, 
in  the  conduct  of  an  elective  and  representative  form  of  government, 
to  prepare  themselves  for  future  statehood.  A  territory  thus  organized 
has  a  political  dignity  that  does  not  belong  to  the  first  stage  of  gov- 
ernment to  which  we  have  alluded.  That  form  of  government  for 
the  so-called  organized  territories  has  long  been  well  understood  in 
this  country.  It  is  that  form  of  organized  territorial  government 
that  the  people  of  the  district  of  Alaska  have  been  demanding  in  the 
bills  that  have  been  presented  to  the  Congress  during  the  la^t  few 
years  for  the  purpose  of  erecting  Alaska  into  a  territory  of  the  United 
SUtes. 

'Die  distinction  between  a  territory  of  the  United  States  and  the 
territory  of  the  United  States  is  well  established  and  has  been  consist- 
ently maintained  in  our  legislative  history  wherever  accuracy  of 
expression  is  observed  in  the  statutes.  A  recent  instance  is  found  in 
the  new  penal  code  embodied  in  an  act  entitled  "An  act  to  codify, 
revise,  and  amend  the  penal  laws  of  the  United  States, "  approved 
March  4, 1909.  In  chapter  3,  for  example,  there  is  a  clear  indication 
of  the  legislative  understanding  that  the  District  of  Columbia  b  not 
our  only  district.  It  is  there  provided  that  certain  acts  when  com- 
mitted in  "any  state,  territory,  or  district"  shall  be  punishable  by 
certain  designated  fines  or  terms  of  imprisonment,    lliis  distinction 
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between  a  territory  and  a  district  is  again  made  in  chapter  9  of  the 
same  code.  In  this  strict  and  more  accurate  sense  are  the  words 
''territory  of  the  United  States"  used  in  the  first  section  of  the 
amended  act  to  regulate  commerce.  Alaska  is  still  inhabited  to  a  con- 
siderable extent  geographically  by  the  Eskiqio  and  Indian  tribes.  lis 
white  population,  considering  the  area  of  the  country,  is  extremely 
small.  So  far  the  Congress  has  not  considered  its  population  suffi- 
ciently stable  and  homogeneous  to  maintain  and  support  a  local  self- 
government.  The  Congress  therefore  continues  to  legislate  for  the 
people  of  Alaska  and  has  not  deemed  it  wise  to  accord  to  them  the 
dignity  of  the  second  stage  of  progress  toward  statehood  by  making 
Alaska  a  territory  of  the  United  States.  By  statute  that  part  of  the 
public  territory  has  been  made  the  district  of  Alaska,  and  a  govern- 
ment has  been  organized  for  it  without  a  legislative  assembly  and  in  a 
form  that  differs  Uttle  except  in  details  from  the  government  of  the 
District  of  Columbia.  The  question  then  is  whether  this  Commission 
may  now  deal  with  it  as  a  territory  of  the  United  States.  The  Dis- 
trict of  Columbia  has  been  expressly  named  in  the  act  to  regulate 
commerce.  Shall  the  District  of  Alaska  be  brought  within  its  pro- 
visions by  mere  construction  ? 

Reference  has  been  made  to  Binns  v.  United  States j  194  U.  S.,  486, 
as  conclusive  authority  for  the  proposition  that  Alaska  is  technically 
an  organized  territory.  In  the  special  sense  in  which  it  is  so  referred 
to  in  that  case  Alaska  is  organized,  for  it  has  a  governor  and  other 
officials  and  a  system  of  laws.  But  that  it  is  not  a  territory  of  the 
United  States  regularly  organized,  either  in  the  traditional  or  in  the 
sense  in  which  that  phrase  is  used  in  the  act  to  regulate  commerce, 
seems  to  be  clear.  The  people  of  Alaska  do  not  participate  either  in 
the  making  of  the  laws  under  which  they  live  or  in  the  selection  of 
the  several  officials  by  whom  those  laws  are  enforced.  They  enjoy 
no  semblance  of  the  local  self-government  that  is  characteristic  of  the 
regularly  organized  territories  as  commonly  understood. 

There  is  much  looseness  of  expression,  as  heretofore  stated,  in  the 
legislation  concerning  Alaska.  For  this  reason  the  cases  in  which  its 
political  status  has  been  judicially  considered  must  be  examined  in 
the  light  of  the  particular  statutes  to  wliich  they  relate.  In  the  case 
last  mentioned  the  question  at  issue  arose  under  an  act  of  Congress  pro- 
viding a  penal  code  for  what  the  act  itself  refers  to  as  the  district  of 
Alaska.  Section  460  of  Title  II  provided  that  any  person  or  persons 
"prosecuting  or  attempting  to  prosecute  any  of  the  following  lines  of 
business  within  the  district  of  Alaska  shall  first  apply  for  and  obtain 
a  license  so  to  do.''  Subsequent  provisions  established  penalties  for 
the  failure  to  comply  with  the  terms  of  that  section.  The  plaintiff 
in  error  was  convicted  and,  on  writ  of  error  to  the  Supreme  Court 
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of  the  United  States  for  a  review  of  the  record,  the  question  before 
the  court  was  whether  under  Article  I  of  section  8  of  the  Constitu- 
tion, providing  that  all  duties,  imposts,  and  excises  shall  be  uniform 
throughout  the  United  States,  Alaska  was  to  be  deemed  a  territory. 
In  the  penal  code,  as  in  other  statutes,  Alaska  is  sometimes  loosely 
referred  to  as  a  territory,  but  throughout  the  code,  where  accuracy  is 
required,  it  is  referred  to  as  the  district  of  Alaska. 

In  its  opinion  the  court  calls  attention  to  the  fact  that  the  Congress 
has  plenary  authority,  except  as  restrained  by  the  Constitution,  in  all 
the  territory  of  the  United  States,  and  that  the  form  of  government 
for  different  parts  of  the  territory  need  not  necessarily  be  the  same. 
It  says,  as  we  understand  the  force  and  eflFect  of  the  opinion,  that 
Alaska  is  an  organized  territory  as  fully  as  the  District  of  Columbia 
though  having  a  different  form  of  government.  And  so  it  is. 
Alaska  in  |;hat  broad  sense  is  a  territory,  and  it  has  a  form  of  gov- 
ernment. It  is  therefore  an  organized  territory  in  the  same  broad 
sense.  But  its  organic  act,  the  statute  under  which  its  government 
was  organized,  differentiates  it  from  the  regularly  oi^anized  territo- 
ries as  fully  and  completely  as  the  District  of  Columbia  differs  from 
the  regularly  organized  territories.  Under  that  act  there  was  created 
for  the  territory  within  the  boundaries  of  the  cession  from  Russia  *'a 
civil  and  judicial  district  to  be  known  as  the  district  of  Alaska.''  It 
is,  therefore,  a  ** district"  and  not  a  ''territory  of  the  United  States," 
just  as  completely  as  the  District  of  Columbia  is  a  district  and  not  a 
territory  in  the  accurate  sense  that  must  be  assigned  historically  to 
that  phrase.  In  other  words,  Alaska  is  a  district,  although  when 
certain  statutes  have  been  under  consideration  the  Supreme  Court 
of  the  United  States  has  also  held  it  to  be  a  territory. 

The  act  to  regulate  commerce  as  amended  applies  its  provisions  to 
carriers  engaged  in  the  transportation  of  passengers  or  property 
"from  one  state  or  territory  of  the  United  States  or  the  District  of 
Columbia  to  any  other  state  or  territory  of  the  United  States  or  the 
District  of  Columbia."  Certainly  the  ruling  in  Binns  v.  United 
States,  eupraj  which,  as  we  understand  it,  deals  with  the  District  of 
Alaska  as  analogous  to  the  District  of  Columbia,  except  in  the  details 
of  its  form  of  government,  does  not  permit  this  Commission,  when 
considering  a  statute  that  includes  the  District  of  Columbia  by  express 
reference,  to  include  the  District  of  Alaska  within  its  provisions  by 
mere  construction. 

While  it  has  long  been  the  tendency  of  courts,  in  the  interest  of 
justice,  to  enlarge  their  jurisdiction  by  construction  in  cases  of  rea- 
sonable doubt,  a  similar  course  on  the  part  of  an  administrative  or 
quasi  legislative  body  such  as  this  Commission  is,  would  be  of  ques- 
tionable propriety.    Being  a  special  tribunal,  we  ought  not  in  any 
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event  to  enlarge  our  territorial  jurisdiction  by  intendment,  but  ouf^t 
to  exercise  our  powers  only  under  the  clearly  expressed  authority  of 
the  statute;  and  this  principle  applies  here  with  special  if  not  con- 
trolling force  in  view  of  the  fact  that  under  the  act  of  May  14, 1898, 
the  power  to  regulate  the  rates  of  railroads  in  Alaska  was  conferred 
upon  another  branch  of  the  government.  In  section  2  of  that  act  it 
is  provided: 

Tliat  all  charges  tot  the  transportatioii  of  freight  and  paasengen  on  ndlroada  in 
the  district  of  Alaska  shall  be  printed  and  posted  as  required  by  secti<m  six  of  an  act 
to  regulate  commerce  as  amended  on  March  second,  eighteen  hundred  and  eighty-nine^ 
and  sudi,  rata  ihall  be  tubjeet  to  revition  and  mod\fic(UUm  bff  the  Setntarjf  of  the  InUrior, 

With  respect  to  the  matter  of  the  carriage  of  passengers  and  prop- 
erty by  railroad,  the  subject-matter  of  the  law  administered  by  tUs 
Commission,  the  Congress  has  here  directed  in  express  and  precise 
terms  that  the  rates  for  such  transportation  within  the  ^  district  of 
Alaska  6hall  be  subject  to  regulation  by  one  of  the  executive  depart- 
ments of  Qovemment.  Although  the  Interstate  Commerce  Com- 
mission had  then  been  in  existence  for  more  than  ten  years,  and 
special  reference  is  made  in  the  section  above  quoted  to  the  act  under 
die  authority  of  which  it  performs  its  duties,  the  power  to  revise 
freight  and  passenger  rates  in  the  ''district  of  Alaska''  was  neverthe- 
less vested  in  the  Secretary  of  the  Interior,  and  as  we  understand  it  has 
been  exercised  by  that  department.  Even  though  Alaska  has  been 
loosely  referred  to  in  some  statutes  as  a  territory,  and  has  been  said  by 
the  Supreme  Court  of  the  United  States  to  be  a  territory  as  that  word  is 
used  in  some  acts,  nevertheless  with  respect  to  the  matter  of  transpor- 
tation the  Congress  here  in  express  terms  defines  it  as  the  district  of 
Alaska,  and  that  is  undoubtedly  its  official  status  and  designation. 
Under  these  circumstances,  and  without  some  more  definite  warrant  in 
the  law  than  we  have  been  able  to  find  for  holding  that  the  district  of 
Alaska  is  a  territory  of  the  United  States  within  the  meaning  of  sec- 
tion 1  of  the  act,  we  are  unable  to  reach  the  conclusion  that  the 
power  to  revise  and  modify  the  rates  of  carriers  by  rail  in  the  dis- 
trict of  Alaska  has  been  withdrawn  from  the  Secretary  of  the  Interior 
and  now  vests  in  this  Commission.  Tlie  act  is  supported  and  given 
vigor  and  efficiency  by  numerous  penal  provisions  intended  to  secure 
obedience  and  to  make  it  capable  of  real  enforcement.  Lake  other 
criminal  laws  these  provisions  will  be  strictly  construed  by  the 
courts,  and  confusion  will  necessarily  attend  any  effort  on  our  part 
to  assert  jurisdiction  where  it  is  not  clearly  conferred  upon  the 
Commission. 

We  therefore  hold  that  we  have  no  jurisdiction  in  the  district  of 
Alaska  under  the  act  to  regulate  oonmierce,  as  amended,  and  in  reach- 
ing this  conclusion  we  are  not  unmindful  of  the  fact  that  the  Congress 
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may  readily  confer  that  power  upon  us  under  dear  proTiaion  of  law,  if 
that  has  been  or  is  now  its  desire. 

ClemsntSi  (hrMMMMner^  dissenting: 

I  am  unable  to  concur  in  the  majority  opinion  in  Tiew  of  sereral 
holdings  of  the  Supreme  Court,  which  I  am  convinced  are  diamet- 
rically opposed  to  Uie  conclusions  stated. 

In  Birms  v.  TJmUi  States,  194  U.  S.,  486,  the  Supreme  Court  said: 

It  hftd  been  theretofore  held  by  this  court  in  steamer  CoquiUam  t.  Uniied  8taU9^ 
163  U.S.,  346-362,  that  *<AlAskaiB  one  of  the  territoriee  of  the  United  States.  •  •  «*» 
Nor  eatnUhe  doubted  that  itiion  organized  territory,  for  the  act  of  May  17,  1884  (28 
Stat.,  24),  entitled  "An  act  providing  a  civil  government  for  Alaska,"  provided  "that 
the  territory  ceded  to  the  United  States  by  Russia  by  the  treaty  of  March  30, 1867,  and 
known  as  Alaska,  shall  constitute  a  civil  and  judicial  district,  Uie  government  of  which 
shaU  be  organized  and  admimstered  as  hereinafter  provided.    *    *    *" 

It  must  be  remembered  that  Congress,  in  the  government  of  the  tenitories  as  well 
as  of  the  District  of  Columbia,  has  plenary  power,  save  as  controlled  by  the  provi* 
nons  of  the  Constitution;  that  the  form  of  government  it  shall  establidi  is  not  pre- 
scribed, and  may  not  necessarily  be  the  same  in  all  the  territories.  We  are  accns» 
tomed  to  that  generaUy  adopted  for  the  territories,  of  a  quasi  state  government,  with 
executive,  legislative,  and  judicial  officers  and  a  legislature  ^endowed  with  the  power 
ol  local  taxation  and  local  expenditures,  but  Congress  is  not  limited  to  this  fwm.  In 
the  District  of  Columbia  it  has  adopted  a  different  mode  of  government,  and  in  Alaska 
still  another.  It  may  legislate  directly  in  respect  to  the  local  afEairs  of  a  territory  or 
transfer  the  power  of  such  legislation  to  a  legislature  elected  by  the  citizens  of  the 
territory.  It  has  provided  in  the  District  of  Columbia  for  a  board  of  three  commit- 
aioners,  who  are  the  controlling  officers  of  the  district.  It  may  intrust  to  them  a  large 
volume  of  legislative  power  or  it  may  by  direct  legislation  crsate  the  whole  body  of 
statutory  law  applicable  thereto.  For  Alaska  Ccmgrees  has  established  a  government 
of  a  different  form.  It  has  provided  no  legislative  body,  but  only  executive  and 
judicial  officers.  It  has  enacted  a  penal  and  civil  code,  having  crsated  no  legislatave 
body  and  provided  for  no  local  legislation  in  respect  to  the  matter  of  revenue;  it  has 
established  a  revenue  system  of  its  own,  applicable  alone  to  that  territory. 

Much  emphasis  is  laid  upon  the  fact  that  Alaska  is  not  provided 
with  a  separate  legislative  assembly,  and  this  is  conceded  to  be  the 
only  other  essential  element  necessary  to  constitute  Alaska  "an  organ- 
ized territory."  I  think  it  clear  from  the  language  used  in  Binna  y. 
United  States,  supra,  that  this  is  not  essential  to  the  status  of  "  a  terri- 
tory/' And  to  the  same  effect  is  Natianal  Batik  y.  County  of  Yankton, 
101.  U  S.,  129,  in  which  the  court  said: 

The  territories  are  but  political  subdivisions  of  the  outljring  dominion  of  the  United 
States.  Their  relation  to  the  General  Government  is  much  the  same  as  that  whidi 
counties  bear  to  the  respective  states,  and  Congress  may  legislate  for  them  as  a  state 
does  for  its  municipal  organisations.    *    *    • 

Congress  may  not  only  abrogate  laws  of  territorial  l^gisbtorsi,  hut  U  wioy  iieel/leffi^ 
taU  directly  for  the  local  ffovffnmeni,  •  •  •  In  other  wofdi,  it  has  loll  and  complete 
legislative  authority  over  the  people  of  the  tenitoriei  and  all  the  departments  of  the 
territorial  governments.  It  may  do  for  the  territoriei  what  the  people  under  the 
Constitution  of  the  United  States  may  do  for  the  i 
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Let  US  consider  what  the  word  ''organize"  means.  The  Century 
Dictionary  and  Cyclopedia  defines  the  word: 

In  general,  to  form  into  a  whole  consisting  of  interdependent  parts;  coordinate  the 
parts  of;  systematize;  arrange  according  to  a  uniform  plan  or  for  a  given  purpose; 
provide  with  a  definite  structure  or  constitution.    Order. 

What  is  an  organic  act  ?  Simply  an  act  prescribing  and  describing 
the  limits  of  a  territory,  providing  a  government  therefor,  and  usually 
ending  with  the  words  "is  erected  into  a  temporary  government  by 
the  name  of  the  Territory  of  Utah,"  etc. 

No  matter  what  the  act  of  May  17,  1884,  was  called  by  Congress, 
whether  its  title  was  the  "organic  act"  relating  to  Alaska,  or  some 
other,  what  did  that  act  accomplish?  That  is  the  question  upon 
which  the  status  of  Alaska  is  dependent.  The  answer  is  contained 
in  a  clause  of  the  first  section:  "The  government  of  which  shall  be 
organised  and  administered  as  hereinafter  provided,"  and  that  act 
proceeded  accordingly  to  organize  as  complete  a  system  of  govern- 
ment, the  parts  of  which  were  "coordinated"  and  "systematized" 
and  arranged  accordingly  to  as  "uniform  a  plan"  and  for  as  "defi- 
nite a  purpose"  as  was  or  is  any  territorial  government  of  the  United 
States.  And  by  the  act  of  June  6,  1900,  31  Stat.,  321,  Congreaa 
amplified  and  permanently  established  the  civil  government  for 
Alaska.  It  was  not  necessary  to  prescribe  the  limits  of  the  territory 
of  Alaska  in  either  of  these  acts — that  had  already  been  done  in  the 
treaty  with  Russia;  it  was  simply  necessary  to  give  it  such  system 
of  government  as  seemed  best  to  Congress,  and  it  was  thereupon 
organized  as  a  territorial  government  just  as  much  as  though  Con- 
gress had  said  in  so  many  words:  "This  shall  hereafter  be  known 
as  the  organized  territory  of  Alaska,"  and  prescribed  the  limits  of 
said  territory  by  metes  and  bounds. 

Usually  there  is  a  section  of  the  so-called  organic  acts,  imder  the 
head  '^ legislative  power,"  providing  'Hhat  the  legislative  power  and 
authority  of  said  territory  shall  be  vested  in  the  governor  and  legis- 
lative assembly,"  but  this  feature  is  essentially  a  matter  of  discretion 
with  Congress,  which  the  courts  have  said  may  organize  a  territorial 
government  as  it  sees  fit,  and  the  omission  to  provide  a  separate  legis- 
lative assembly  for  Alaska  in  no  way  alters  its  status  as  a  territory 
with  a  completely  organized  system  of  government,  with  executive, 
legislative,  and  judicial  functions,  since  Congress  acts  for  Alaska  in  the 
place  and  stead  of  a  local  legislative  assembly,  as  the  courts  have 
repeatedly  held  that  that  body  may  do. 

For  these  reasons,  I  am  unable  to  find  any  authority  for  the  conten- 
tion that  the  word ' ' organized, "  as  used  in  connection  with  a  territory, 
necessarily  signifies  the  existence  of  a  separate  legislative  assembly. 
Tlie  language  of  the  courts  and  of  the  statutes  does  not  point  to  that 
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meaning,  and  certainly  the  common  use  of  the  word  ''organize  "  doesnot 
aosignify.  Whether  its  legislature  be  the  Congress  of  the  United  States, 
acting  for  that  territory  directly,  or  a  local  assembly  peculiar  to  the 
body  politic  of  Alaska — ^if  the  legislative  functions  are  exercised  and 
all  the  other  elements  of  government  are  there — an  organized  terri- 
torial government  exists. 

In  United  SUUes  v.  Eazama,  118  U.  S.,  379-380,  the  Supreme  Ck>urt 
says: 

The  territorial  govemmentB  owe  all  their  powers  to  the  statutes  of  the  United  States 
conferring  on  them  the  powers  which  they  exercise,  and  which  are  liable  to  be  with 
drawn,  modified  or  repealed  at  any  time  by  Congress. 

Now,  since  Congress  can  at  any  time  withdraw,  modify,  or  repeal 
any  of  the  powers  or  functions  which  a  territorial  government  exer- 
cises, it  would  be  competent  for  Congress  to  abolish  altogether  the 
local  legislative  assembly  in  any  existing  organized  territory.  Sup- 
pose Congress  in  the  exercise  of  its  power  should  withdraw  from  New 
Mexico  its  assembly  and  should  itself  proceed  to  act  directly  as  the 
sole  legislature  for  that  territory,  without  the  intervention  of  any 
agency,  leaving  the  governor,  judiciary,  and  all  the  other  elements  of 
government  untouched.  Would  this  alter  the  status  of  New  Mexico 
as  an  organized  territory,  revert  it  back  to  the  status  of  an  unorgan- 
ized territory,  and  thus,  ipsofactOf  cut  off  the  application  of  the  act  to 
regulate  commerce  therein  ?  It  seems  clear  to  me  that  such  a  result 
would  not  follow.  Such  action  on  the  part  of  Congress  certainly 
would  not  disorganize  the  government  there  because  it  would  be  just 
as  completely  organized  with  Congress  acting  as  the  local  legislature  as 
it  is  with  a  separate  and  independent  legislative  assembly. 

It  is  contended  that  the  several  acts  of  Congress  by  the  frequency 
with  which  they  designate  Alaska  as  the  "district  of  Alaska''  indicate 
that  Congress  does  not  regard  it  as  a  territory.  But  it  will  be  found 
that  the  designation  "  territory  of  Alaska''  is  more  frequently  used,  and 
that  the  instances  in  which  it  is  used  are  significant  that  Congress  in- 
tends to  designate  Alaska  as  a  territory  when  speaking  of  it  as  a  polit- 
ical unit,,  whereas  the  term  ''district"  is  used  to  refer  to  it  as  a 
"judicial  district,"  a  "customs-collection  district,"  or  as  a  "land-oflSce 
district"  of  Alaska.  For  example,  the  act  of  May  17, 1884,  was  mainly 
devoted  to  the  creation  of  a  "judicial  district,"  to  extend  the  terri- 
torial district  courts  to  Alaska  to  create  a  land-office  "  district,"  and  to 
extend  the  land  laws  in  a  limited  way  to  Alaska,  and  without  accu- 
rately differentiating  between  tiie  designation  "territory  of  Alaska" 
as  theretofore  fixed  by  sections  1956-1957  of  the  Revised  Statutes, 
1878,  and  the  term  "district  of  Alaska,"  the  latter  term  was  used  in 
the  act  of  1884  to  designate  the  extent  of  the"  judicial  district"  and 
the  "land-office  district"  of  Alaska.    In  the  systematic  oiganization 
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of  New  Mexico  and  every  other  territory,  as  well  as  Alaska  territory, 
each  of  these  "districts"  exists,  and  their  existence  has  never  here- 
tofore been  supposed  to  abolish  the  political  organization  known  as 
the  ''territory."  When  Congress  has  been  called  upon  to  legislate 
for  the  political  organization  of  Alaska,  it  has  used  the  usual  political 
name  and  called  it  the  ''territory  of  Alaska."  For  example,  the  act 
of  June,  1896  (29  Stat.  L.,  267),  providing  for  the  payment  of  clerk 
hire  in  the  executive  departments  ♦  *  *,  "  Ib  hereby  extended 
to  include  the  territories  of  Alaska  and  Oklahoma."  In  the  act  of 
May  14,  1898,  conferring  jurisdiction  upon  the  Secretary  of  the 
Interior  to  regulate  rates  in  Alaska,  the  term  "district"  b  applied  to 
Alaska,  but  this  is  simply  in  harmony  with  the  use  of  that  term  by 
Congress,  for  the  main  piu*pose  of  this  act  was  to  extend  the  home* 
stead  laws  to  Alaska,  and,  as  has  abeady  been  stated,  Alaska  is  con- 
cededly  a  land-office  district. 

It  seems  clear  to  me  that  Congress  has  expressly  recognized  the 
status  of  Alaska  as  a  territory,  subsequent  to  this  act  of  May  14, 1898| 
by  providing,  under  date  of  May  7,  1906,  for  the  election  of  a  Dele- 
gate to  the  House  of  Representatives  from  the  territory  of  Alaska. 
Section  1862,  United  States  Revised  Statutes,  1878,  provides  that 
"Every  territory  shall  have  the  right  to  send  a  Delegate  to  the  House 
of  Representatives  of  the  United  States,  to  serve  during  each  Con- 
gress, who  shall  be  elected  by  the  voters  in  the  territory  *  *  *." 
It  may  be  conceded  that  Congress  has  power  to  make  an  exception 
to  this  general  legislative  rule,  but  since  May  7,  1906,  the  rule  has 
been  extended  to  the  territory  of  Alaska,  and  in  passing  the  act  of 
that  date,  providing  for  a  Delegate  from  the  "territory  of  Alaska," 
the  biU  was  expressly  amended  so  as  to  use  that  designation  instead 
of  "district  of  Alaska,"  as  first  appearing  in  the  title  thereof. 

It  may  also  be  remarked  that  Alaska,  "as  a  territory,"  has  been 
held  to  be  entitled  to  the  appointment  of  cadets  to  the  Military 
Academy  in  an  opinion  by  the  Judge-Advocate-General  of  the  United 
States,  which  was  approved  by  the  President.  So  that  every  depart- 
ment of  the  Government,  executive,  legislative,  and  judicial,  has  held 
Alaska  to  be  a  territory  of  the  United  States.  Not  a  single  court  or 
department  of  the  Government  has  declared  the  political  status  of 
Alaska  to  be  that  of  a  district,  and  the  Commission  in  deciding  that 
Alaska  is  not  a  "  territory  "  repudiates  precedents  established  not  only 
by  the  Supreme  Court,  but  by  every  branch  of  the  Federal  Gov- 
ernment. 

I  fully  agree  that,  as  stated  in  the  majority  report,  "The  distinction 
between  a  terrttcry  of  the  United  States  and  the  territory  of  the  United 
States  is  well  established  and  has  been  consistently  maintained  in  our 
legiBlative  history  wherever  accuracy  of  expression  is  observed  in  the 
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statutes. "  Accepting  this  pertinent  observation  as  correct,  the  delib- 
erate and  accurate  legislative  expression  declaring  that  the  act  of  June, 
1896,  ''is  hereby  extended  to  include  the  territories  of  Alaska  and  Okla- 
homa/' each  of  these  is  beyond  question  recognized  as  "a  territory  of 
the  United  States."  To  the  same  effect  also  is  the  accurate,  unquali- 
fied, and  authoritative  declaration  of  the  Supreme  Court  in  the  Binna 
easty  that  "Alaska  is  one  of  the  territories  of  the  United  States." 

The  deliberate  and  discriminating  use  by  Congress  of  the  words 
"district"  and  "territory"  in  the  act  approved  May  7,  1906,  is  most 
significant  as  to  its  understanding  of  the  status  of  Alaska.  The  title 
of  that  act  is  as  follows:  "An  act  providing  for  the  election  of  a  dele- 
gate to  the  House  of  Representatives  from  the  territory  of  Alaska." 
The  record  shows  that  the  Senate  having  passed  a  bill  providing  for 
the  election  of  a  delegate  to  the  House  of  Representatives  from  the 
"district  of  Alaska"  and  the  House  having  amended  the  same  by 
inserting  the  word  "territory"  in  lieu  of  the  word  "district"  the  bill 
was  considered  in  conference.  The  report  of  the  managers  on  the 
part  of  the  respective  houses  was  submitted  and  agreed  to,  with  the 
result  that  the  words  "territory  of  Alaska"  were  substituted  for 
"district  of  Alaska"  in  the  enacting  clause  and  elsewhere  where  the 
whole  domain  of  Alaska  was  referred  to. 

The  Court  of  Claims  in  the  case  of  Grigsby  v.  United  States,  43 
Ct.  CI.,  426,  said  "Alaska  is  as  much  a  domestic  territory  as  Arizona." 

It  is  beyond  question  that  prior  to  the  passage  of  the  Hepburn  Act 
the  Commission  had  no  jurisdiction  of  carriers  or  rates  of  transporta- 
tion in  Alaska.  It  is  equally  true  that  it  had  no  jurisdiction  in  respect 
to  intraterritorial  transportation  in  New  Mexico,  Arizona,  or  any 
other  territory;  the  original  act  did  not  undertake  to  regulate  such 
transportation  in  any  territory,  but  by  the  so-called  Hepburn  Act  of 
June  29, 1906,  the  authority  of  the  Commission  was  extended  in  gen- 
eral terms  to  such  transportation  in  all  territories  and  without  spe- 
cific reference  by  name  to  either  of  them. 

Absolutely  no  reason  has  been  suggested  to  show  why  this  remedial 
act  is  not  just  as  essential  to  the  well-being  of  Alaska  as  to  that  of  any 
other  part  of  the  United  States,  and  if  the  expediency  of  its  applica- 
tion is  to  have  weight,  I  think  it  wiU  not  be  seriously  questioned  that 
the  process  which  it  affords  is  as  necessary  to  the  proper  regulation  of 
intraterritorial  rates,  etc.,  in  Alaska,  and  to  the  correction  of  wrongs, 
such  as  that  complained  of  in  this  case,  as  in  New  Mexico  or  Arizona. 
Hence  why  should  Congress  in  amending  a  law  so  as  to  make  it  more 
effective  as  a  means  of  relief  to  the  whole  country  exclude  Alaska 
from  its  beneficent  application  ? 

The  intention  of  this  Grovemment  that  Alaska  should  be  incor- 
porated into  the  United  States  and  should  thereby  have  the  benefit 
of  the  Con5ititution  and  of  all  general  laws  passed  by  Congress  seems 
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to  have  been  manifested  from  the  outset,  for  the  treaty  by  which 
Alaska  was  acquired  from  Russia,  declares,  in  article  3,  tiiat — 

The  inhabitants  of  the  ceded  territory  shall  be  admitted  to  the  enjoyment  of  all  the 
li^tB,  advantages,  and  immunities  of  citizens  of  the  United  States;  and  shall  be 
maintained  and  protected  in  the  free  enjoyment  of  their  liberty,  property,  and  religion. 

And  subsequently  Congress  expressly  declared  in  section  1954  of 
the  Revised  Statutes  that — 

The  laws  of  the  United  States  relating  to  customs,  commefce,  and  navigation 
are  extended  to  and  over  all  the  mainland,  islands,  and  waters  of  the  territory  ceded 
to  the  United  States  by  the  Emperor  of  Russia  by  treaty  concluded  at  Washington  on 
the  30th  day  of  March,  anno  Domini  1867,  so  far  as  the  same  may  be  applicable  thereto. 

It  must  be  apparent  from  the  above  provisions  that  Congress  would 
not  exclude  this  great  territory  from  the  benefits  of  a  remedial 
statute  without  good  and  sufficient  reason. 

Neither  do  I  believe  that  the  limited  authority  of  the  Secretary  of 
the  Interior  respecting  rates  in  Alaska  provided  for  in  the  law  of 
May  14,  1898,  when  the  status  of  Alaska  was  radically  different  from 
what  it  was  when  the  amended  act  to  regulate  commerce  was  passed 
on  June  29,  1906,  throws  light  upon  the  question  of  the  application 
of  the  act  to  that  territory.  The  debates  in  Congress  show  that  the 
only  argument  for  investing  the  Secretary  of  the  Interior  with  such 
aulixority  in  1898  was  that  the  decision  of  the  Supreme  Court 
in  the  so-called  '*  Maximum  Bate  Case,*'  rendered  in  the  previous 
year,  had  so  emasculated  the  act  to  regulate  commerce  that  it 
had  become  ineffective.  With  the  present  law  in  full  force  all 
over  the  country  and  amended  and  strengthened  largely  because  of 
that  decision,  can  it  be  possible  that  Congress  intended  to  deny  ita 
manifest  benefits  to  this  vast  and  important  territory?  Surely  it  we 
expect  to  find  legislative  enactments  impelled  by  the  wisdom  and 
reason  of  men  of  common  sense  and  having  at  heart  the  best  interests 
of  Alaska,  it  must  be  admitted  that  Congress  could  have  had  in  mind 
no  other  thing  than  the  application  of  this  remedial  statute  in  Alaska 
There  is  no  doubt  in  my  mind  that  the  general  repealing  clause  con- 
tained in  the  act  was  intended  to  and  did  repeal  the  law  of  1898, 
passed  at  a  time  of  chaos  so  far  as  this  subject  was  concerned,  and 
which  I  regard  as  being  only  temporary  in  so  far  as  it  invested  the 
Secretary  of  the  Interior  wiUi  authority  over  railroad  rates  in  Alaska. 

It  is  claimed  that  the  law  passed  on  May  14,  1898,  is  a  "special" 
and  the  act  to  regulate  commerce  a  ''general"  law.  Upon  this 
theory  the  argument  is  made  that — 

in  paaug  a  special  act  the  legislature  has  its  attention  directed  to  the  q>edal  case 
whirii  the  act  was  made  to  meet,  and  considers  and  provides  for  all  the  dicumstancea 
of  that  special  case;  and  having  done  so,  it  is  not  to  be  considered  that  the  legidaturs 
by  a  subsequent  general  enactment  intended  to  derogate  from  the  special  provisions 
previously  made  where  it  was  not  menticmed  in  such  enactment. 
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I  think  this  argument  is  based  upon  an  erroneous  theory.  True, 
the  law  of  May  14,  1898,  related  solely  to  Alaska,  but  it  dealt  mainly 
with  matters  other  than  the  regulation  of  railroad  rates,  and  the 
provisions  which  it  is  claimed  invests  the  Secretary  of  the  Interior 
with  and  divests  this  Commission  of  such  authority  was  added  as  an 
amendment  to  the  law  as  it  originally  passed  both  Houses  of  Congress, 
and  b  a  comparatively  minor  section.  The  law  of  May  14,  1898,  was 
therefore  a  general  law,  relating  to  diverse  and  unrelated  subjects, 
whereas  the  act  to  regulate  commerce  of  June  29,  1906  (the  date 
upon  which  it  was  first  extended  to  intraterritorial  rates),  is  a  special 
law,  directed  solely  to  the  regulation  of  railroad  rates,  etc.,  and 
administered  by  one  body  to  insure  its  uniform  and  efficacious  appli- 
cation throughout  the  coimtry. 

While  the  Commission  should  not  undertake  to  enlarge  its  juris- 
diction beyond  the  clear  provisions  of  the  law,  it  ought  not  to  hesi- 
tate to  fuUy  exercise  its  authority  in  the  performance  of  the  duties 
imposed  upon  it.  There  is  no  suggestion  of  doubt  that  the  ends  of 
justice  require  just  as  much  the  application  of  the  same  principles 
and  regulation  in  Alaska  as  in  New  Mexico  or  Arizona.  A  narrow  or 
overtechnical  construction  of  the  law  should  not  be  resorted  to  in 
any  case  to  rid  the  Conmiission  of  the  inconvenience  and  difficulty 
incident  to  the  full  performance  of  its  duties. 

Again,  the  refusal  of  the  Conmiission  to  attempt  the  exercise  of  any 
authority  over  carriers  in  Alaska  leaves  those  who  would  appeal  to 
the  Commission  for  the  exercise  of  such  authority  in  Alaska  no  means 
of  getting  the  question  before  the  courts  for  authoritative  determina- 
tion, since  there  is  no  appeal  to  the  courts  from  a  refusal  of  the  Com- 
mon to  make  an  order. 

I  am  authorized  to  say  that  ConmiissionerB  Cookbbll  and  Lanb 
imite  in  this  dissent. 
19 1,  a  C.  Hep. 
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Nos.  1084,  1085,  and  1086. 
GEO.  S.  IX)tTUS 

V. 

PULLMAN  COMPANY  ET  AL. 


Bulmiiied  June  17,  1910,    Decided  June  tO,  1910. 


After  considering  a pplf cations  of  defendants  and  otber  carriers  and  matters 
advanced  In  support  thereof,  request  for  posti>onement  of  effective  date  of 
orders  heretofore  made  denied^  but  rehearing  granted  and  Chicago,  Mil- 
waukee  &  St  Paul  Railway  Company,  Northern  Pacific  Railway  Com- 
pany, and  The  Atchison,  Topeka  &  Santa  Fe  Railway  Company  permitted 
to  Intervene.  Date  for  rehearing,  however,  will  not  be  fixed  until  order* 
have  been  In  effect  three  or  four  months. 

F.  B.  Daniels  and  O.  S.  Femald  for  Pullman  Company. 

E.  C.  Lindley  and  /.  D.  Armstrong  for  Great  Northern  Railway 
Company. 

George  R.  Peck^  Burton  Hanson^  and  William  EUis  for  Chicago^ 
Milwaukee  &  St  Paul  Railway  Company. 

C.  W.  Bunn  and  Charles  Donnelly  for  Northern  Pacific  Railway 
Company. 

Robert  Dunlap  and  T.  J.  Norton  for  Atchison,  Topeka  &  Santa  Fa 
Railway  Company. 

Supplemental  Report  of  the  CoHioasiON. 

Bt  the  CoiocissiON : 

The  Pullman  and  Great  Northern  companies  have  filed  petitions 
requesting  the  Commission  to  reopen  these  cases,  permit  the  intro- 
duction of  additional  evidence,  and  suspend  the  operation  of  the 
orders  heretofore  made  until  such  evidence  has  been  considered. 

Like  requests  are  made  by  the  Chicago,  Milwaukee  &  St  Paul 
Railway  Company,  the  Northern  Pacific  Railway  Company,  and  the 
Atchison,  Topeka  A  Santa  Fe  Railway  Company.  These  three  car- 
riers were  not  parties  to  the  proceedings  before  the  Commission,  but 
they  have  filed  petitions  alleging  that  they  are  interested  in  the  sub- 
ject-matter of  the  orders  and  asking  permission  to  intervene  and  be 
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heard  in  the  premises,  except  that  the  applications  of  the  Northern 
Pacific  and  Atchison  companies  are  confined  to  cases  numbered  1085 
and  1086. 

The  matters  involved  are  rates  exacted  by  the  carriers  for  sleeping- 
car  accommodations,  as  follows :  Case  No.  1084  pertains  to  the  rates 
applied  from  St.  Paul  to  Chicago,  while  the  other  two  cases,  which 
have  been  consolidated,  pertain  to  the  rates  from  St.  Paul  to  Fargo, 
N.  Dak.,  Grand  Forks,  N.  Dak.,  Superior,  Wis.,  and  Seattle,  Wash. 

The  principal  reason  advanced  by  the  carriers  in  support  of  their 
applications  is  a  desire  to  offer  evidence  concerning  matters  which 
have  transpired  since  the  cases  were  submitted  for  determination, 
and  other  evidence  which  they  assume  the  Conmiission  did  not  have 
before  it  when  the  orders  referred  to  were  made. 

It  is  of  course  true  that  the  Conmiission  did  not  consider  evidence 
which  was  not  in  existence  at  the  time  the  orders  were  made,  but  the 
assumption  concerning  other  evidence  is  unwarranted  and  appears 
to  be  based  upon  a  mistaken  view  of  the  duties  to  be  performed  by  an 
administrative  tribunaL  The  conclusion  of  the  carriers  concerning 
the  latter  seems  to  be  founded  upon  the  fact  that  the  evidence  was 
not  specifically  offered  by  any  of  the  parties.  It  is  said  the  burden  of 
proving  that  the  rates  complained  of  are  unreasonable  is  upon  the 
complaining  party,  and  that  until,  in  the  judgment  of  the  carriers 
whose  rates  are  challenged,  a  prima  facie  case  of  unreasonableness  has 
been  made  out,  it  is  not  necessary  for  the  carriers  to  make  any  de- 
fense. This,  however,  leaves  no  room  for  the  application  of  informa- 
tion possessed  by  members  of  the  regulating  tribimal,  and  in  this  par- 
ticular case  certain  portions  of  the  evidence  now  offered  relate  to 
matters  which  the  Conmiission  has  recently  investigated  extensively, 
while  other  portions  cover  data  included  in  reports  and  other  docu- 
ments filed  by  the  carriers  in  the  Commission's  office.  It  is  true  that 
in  form  there  is  a  difference,  but  in  substance  the  distinction  is  not 
veiy  material,  so  far  at  least  as  receipts  and  disbursements  of  the 
carriers  are  concerned.  Some  of  the  evidence  offered  consists  of  opin- 
ions concerning  matters  which  can  be  definitely  ascertained  in  the 
future,  but  the  information  of  the  Commission  is  that  the  carriers 
have  not  secured  data  from  which  accurate  statements  can  be  made 
as  to  the  past.  Also  many  of  the  allegations  contained  in  the  petitions 
are  conclusions  based  upon  matters  concerning  which  it  has  been  in 
the  past  and  is  now  impossible  to  obtain  definite  information. 

The  evidence  offered  by  the  carriers  seeking  to  intervene  is  simi- 
lar In  character  to  that  which  has  already  been  considered  by  the 
Commission,  except  that  it  pertains  to  rates  and  routes  other  than 
those  directly  affected  by  the  orders  in  question.  With  the  general 
situation,  however,  the  Commission  is,  and  at  the  time  the  orders 
were  made  was,  reasonably  well  acquainted. 

19 1.  0.  C.  Rep. 
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These  orders  were  made  on  March  16  of  the  present  year,  after 
an  investigation  extending  over  a  period  of  nearly  three  years,  and, 
notwithstanding  the  Commission  has  complete  control  over  its  (n*der8 
and  may  at  any  time  suspend  or  modify  them,  and  freely  exercises  its 
right  to  do  so  when  convinced  that  an  error  has  been  made,  the  car- 
riers here  involved  have  seen  fit  to  remain  quiescent  until  within  a 
few  days  of  the  time  when  the  orders,  by  their  terms,  are  to  become 
effective.  This  method  of  procedure  is  not  satisfactory,  and,  since 
the  proceedings  before  the  C!ominission  pertained  to  a  matter  of 
great  importance  and  wide  publicity,  appears  to  be  without  adequate 
excuse.  Nevertheless,  the  C!ommission  would  now  suspend  the  op«-a- 
tion  of  the  orders  until  such  time  as  the  additional  evidence  referred 
to  could  be  introduced  and  passed  upon  if  convinced  that  such  evi- 
dence would  show  the  pertinent  circumstances  and  conditions  to  be 
materially  different  from  those  indicated  by  the  evidence  which  was 
considered  when  the  orders  were  made. 

But  under  all  the  circumstances  the  Commission  feels  constrained 
to  decline  to  postpone  further  the  effective  date  of  the  orders.  It  will, 
however,  upon  the  petitions  already  filed,  assign  the  cases  for  rehear- 
ing, and  allow  the  Chicago,  Milwaukee  &  St.  Paul  Railway  C<Hnpany, 
the  Northern  Pacific  Railway  Company,  and  the  Atchison,  Topeka 
&  Santa  Fe  Railway  Company  to  intervene;  but  the  date  for  rehear- 
ing will  not  be  fixed  until  the  orders  have  been  in  force  for  a  suffi- 
cient period  of  time,  say  three  or  four  months,  to  enable  the  Com- 
mission to  obtain  information  concerning  their  effect. 

If  the  experience  of  the  carriers  under  the  rates  named  in  the 
orders  indicates  that  a  mistake  has  been  made  the  Commission  will 
not  hesitate  to  make  any  change  it  may  consider  proper. 
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No.  2618. 
HUMBOLDT  STEAMSHIP  COMPANY 

V. 

WHITE  PASS  &  YUKON  ROUTE  ET  AL. 


SubmUUd  January  14, 1910.    Decided  Jum  6, 1910, 


Fdlowing  the  decision  /h  the  Matter  of  Juriediction  aver  Rail  and  Water  Carrien 
OperaHng  in  Alaeka,  19  I.  0.  0.  Rep.,  81,  complaint  asking  for  establishment  of 
throned  routes  and  joint  rates  from  Seattle,  Wash.,  to  points  in  Alaska  dismissed 
because  the  CommisBion  is  without  jurisdiction  oTer  carriers  operating  in  Alaska. 

Charles  D.  Drayton  and  Charles  F.  Munday  for  complainant. 
Burdett,  Thompson  dh  Law  for  Copper  River  &  Northwestern  Rail- 
way Company,  intervener. 
F.  C.  MioU  for  defendants. 

Rbpobt  of  the  Commission. 

Ekapp,  Chairman: 

This  proceeding  was  brought  to  secm^  an  order  requiring  defendants 
to  join  with  complainant  in  establishing  through  routes  and  joint 
rates  from  Seattle,  Wash.,  to  points  reached  by  defendants'  lines,  and 
to  cease  and  desist  from  alleged  unlawful  discrimination  in  the  charges 
assessed  for  wharf  or  dock  facilities  at  Skagway,  Alaska. 

The  Humboldt  Steamship  Company  is  a  corporation  organized  in 
1896  under  the  laws  of  California  with  a  capital  stock  of  $200,000. 
It  operates  one  steamship,  the  Humbcldtf  between  Seattle  and  Skag- 
way.  The  tonnage  capacity  of  this  steamer  is  about  1,075  tons  gross, 
689  tons  net,  and  she  can  accommodate  290  passengers,  130  first  class 
and  160  steerage.  During  the  open  season  the  Humboldt  leaves  Seattle 
for  Skagway  once  in  ten  days. 

The  White  Pass  &  Yukon  Route  is  the  trade  name  applied  to  the 
route  composed  of  the  Pacific  &  Arctic  Railway  &  Navigation  Com- 
pany, British  Columbia  Yukon  Railway  Company,  British  Yukon 
Railway  Company,  and  the  British  Yukon  Navigation  Company, 
limited,  which  appear  to  be  operated  under  a  common  control  or 
arrangement  for  through  carriage.    The  White  Pass  &  Yukon  Route 
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extends  20.2  miles  through  American  territory,  from  Skagway  to  the 
international  boundary  line;  the  remainder  of  the  rail  line  is  in 
Canadian  territory.  Traffic  moves  by  rail  from  Skagway  to  White 
Horse,  a  distance  of  112  miles;  thence  down  the  Yukon  River  to 
Dawson  and  other  points  in  Canada  and  Alaska  on  steamers  operated 
in  connection  with  the  White  Pass  &  Yukon  Route.  Through  rates 
are  in  effect  between  Skagway  and  Dawson  and  intermediate  points. 
Very  little  traffic  moves  to  points  on  the  railroad  between  Skagway 
and  the  international  boundary  line;  the  bulk  of  the  through  traffic 
is  destined  to  Dawson  and  other  points  in  Canada  and  to  Fairbanks 
and  other  points  in  Alaska  reached  by  steamers. 

Through  routes  and  joint  rates  were  established  between  the 
Humboldt  Company  and  the  White  Pass  &  Yukon  Route  upon  the 
opening  of  the  railroad  for  traffic  in  1899.  The  Pacific  Coast  Steam- 
ship Company  operates  two  and  the  Alaska  Steamship  Company 
operates  three  regular  steamers  between  Seattle  and  Skagway,  and 
under  their  sailing  schedule  a  boat  leaves  Seattle  about  every  third 
day.  The  defendants  join  with  the  companies  just  named  in  through 
routes  and  joint  rate^.  During  1902  and  1903  the  Humboldt  was  oper- 
ated in  conjunction  with  the  Alaska  Steamship  Company,  and  from 
1903  to  1908  in  conjimction  with  the  Pacific  Coast  Steamship  Com- 
pany. Under  this  arrangement  the  Alaska  and  Pacific  companies 
collected  freight  money  and  sold  tickets  for  the  Hmnboldt  Company 
upon  a  commission  basb.  Upon  the  termination  of  this  arrangement, 
early  in  1909,  the  defendants  canceled  their  through  routes  and 
joint  rates  with  the  Humboldt  Company. 

At  present  freight  shipped  on  the  Humbdldt  is  biUed  locally  to 
Skagway.  There  the  defendants  rebill  the  freight  to  destination 
and  pay  the  Humboldt  Company  the  difference  between  the  through 
rate  from  Seattle  and  defendants'  rate  from  Skagway  to  destination. 
Out  of  its  share  the  Humboldt  is  obliged  to  pay  $2  per  ton  wharfage 
at  Skagway.  For  example,  on  Class  A  goods,  which  includes  general 
merchandise,  the  through  rate  from  Seattle  to  Dawson  is  S60  per  ton. 
Defendants'  rate  from  Skagway  to  Dawson  is  $53  per  ton,  leaving  $7 
per  ton  as  the  Humboldt's  proportion,  out  of  which  it  must  pay  S2 
wharfage,  resulting  in  net  compensation  of  $5  per  ton.  The  Alaska 
and  Pacific  companies  receive  $9  per  ton  net  out  of  the  through  rate 
for  the  transportation  from  Seattle  to  Skagway.  On  certain  com- 
modities the  rate  from  Skagway  to  Dawson  is  higher  than  the  through 
rate  from  Seattle  to  Dawson,  and  the  Humboldt  can  engage  in  the 
carriage  of  such  traffic  only  at  a  loss  of  the  difference  between  through 
and  local  rates. 

Freight  is  transferred  at  Skagway  from  steamers  to  railroad  over  a 
dock  which  belongs  to  the  North  Pacific  Wharves  &  Trading  Com- 
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pany,  a  corporation  organized  tinder  the  laws  of  Washington.  This 
dock  is  operated  by  defendants  as  a  terminal  facility.  Prior  to  their 
cancellation  of  through-routing  arrangements,  defendants  absorbed 
the  wharfage  charges  on  through  traihc  carried  by  the  Humboldt, 
and  at  present  they  absorb  the  wharfage  charges  which  accrue  on 
such  through  traffic  brought  to  Skagway  by  the  Pacific  and  Alaska 
companies.  On  local  traffic  to  Skagway  handled  by  the  Pacific  and 
Alaska  companies,  the  wharfage  charge  is  $1  per  ton,  but  upon  all 
traffic  handled  by  the  Humboldt  Company  the  wharfage  charge  is 
$2  per  ton. 

Beyond  the  foregoing  outline  of  the  situation  presented  in  this  case, 
we  deem  it  unnecessary  to  state  the  facts  in  greater  detail,  and 
expressly  refrain  from  passing  judgment  upon  the  merits  of  the  con- 
troversy, because  we  are  constrained  to  hold,  upon  authority  of  the 
decision  recently  announced  In  the  Matter  of  Jurisdiction  over  Baii 
and  Waier  Carriers  Operating  in  Alaska^  19  I.  C.  C.  Rep.,  81,  that  the 
Commission  b  without  jurisdiction  to  make  the  order  sought  by 
complainant. 
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No.  2443. 
W.  W.  RUTLAND  AND  E.  L.  RUTLAND,  PARTNERS,  DOING 
BUSINESS  AS  THE  CANADIAN  VALLEY  GRAIN  C»M. 
PANY, 

V. 

CHICAGO,  ROCK  ISLAND  &  PACIFIC  RAILWAY  COM- 

PANY  ET  AL. 


BubmUted  March  11, 1910.    Decided  June  t,  1910. 


The  record  herein  brings  the  complaint  within  the  principle  announced  in  Kki 
Woodenware  Co.  t.  C,  M.  d  8t.  P.  Ry.  Co.,  IB  I.  C  G.  Rep.,  242,  where 
reparation  was  awarded  for  the  foilnre  of  a  carrier  to  poet  a  tariff  chang- 
ing a  rate,  and  upon  the  authority  of  tliat  decision  complainants  are 
awarded  reparation. 

Z.  F.  Bird  for  complainants. 

E.  B.  Peircey  M.  L.  BeU,  and  Wallace  T.  Hughes  for  Chicago, 
Rock  Island  &  Pacific  Railway  Company. 

8.  W.  Moore  and  Fred  H.  Wood  for  Kansas  City  Southern  Rail- 
way Company. 

Repobt  of  thb  Cohmission. 

Harlan,  Commissioner: 

The  complainants  are  partners  doing  business  as  the  Canadian 
Valley  Grain  Company,  and  are  here  asking  damages  because  of  a 
pecuniary  loss  alleged  to  have  been  sustained  by  them  by  reason  of 
tiie  failure  of  the  defendants  to  post  a  tariff  at  Calvin,  a  point  on 
the  line  of  the  Rock  Island  in  the  state  of  Oklahcxna,  under  whidi 
a  joint  rate  on  snap  com  between  the  points  hereinafter  mentioned 
was  advanced  from  19  cents  to  23  cents  per  100  pounds.  The  sub- 
stantial facts  of  record  have  been  stipulated  by  the  parties  and 
appear  to  be  that  on  March  18,  1908,  the  complainants  shipped  from 
Calvin  to  De  Queen,  in  the  state  of  Arkansas,  a  carload  of  that  com- 
modity weighing  36,800  pounds,  upon  which  there  was  collected  the 
sum  of  $84.64,  based  upon  a  joint  rate  of  23  cents.  On  March  24, 
1908,  the  complainants  shipped  from  the  same  point  of  origin  to 
Wiltcm,  also  in  the  state  of  Arkansas,  a  carload  of  snap  com  weigh- 
ing 82,800  pounds,  upon  whidi  charges  at  the  same  rate  were  col- 
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lected,  amounting  to  the  sum  of  $76.44.  Had  the  shipments  moved 
prior  to  March  18, 1908,  the  rate  legally  applicable  on  both  shipments 
would  have  been  19  cents;  but  upon  that  date,  under  the  terms  of  a 
lawful  tariff  on  file  with  the  Commission,  the  28-cent  rate  went  into 
effect 

The  ocHnplaint  turns  upon  the  fact  that  the  tariff  that  became 
effective  on  March  18, 1908,  although  filed  with  the  Commission,  had 
not  been  posted  for  public  inspection  at  Calvin  before  these  ship- 
ments moved.  A  copy  of  the  tariff  had  been  mailed  to  the  agent  of 
the  principal  defendant  at  that  point  with  directions  to  post  it  in 
the  freight-receiving  station,  but  seems  not  to  have  been  received 
by  him;  and  not  knowing  therefore  that  the  rate  on  snap  com  had 
been  advanced  he  billed  out  both  carloads  at  a  rate  of  19  cents  per  100 
pounds.  The  com  had  been  sold  f.  o.  b.  destination  on  the  basis  of 
that  rate,  which  the  tariffs  still  on  file  at  Calvin  indicated  as  the  rate 
then  in  effect  They  assert  that  had  they  known  that  28  cents  was  the 
legal  rate  the  freight  diarges  could  and  would  have  been  included 
in  the  f.  o.  b.  price  at  destination.  They  sustained  a  loss  therefore  of 
4  cents  per  100  pounds,  or  $27.84  in  the  aggregate,  being  the  differ- 
ence between  the  28-cent  rate  legally  in  effect  and  the  19-cent  rate  on 
the  basis  of  which  their  delivered  price  was  made. 

These  facts,  which  are  established  by  the  record,  bring  the  com- 
plaint within  the  principle  announced  in  Kiel  Woodenware  Co,  v. 
C7.,  M.  dk  St.  P.  By.  Co.^  18  I.  C.  C.  Bep.,  242,  where  reparation  was 
awarded  for  the  failure  of  a  carrier  to  post  a  tariff  changing  a  rate; 
and  upon  the  authority  of  the  decision  in  that  case  we  find  that  the 
complainants  are  entitled  to  reparation  in  the  sum  of  $27.84,  with 
interest  thereon  from  March  24,  1908. 

An  order  will  be  entered  in  conformity  with  these  findings. 
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No.  3006. 
QUAMMEN  &  AUSTAD  LUMBER  CXDMPANT 

V. 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY 
COMPANY  ET  AL. 


BubmUted  AprU  21,  1910.    Decided  June  5,  1910. 


Complalnnnt  claimed  reparation  on  shipment  of  compo-board  on  the  ground 
that  the  rate  should  not  hare  exceeded  that  on  sash,  doors,  etc,  which  con- 
stituted part  of  the  carload;  but  as  no  witnesses  appeared  at  the  hearing 
and  no  evidence  was  produced  ut)on  the  merits,  the  complaint  must  be  dis- 
missed without  prejudice. 

Leonard  Brisley  for  complainant. 
F.  O.  Wright  for  defendants. 

Report  of  the  Commission. 

Clements,  Cammissioner: 

On  October  2,  1908,  complainant  had  shipped  from  Minneapolis, 
Minn.,  to  Lenmion,  S.  Dak.,  a  carload  of  sash  and  doors  and  compo- 
board,  on  which  charges  of  $115.40  were  collected  on  the  basis  of  the 
minimum  weight  for  the  sash  and  doors  of  30,000  pounds  at  the  rate 
of  31  cents  per  100  pounds,  freight  $93,  and  an  estimated  weight  of 
3,500  pounds  on  the  c<Hnpo-board  at  the  fourth  class  rate  of  64 
cents,  or  $22.40.  Reparation  is  claimed  in  the  sum  of  $22.40,  this 
being  the  difference  between  the  amount  actually  charged  and  what 
the  charge  would  have  been  had  the  entire  shipment  moved  at  31 
cents  per  100  pounds,  minimum  30,000  pounds. 

Complainant  placed  with  his  petition  a  sample  of  the  compo- 
board,  which  is  a  material  made  of  wood  and  covered  with  paper 
and  is  used  as  a  substitute  for  lath  and  plaster,  being  nailed  directly 
to  the  frame  of  the  house.  The  carriers  in  their  lumber  .schedule, 
under  the  head  of  "articles  when  loaded  in  straight  or  mixed  car- 
loads will  take  1  cent  per  100  pounds  above  the  lumber  rates,"  specify 
interior  and  exterior  finishings,  such  as  doors,  blinds,  stairways,  etc, 

^ich  complainant  claims  are  more  subject  to  damage  than  corapo- 
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board.  Ck>mplamaDt  asserts  that  compo-board  should  be  included 
among  the  articles  taking  the  rate  of  one  cent  above  lumber,  instead  of 
being  rated  fourth  class. 

Neither  party  to  the  case  presented  any  witnesses  at  the  hearing 
and  there  is  no  evidence  before  the  Commission  other  than  the  small 
exhibit  of  compo-board  and  the  expense  bill  covering  the  shipment. 
Whatever  may  be  the  merits  of  this  complaint,  it  is  clearly  evident 
that  the  Gnnmission  has  not  before  it  the  presentation  of  facts,  cir- 
cumstances, and  conditions  bearing  upon  the  question  of  the  reason- 
ableness of  the  rate  charged,  which  appears  to  have  b^en  in  accord- 
ance with  the  published  tariff,  necessary  to  an  intelligent  and  proper 
determination  of  the  matters  in  question.  Without  other  showing 
than  that  just  indicated,  we  are  asked  to  condemn  the  existing  rate 
and  to  establish  a  just  and  reasonable  rate  to  be  applied  in  the  future 
and  to  enter  an  order  awarding  reparation,  which  order  and  findings 
may  be  received  in  court  as  prima  facie  evidence  of  the  facts  therein 
stated.  We  can  not  upon  mere  complaint  and  suggestion  justly  take 
such  important  action. 

While  it  is  the  duty  and  practice  of  the  Commission  to  exhaust  its 
activities  in  developing  the  pertinent  facts  necessary  to  the  full  in- 
vestigation and  hearing  of  complaints  before  it,  it  is  but  reasonable 
that  a  party  complaining  should  also  take  such  action  as  may  be 
within  his  power  to  aid  the  Commission  by  presenting  such  evidence 
as  will  show  the  pertinent  facts,  circumstances,  and  conditions  bear- 
ing upon  the  questions  involved. 

Upon  the  showing  made  the  complaint  will  be  dismissed  without 
prejudice.    It  will  be  so  ordered. 
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No.  9890. 
AUGUST  H.  STRAUSS 

V. 

AMERICAN  EXPRESS  CXDMPANY  ET  AU 


SubmiUed  AprQ  4,  1910.    Decided  June  S,  1910. 


Defendmnts*  refasftl  to  gather  and  deliver  interstate  ezpreas  packages  to  patrons  on 
Green  Bay  avenae,  in  Bfllwaokee,  north  of  Hadley  street,  while  extending 
that  service  to  other  sections  referred  to,  resolts  in  nnjust  discriminatioii. 

Avgmt  H.  Strauss  for  complainant  in  person. 
1.  B,  Harrison^  jr. ^  for  American  Express  Company. 
Charles  W.  Stockton  for  Wells  Fargo  &  Company. 
(y Briefly  Boardman.,  Ptatt  d:  Littleton^  And  William  W.  OoUin^jr.^ 
for  United  States  Express  Company. 

Repobt  of  the  Commissioh. 

Clbments,  Commissioner: 

This  is  a  complaint  of  unjust  discrimination  at  Milwaukee  in  gather- 
ing and  delivering  express  packages  shipped  to  and  from  interstate 
points.  Complainant's  place  of  business  is  located  on  Green  Bay 
avenue,  about  six  and  one-half  blocks  north  of  Hadley  street,  to 
which  street  free  gathering  and  delivery  service  is  extended  in  the 
direction  of  Green  Bay  avenue  from  defendants'  general  offices  in 
the  central  part  of  the  city.  While  defendants'  wagons  pass  np 
Green  Bay  avenue  three  times  daily  on  the  way  to  the  Milwaukee 
Northern  Electric  Company's  depot  to  meet  incoming  trains,  these 
wagons  are  used  only  for  hauling  between  the  depot  and  defend- 
ants' general  offices  in  the  city  and  do  not  stop  en  route.  As  a 
result  shippers  in  complainant's  vicinity  are  required  to  pay  from  10 
to  25  cents  to  the  Rapid  Transit  Delivery  Company,  which  performs 
this  service.  Tbo  complaint  is  based  principally  on  the  fact  that  free 
gathering  and  delivery  is  extended  to  shippers  on  Western  and  F<m* 
dulac  avenues  to  a  distance  of  about  four  miles  from  defendants' general 
offices,  whereas  complainant's  place  of  business  is  within  three  miles, 
and  that  free  service  is  also  extended  on  the  east  side  of  the  Milwaukee 
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River  in  a  northerly  direction  to  the  city  limits  and  as  far  east  as 
Lake  Drive,  a  distance  in  that  direction  as  great  from  the  general 
offices  as  to  the  section  here  involved. 

Upon  a  caref al  examination  of  the  evidence  with  reference  to  the 
density  of  population,  volume  of  business,  etc.,  in  the  respective  locali- 
ties and  of  all  other  considerations  that  enter  into  the  determination 
of  the  case  we  Qnd  that  the  action  of  the  defendants  in  refusing  to 
gather  and  deliver  interstate  express  packages  to  patrons  on  Green 
Bay  avenue  north  of  Hadley  street  while  extending  that  service  to  the 
other  sections  referred  to  results  in  an  unjust  discrimination  in  viola- 
tion of  law.  An  order  will  be  entered  requiring  the  defendants  to 
cease  and  desist  from  this  unlawful  practice. 
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No.  3034. 
GAMBLE-ROBINSON  COMMISSION  COMPANY 

ST.  LOUIS  &  SAN  FRANCISCO  RAILROAD  COMPANY  ET  AL. 


SidmitUd  May  5, 1910.    Decided  Jvau  3, 1910. 


1.  Complamant'B  contention  thai  ntee  on  apples  in  carioada  from  Cedar  Gap  and 

Seymour,  Mo.,  to  Minneapolis  and  St.  Paul  ought  not  to  exceed  by  more  than 
1}  cents  the  rate  from  Springfield,  Mo.,  not  sustained. 

2.  Rates  collected  on  complainant's  shipments  of  apples  from  Cedar  Gap  and  Sey- 

mour to  Minneapolis  and  Si.  Pltul,  to  the  extent  thai  they  exceeded  34  and 
34^  cents  per  100  pounds,  found  unreasonable. 

3.  Upon  submission  of  proper  proofs  order  of  reparaticm  herein  will  be  issued. 

Wilson,  Mercer,  HoUinger,  Swan  <k  Ware  and  F.  H.  Stinchfidd  for 
complainant. 

M.  L.  Bed  and  A.  B,  Enoch  for  Chicago,  Rock  Island  &  Pacific 
Railway  Company. 

Edward  A.  Haid  and  F.  H.  Wood  for  St.  Louis  &  San  Francisco 
Railroad  Company. 

Report  or  the  Commission. 

Knapp,  Chairman: 

This  is  a  proceeding  for  reparation  on  10  carload  shipments  of 
apples  from  Sejmour  and  Cedar  Gap,  Mo.,  to  Minneapolis  and  St.  Paul, 
Minn.  The  shipments  moved  in  October  and  November,  1906. 
Oaim  was  presented  to  the  Commission  informally  in  February,  1907. 
It  is  contended  by  defendants  that  the  claim  is  barred  by  the  limita- 
tion provided  in  the  act,  because  the  mere  filing  of  a  letter  with  the 
Commission  does  not  operate  to  stay  the  running  of  the  statute. 
In  this  case,  however,  the  letter  received  by  the  Commission, 
dated  February  25,  1907,  sets  forth  the  precise  nature  of  the  claim 
and  had  attached  to  it  expense  bills  showing  the  shipments  and  the 
amount  paid.  Defendants  were  therefore  duly  notified  and  had 
opportunity  to  settle  the  claim  before  formal  proceedings  were  begun. 

Under  these  circumstances  the  claim  is  not  barred. 

19 1,  a  a  Begi 


Digitized  by 


Google 


QAMBLE-BOBINSON  OOMMISSION  CO.  V.  ST.  L.  A  S.  F.  B.  B.  CO.      115 

Seymour  and  Cedar  Gap  are  located  on  the  line  of  the  St.  Louis  & 
San  Francisco,  hereinafter  called  the  Frisco,  extending  from  Spring- 
field, Mo.,  to  Memphis,  Tenn.  Cedar  Gap  is  41  miles  southeast  of 
Springfield,  and  Seymour  35  miles.  The  shipments  in  question  moved 
through  Springfield  to  Kansas  City  and  from  thence  to  destination. 

The  history  of  the  rates  in  question  from  Cedar  Gap,  Sejrmour,  and 
Springfield  to  Minneapolis  and  St.  Paul  is  shown  by  the  following: 

PUOB  TO  SXPTSMBBB  6»  1906.  C«Dta  p« 

lOOpoondi. 

Seymour 34 

Cedar  Gap 34* 

Springfield 33J 

Sbftkmbbb  6,  1906. 

Seymour 41 

Cedar  Gap 42 

Springfield 28 

August  6, 1909. 

Sesrmoiir 81 

Cedar  Gap 31 

Springfield 28 

It  is  800  miles  by  the  lines  of  defendants  from  Springfield  to  Min- 
neapolis. The  short  line  is  the  Chicago  Great  Western  from  Kansas 
City,  by  which  the  distance  is  741  miles. 

It  is  to  be  noted  that  at  the  time  the  shipments  in  question  moved 
the  rate  from  Cedar  Gap  was  42  cents  and  from  Seymour  41  cents. 
For  many  years  prior  to  September  6,  1906,  through  rates  were  in 
effect  from  Cedar  Gap  and  Seymour  to  Minneapolis.  On  that  date 
through  rates  were  canceled  and  shipments  thereafter  moved  on  local 
rates  to  Springfield  and  the  through  rate  beyond.  Prior  to  the  date 
of  these  shipments  the  through  rate  was  34  cents  from  Seymour  and 
34i  cents  from  Cedar  Gap.  Since  that  time  the  rate  has  been  reduced 
to  31  cents. 

It  is  alleged  by  complainant  that  rates  from  Cedar  Gap  and  Sey- 
mour ought  not  to  exceed  by  more  than  one  cent  and  one  and  one- 
half  cents  the  rate  from  Springfield,  and  that  the  rates  charged  were 
unreasonable  and  discriminatory.     Reparation  is  asked. 

So  far  as  the  allegation  of  undue  discrimination  in  favor  of  Spring- 
field is  concerned,  we  are  of  opinion  that  the  complaint  has  not  been 
sustained.  Springfield  is  an  important  junction  point  and  served  by 
the  Missouri  Pacific  in  addition  to  the  Frisco.  Conditions  of  ship- 
ment at  Cedar  Gap  and  Seymour  are  not  the  same  as  at  Springfield. 
Further  than  this,  Springfield  is  nearer  Minneapolis  than  either  of  the 
other  points  and  seems  to  be  entitled  to  somewhat  lower  rates. 

19  L  a  C.  Rep. 
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Concerning  the  reasonableness  of  these  rates  it  is  to  be  observed 
that  for  many  years  the  rate  was  34  cents  from  Seymour  and  34i  cents 
from  Cedar  Gap.  Afterwards  defendants  established  a  31-cent  rate 
from  both  points.  The  presumption  that  34  and  34i  cents  were  rear 
sonable  arises  from  the  voluntaiy  act  of  the  carriers  in  keeping  them 
in  effect  for  a  long  period  of  time  and  that  presumption  has  not  been 
overcome  in  our  judgment  by  the  evidence  presented  in  this  case. 
Defendants  assert  that  these  rates  are  very  low  in  comparison  with 
carload  rates  on  apples  generally  throughout  the  country,  and  the 
statement  ia  also  made  that  on  a  mileage  basis  the  rates  in  question  are 
lower  than  were  prescribed  to  Oklahoma  points  from  the  Ozark  region 
(in  which  Seymour  and  Cedar  Gap  are  situated)  in  the  case  of  Ozark 
FruU  Growers'  Aaao.  v.  St.  L.  dk  S.  F.  R.  R.  Co.,  16  I.  C.  C.  Rep., 
134.  Notwithstanding  the  contention  made  in  this  regard,  the  car- 
riers have  named  rates  which  are  lower  th$m  those  here  in  question, 
and  the  reduction  from  34  and  34i  cents  to  31  cents,  so  far  as  appears 
from  the  record,  was  voluntary. 

Under  all  the  circumstances  we  are  of  opinion  and  find  that  the 
rates  charged  were  unreasonable  to  the  extent  that  they  exceeded  34 
and  34i  cents  per  100  pounds  and  that  complainant  is  entitled  to 
reparation.  The  amount  of  reparation,  however,  can  not  be  deter- 
mined on  this  record.  It  appears  that  5  cars  were  bought  by  com- 
plainant and  5  cars  were  handled  by  it  on  commission.  The  well- 
settled  rule  of  the  Commission  is  that  the  party  who  has  been  required 
to  pay  an  unlawful  rate  is  the  party  to  whom  reparation  should  be 
awarded,  and  therefore  reparation  on  the  5  consigned  cars  must 
be  denied.  With  respect  of  the  5  cars  bought  by  complainant  and 
on  which  it  paid  the  freight,  the  record  does  not  permit  an  order  for 
the  reason  that  it  does  not  clearly  appear  which  of  the  10  cars  were 
bought  by  complainant.  Upon  submission  of  a  statement  showing 
the  cars,  the  weight  of  the  shipments  therein,  and  the  points  of  origin 
and  destination,  a  proper  order  will  be  issued. 
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No.  2868. 
MENEFEE  BROTHERS 

V. 

VICKSBURG,   SHREVEPORT   &   PACIFIC    RAILWAY 
COMPANY  ET  AL. 


BuhmUted  Jammary  28, 1910.    Decided  June  7,  1910. 


Defendants'  charges  on  carload  of  shingles  from  Monroe,  La.,  to  Crowell,  Tex., 
found  unreasonable,  and  reparation  awarded.    Rate  for  the  future  prescribed. 

Bryan  dk  Spoonts  for  complainant 

/.  W.  AUen  for  Missoari,  Kansas  &  Texas  Railway  Company  of 
Texas. 

T.  F.  Steele  for  Vicksburg,  Shreveport  &  Pacific  Railway  Company. 

Rkpobt  of  the  Commission. 

Clements,  CcmnUaHoner: 

Complainant  seeks  reparation  on  account  of  charges  for  ship- 
ment of  a  carload  of  shingles  weighing  45,400  pounds  from  Monroe, 
La.,  to  Crowell,  Tex.,  January  19,  1909,  on  which  charges  were 
collected  in  the  sum  of  $199.76.  At  the  time  the  shipment  moved  the 
published  rate  via  the  route  of  movement  was  the  joint  through  class 
rate  of  44  cents.  It  is  alleged  that  the  rate  charged  was  unjust  and 
unreasonable  in  so  far  as  it  exceeded  26}  cents,  and  reparation  is 
■sked  in  the  sum  of  $78.82. 

Five  days  after  this  shipment  moved  ■  commodity  rate  of  26} 
cents  became  effective  via  the  route  of  movement,  but  on  February  22, 
1909,  this  rate  was  canceled,  and  there  was  established  between  the 
same  points,  but  via  a  different  route,  a  2C^-cent  rate,  in  which, 
however,  the  Kansas  City,  Mexico  &  Orient  refused  to  join.  This 
had  the  effect  of  again  making  applicable  the  44-oent  class  rate  via 
the  route  this  shipment  moved,  which  rate  is  still  in  effect 

The  only  defendants  represented  at  the  hearing  were  the  Vicksburg, 
Shreveport  &  Pacific  and  Missouri,  Kansas  &  Texas,  and  these  lines, 
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by  their  counsel,  admit  the  justness  of  the  cUim  for  reparation. 
These  carriers  are  also  parties  to  the  present  commodity  rate  of  26} 
cents  established  February  22,  1909,  via  the  other  route  and  still  in 
effect 

We  find  that  the  rate  charged  complainant  was  unjust  and  un- 
reaf^nable  in  so  far  as  it  exceeded  26)  cents  per  100  pounds,  and 
reparation  will  be  awarded  upon  that  basis  in  the  sum  of  $78.32, 
with  interest  from  February  1,  1909.  Defendants  will  also  be  re- 
quired to  establish  and  maintain  for  the  future  via  the  route  of  move- 
ment of  this  shipment  a  rate  not  in  excess  of  26)  cents  per  100 
pounds. 

An  order  will  be  entered  accordingly. 


Digitized  by 


Google 


SAGINAW  4  ICAKISTSB  LUMBEB  CO.  V.  A.,  T.  A  8.  F.  BY.  CO.       119 


No.  2821. 
SAGINAW  &  MANISTEE  LUMBER  COMPANY  ET  Ali. 

V. 

ATCHISON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY 

ET  AL. 


SuhinUUdMardi9,1910.    Decided  Juru  7, 1910. 


1.  PMMDt  imtas  OQ  lumber  in  cmrlotda  from  WilliamB,  Flagstafif,  and  Clifib,  Aris.,  to 

Phoenix,  Aris.,  are  unreasonable  to  the  extent  that  they  exceed  18  cents  per 
100  pounds. 

2.  Present  joint  throu^  rates  on  lumber  from  Williams,  Flagstaff,  and  Cliffo  to  points 

upon  the  Phoenix  A  Eastern  Railroad  are  unreasonable  to  the  extent  that  they 
exceed  the  rates  named  in  the  report  herein. 

3.  Complainants  insist  that  defendants  are  guilty  of  undue  discrimination  in  their 

lumber  rates  to  Phoenix  and  points  upon  the  Phoenix  A  Eastern  because  the 
rates  from  San  Pedro  are  in  many  instances  lower  than  those  from  Williams; 
but  the  same  carrier  does  not  transport  lumber  from  both  Williams  and  San 
Pedro.  It  has  already  been  decided  herein  that  rates  from  Williams  to  points 
upon  this  line  are  unreasonable,  and  the  Commiasion  can  not  assume  that  the 
Southern  Pacific  Company  will  so  reduce  its  rates  from  San  Pedro  as  to  willfully 
defeat  what  has  been  found  just.  * 

4.  The  common  lumber  produced  at  Williams  must  be  sold  in  southern  Arizona  if 

complainants'  lumbering  operations  are  to  be  successfully  continued,  for  it  will 
not  bear  the  cost  of  transportation  by  rail  to  distant  markets,  and  the  proportion 
of  common  lumber  to  the  hi^er  grades  is  so  great  that  the  manufacture  can  not 
be  successfully  conducted  unless  the  poorer  grades  can  be  disposed  of  in  some 
market  at  a  fadr  price. 
6.  Tlirou^  routes  for  the  transportation  of  lumber  and  timber  from  Williams,  Flag- 
staff, and  Cliffs  to  certain  points  in  Arizona  over  various  of  defendant  lines  estab- 
lished and  Joint  throu^  imtes  prescribed  for  the  future. 

Humphrey,  OrarU  <b  Baker  for  complainants. 

M.  L.  BeU,  Hawlcina  dk  Franklin,  and  W.  0.  Barnes  for  El  Pa8o& 
Southwestern  Company. 

P.  F.  Dunne,  0.  W.  Durbraw,  E.  S.  Ives,  and  F.  0.  DiOard  for 
Southern  Pacific  Company;  Maricopa  ft  Phoenix  Railroad  Company; 
and  Phoenix  &  Eastern  Railroad  Company. 

T.  J.  Norton  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company; 
Santa  Fe,  Prescott  &  Phoenix  Railway  Company;  and  Arizona  & 
California  Railway  Company. 

F.  0.  DUlard  for  QUa  Valley,  Globe  &  Northern  Railway  Company. 
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Report  or  the  Commission. 

Pboutt,  Comtnisrioner: 

The  complainants  in  this  proceeding  are  the  Saginaw  &  Manistee 
Lumber  Company,  of  Williams,  the  Arizona  Lumber  &  Timber 
Company,  of  Flagstaff,  and  the  Greenlaw  Lumber  Company,  of 
Cliffs,  all  in  the  territory  of  Arizona.  Each  of  the  complainants 
is  engaged  at  the  point  of  location  in  the  operation  of  sawmills;  these 
different  points  are  in  near  proximity  to  one  another;  rates  to  the 
destinations  in  controversy  are  and  by  the  admission  of  all  the  parties 
should  be  the  same  from  all  the  points,  and  in  this  discussion  Williams 
will  be  used  as  typical  of  the  three. 

The  business  of  the  complainants  is  the  manufacturing  of  rough 
and  dressed  lumber,  and  their  three  plants  have  a  capacity  of  about 
200,009,000  feet  annually.  The  timber  from  which  this  lumber  is 
manufactured  is  located  in  the  northern  part  of  the  territory  of  Arizona 
and  is  all  within  the  United  States  timber  reserration  in  the  territory. 
While  the  complainants  own  very  large  amounts  of  this  timber,  they 
are  obliged  to  log  the  same  under  the  regulations  of  the  Federal 
Forest  Reserve,  and  it  was  said  that  this  added  60  cents  per  thousand 
feet  to  the  expense  of  taking  off  the  logs. 

The  cost  of  production  at  the  mills  of  the  complainants  is  heavy. 
But  little  industrial  activity  is  to  be  found  in  this  section  aside  from 
the  operations  of  these  sawmills.  Labor  is  inefi^ent  and  wages  are 
high.  Supplies  of  all  kinds  must  be  brought  in  by  freight  and  are 
extremely  expensive.  The  cost  of  machinery  and  everything  which 
must  be  obtained  from  a  distance  is  excessive,  owing  to  the  high 
freight  rates  which  must  be  paid.  The  water  problem  is  a  difficult 
one,  the  complainants  having  expended  many  thousands  of  dollars 
in  providing  reservoirs  with  which  to  store  water  for  use  in  their 
boilers  during  the  dry  season.  All  this  makes  the  cost  of  manufac- 
ture higher  at  these  points  than  in  most  other  sections  of  the  United 
States.  The  timber  itself  is  not  of  a  high  grade.  The  logs  are  snudl, 
and  the  per  cent  of  clear  lumber  obtainable  is  comparatively  low. 
Of  the  entire  output  75  per  cent  grades  as  common. 

The  clear  lumber  brings  a  high  price  at  points  of  consimiption  and 
will  bear  transportation.  This  part  of  the  output  of  the  complain- 
ants sells  in  Colorado,  Kansas,  Nebraska,  and  points  east  in  com- 
petition with  fir,  spruce,  and  sugar  pine  from  the  Pacific  slope  and  with 
yellow  pine  from  the  south.  About  20  per  cent  of  the  total  product 
of  the  complainants  b  sold  east  of  Albuquerque  and  is  almost  entirely 
high-grade  stuff. 

The  common  lumber  will  not  bear  transportation  and  must  be 
marketed  in  the  vicinity.    It  can  be  used  in  the  construction  of 
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buildings  and  in  the  mining  operations  which  are  carried  on  exten- 
siyely  in  southern  Arizona  and  northern  Mexico.  There  is  an  ample 
market  in  this  region  for  all  the  limiber  manufactured  by  the  com- 
plainants and  much  more  were  not  that  market  invaded  by  outside 
competition. 

This  competition  is  mainly  from  three  sources.  Mills  operating 
upon  the  line  of  the  Southern  Pacific  at  interior  points  in  California 
ship  their  product  south  and  east  via  the  Southern  Pacific  to  these 
points  of  consmnption  in  southern  Arizona.  This  lumber  passes  in 
transit  through  Los  Angeles. 

Liunber  cut  in  the  northwest,  in  Washington  and  Oregon,  is 
transported  by  water  to  San  Pedro,  the  port  of  Los  Angeles,  and  is 
thence  taken  by  rail  to  southern  Arizona.  The  rail  transportation 
is  through  Los  Angeles  and  over  the  line  of  the  Southern  Pacific  to 
destination. 

Yellow  pine  from  Texas  and  Louisiana  reaches  these  same  points 
through  El  Paso.  Here  the  transportation  is  ordinarily  via  the  lines 
of  the  Southern  Pacific  to  El  Paso,  and  from  El  Paso  either  by  those 
lines  or  the  lines  of  the  El  Paso  &  Southwestern  to  destination.  Of 
these  three  soiurces  of  competition  that  from  the  northwest  through 
San  Pedro  seems  to  be  most  severely  felt  by  the  complainants.  Com- 
petition from  interior  mills  upon  the  Southern  Pacific  is  the  least 
forceful. 

The  defendants  in  this  proceeding  are  the  Atchison,  Topeka  & 
Santa  Fe  Railway  Company;  the  Santa  Fe,  Prescott  &  Phoenix 
Railway  Company;  the  Arizona  &  California  Railway  Company; 
the  Maricopa  &  Phoenix  Railroad  Company;  the  Phoenix  &  Eastern 
Railroad  Company;  the  Gila  Valley,  Globe  &  Northern  Railway 
Company;  the  Southern  Pacific  Company;  and  the  El  Paso  &  South- 
western Company. 

The  first  three  are  Santa  Fe  lines;  that  is,  the  stock  of  the  Santa  Fe, 
Prescott  &  Phoenix,  and  of  the  Arizona  &  California  companies 
is  owned  by  the  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 
The  operations  of  these  three  companies  are  independent  of  one 
another. 

The  Maricopa  &  Phoenix,  the  Phoenix  &  Eastern,  and  the  Gila 
Valley,  Globe  &  Northern  are  subsidiary  companies  of  the  Southern 
Pacific;  i.  e.,  the  stock  of  these  corporations  is  owned  by  the  latter 
company.  Here,  again,  the  operation  is  distinct.  Each  company 
files  its  own  tariffs  and  maintains  an  entirely  separate  operating 
and  accounting  existence. 
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The  questions  inyolved  in  this  proceeding  can  be  best  understood 
by  reference  to  the  following  map,  which  shows  the  situation  of  these 
different  lines  and  localities: 


The  points  which  the  complainants  desire  to  reach  are  ihoee 
located  upon  the  Phoenix  &  Eastern,  upon  the  main  line  of  the 
Southern  Pacific  between  Maricopa  and  Bowie,  upon  the  Oila  VaUey, 
Globe  &  Northern,  and  upon  the  El  Paso  &  Southwestern.  Lum- 
ber from  the  complainants'  mills  to  these  various  points  via  the 
route  which  the  complainants  ask  to  have  established  would  in  all 
cases  pass  from  Williams  over  the  main  line  of  the  Santa  Fe  to 
Ash  Fork,  thence  over  tlie  Santa  Fe,  Prescott  &  Phoenix  to  Phoenix, 
where  it  is  received  by  the  Southern  Pacific  lines.  Its  entire  trans- 
portation up  to  Phoenix  is  therefore  in  all  cases  over  the  lines  of  the 
Santa  Fe.  The  rate  from  Williams  to  Phoenix  is  challenged  in  this 
proceeding,  but  the  complaint  does  not  put  in  issue  rates  to  points 
upon  the  Santa  Fe  north  of  Phoenix  or  other  than  Phoenix. 

The  Phoenix  &  Eastern  extends  froiQ  Phoenix  to  Winkelman,  a 
distance  of  89  miles.  The  Maricopa  &  Phoenix  runs  from  Maricopa 
upon  the  main  line  of  the  Southern  Pacific  to  Phoenix.  From  Tempe 
to  Phoenix,  a  distance  of  8  miles,  the  same  track  is  used  by  both 
these  companies. 

Lumber  from  the  mills  of  the  complainants  for  points  upon  the 
Phoenix  &  Eastern  is  received  by  that  line  at  Phoenix.  Lumber 
from  San  Pedro  for  points  upon  the  Phoenix  &  Eastern  is  transported 
over  the  Southern  Pacific  main  line  to  Maricopa,  thence  by  the  Mari- 
copa &  Phoenix  to  Tempe,  where  it  b  received  by  the  Phoenix  ft 
Eastern. 

The  distance  from  Williams  to  Tempe  is  225  miles;  from  San  Pedro 
to  Tempe,  via  Maricopa,  439  miles.    It  will  be  seen,  therefore,  that  in 
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reaching  Tempe  and  other  points  upon  the  Phoenix  &  Eastern  the 
distance  from  San  Pedro  is  214  miles  greater  than  from  Williams. 

The  capital  stock  of  the  Phoenix  &  Eastern  was  formerly  owned 
by  the  Atchison,  Topeka  &  Santa  Fe,  but  was  purchased  from  that 
company  by  the  Southern  Pacific  in  the  year  1907.  While  the  Santa 
Fe  was  the  owner  of  the  Phoenix  &  EasterUi  joint  rates  were  estab- 
lished from  Williams  to  points  upon  this  line.  As  soon  as  the  South- 
em  Pacific  acquired  the  ownership  of  the  Phoenix  &  Eastern  these 
joint  rates  were  canceled,  and  for  a  time  no  joint  rates  were  in  effect. 
Recently,  however,  joint  rates  have  been  restored  and  are  now  in 
effect  from  the  mills  of  the  complainants  via  the  Santa  Fe  lines  and 
the  Phoenix  &  Eastern  to  points  upon  the  latter  line.  Joint  rates 
have  also  been  established  from  San  Pedro  to  these  same  points  upon 
the  Phoenix  &  Eastern,  and  the  complainants  insist  both  that  the 
rates  from  their  mills  are  imreasonably  high  and  that  the  relation  of 
rates  from  their  mills  as  compared  with  those  from  San  Pedro  is 
unduly  discriminatory  against  them. 

The  tariffs  of  all  lines  in  this  region  name  rates  on  limiber  which 
are  distinct  from  those  on  timber.  Timber  is  defined  as  2  by  6  inches 
and  larger  in  size.  Everything  which  is  not  timber  is  classified  as 
lumber.  Rates  upon  timber  are  usually  materially  lower  than  those 
upon  lumber. 

This  distinction  in  naming  rates  upon  limiber  is  not  observed  gen- 
erally. The  alleged  justification  for  it  here  is  that  the  value  of  timber 
is  much  less  and  that  in  the  mines,  where  it  is  mainly  used,  it  comes 
into  competition  with  unsawed  poles,  which  are  cut  in  the  vicinity. 
The  attorney  for  the  complainants,  upon  the  argument,  stated  that 
this  was  wrong  and  should  be  corrected;  but  the  president  for  the  prin- 
cipal complainant,  as  a  witness  upon  the  trial,  said  that,  in  his  opinion, 
the  distinction  ought  to  be  observed.  It  is  generally  found  in  the 
lumber  tariffs  in  that  region;  no  apparent  injustice  arises  out  of  it 
to  the  complainants,  and  we  have,  in  deciding  this  case,  left  these 
tariffs  in  this  respect  as  we  find  them. 

Rates  to  the  principal  points  upon  the  Phoenix  &  Eastern  from 
Williams  and  Sim  Pedro  are  as  follows: 
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It  will  be  seen  that  the  rate  on  lumber  from  Williams  is  in  aU 
cases  somewhat  lower  than  from  San  Pedro,  but  that  the  rate  on 
timber  is  in  all  cases  lower  from  San  Pedro,  although  the  distance  is 
nearly  twice  as  great. 

Before  considering  rates  from  WiUiams  to  points  upon  the  other 
defendant  lines,  we  may  consider  the  claims  of  the  complainants 
with  respect  to  these  rates  to  Phoenix  and  to  points  upon  the  Phoenix 
&  Eastern. 

The  first  claim  is  that  these  rates  are  inherently  unreasonable. 
The  distance  from  Williams  to  Phoenix  is  217  miles,  27  miles  over 
the  main  line  of  the  Santa  Fe,  and  190  miles  over  the  Santa  Fe, 
Prescott  &  Phoenix.  The  average  distance  from  all  the  mills 
of  the  complainants  to  Ash  Fork,  the  junction  point,  is  approxi- 
mately 50  niiles,  making  an  average  distance  to  Phoenix  of  about  240 
miles. 

We  have  very  little  information  as  to  the  Santa  Fe,  Prescott  & 
Phoenix  touching  the  cost  of  construction  or  operation.  It  is  said 
that  the  grades  from  the  mills  of  the  complainant  to  Phoenix  are 
decidedly  in  favor  of  the  movement  of  this  traffic.  Business  upon 
this  line  is  comparatively  light  and  conditions  are  such  that  freight 
rates  should  be  higher  than  the  average. 

We  are  of  the  opinion  that  the  present  rates  from  the  mills  of  the 
complainants  to  Phoenix  are  excessive  and  that  those  rates  ought 
not  to  exceed  18  cents  per  100  pounds  in  carloads,  minimum  40,000 
pounds.  The  tariffs  of  the  Santa  Fe  make  no  distinction  between 
timber  and  lumber. 

We  are  further  of  the  opinion  that  the  joint  through  rates  from 
the  mills  of  the  complainants  to  points  upon  the  Phoenix  &  Eastern, 
carloads,  minimum  40,000  pounds,  ought  not  to  exceed  the  following: 


To- 

Rate. 

Lumber. 

Timber. 

IffMI 

l"°" 

18 
19 

Kelvin 

WlDkflimui 

The  complainants  claim  that  the  defendants  are  guilty  of  undue 
discrimination  in  the  adjustment  of  their  rates  to  Phoenix  and  points 
upon  the  Phoenix  &  Eastern,  in  that  the  rates  from  San  Pedro  are 
in  many  cases  lower  than  those  from  Williams.  They  insist  that  the 
Commission  should  determine  a  fair  differential  between  San  Pedro 
and  WiUiams  to  these  destination  points  and  should  enforce  that 
differential  by  its  order. 
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The  average  distance  from  these  complaining  mills  is,  as  already 
noted,  about  240  miles  from  Phoenix.  The  lumber  which  competes 
with  Williams  at  Phoenix  is  cut  in  the  far  northwest — in  Washington 
and  in  Oregon.  This  lumber  is  transported  by  water  to  San  Pedro,  a 
distance  of  nearly  1,500  miles,  and  from  San  Pedro  to  Phoenix  by  rail, 
a  distance  of  447  miles. 

It  often  happens  that  the  cost  of  transportation  by  water  from  a 
distant  point  is  less  than  the  cost  of  carriage  by  rail  from  some  much 
nearer  point,  and  in  such  case  the  water  point,  although  farther  away 
in  miles  is  still  nearer  in  the  actual  cost  of  transportation;  but  here 
not  only  is  this  lumber  carried  long  distances  by  water,  but  is  sub- 
sequently transported  almost  t¥dce  as  far  by  rail  as  is  that  produced 
at  Williams. 

There  is  the  further  fact  that  the  conunon  lumber  produced  at 
Williams  must  be  sold  in  southern  Arizona  if  these  lumbNsring  opera- 
tions are  to  be  successfully  continued,  for  it  will  not  bear  the  cost  of 
transportation  by  rail  to  distant  markets,  and  the  proportion  of 
conmion  lumber  to  the  higher  grades  is  so  great  that  the  manu- 
facture can  not  be  successfully  conducted  unless  the  poorer  grades 
can  be  disposed  of  in  some  market  at  a  fair  price. 

The  complainants  ako  insist  that  the  quality  of  their  lumber  is 
somewhat  inferior  to  that  from  the  northwest,  in  that  its  tensile 
strength  is  less  and  that  the  cost  of  manufacture  is  much  greater. 

There  would  seem  to  be  no  doubt  that  if  the  same  carrier  trans- 
ported this  lumber  from  both  Williams  and  San  Pedro  under  exactly 
the  conditions  which  now  obtain,  the  rate  frpm  Williams  to  Phoenix 
and  to  points  upon  the  Phoenix  &  Eastern  should  be  lower  than 
from  San  Pedro,  and  that  to  maintain  from  both  these  points 
the  same  rate,  certainly  to  maintain  from  San  Pedro  a  lower  rate 
would  be  an  undue  discrimination,  in  violation  of  the  act  to  regulate 
commerce. 

But  this  service  is  not  performed  by  the  same  carrier.  The  Santa 
Fe  lines  transport  the  lumber  from  WiUiams  to  Phoenix,  while  the 
Southern  Paci£c  lines  carry  it  from  San  Pedro  to  Phoenix.  Mani- 
festly in  case  of  Phoenix  it  can  not  be  held  that  either  carrier  dis- 
criminates against  the  mills  of  the  complainants  because  it  sees  fit 
to  make  or  to  refuse  to  make  a  rate  lower  than  is  inherently  reason- 
able to  that  destination. 

With  respect  to  points  upon  the  Phoenix  &  Eastern  it  is  somewhat 
different.  The  stock  of  this  railroad  is  owned  by  the  Southern 
Pacific  Company,  but  the  property  itself  is  operated  as  an  independent 
line.  Treating  it  as  independent,  it  transports  lumber  from  both 
?^lliams  and  San  Pedro  to  stations  along  its  route  and  may  there- 
fore be  guilty  of  discrimination  if  it  accords  a  more  favorable  rate 
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to  the  one  than  to  the  other.  Just  what  effect  the  ownership  of  its 
stock  by  the  Southern  Pacific  may  have  we  do  not  attempt  at  this 
time  to  decide.  Taking  all  things  into  account,  we  are  of  the  opin- 
ion, as  already  suggested,  that  rates  from  Williams  to  points  upon 
this  line  ought  to  be  somewhat  lower  than  from  San  Pedro.  We 
have  established  a  reasonable  rate  from  Williams,  and  we  can  not 
assume  that  the  Southern  Pacific  Company  will  so  reduce  its  rates 
from  San  Pedro  as  to  wilfully  defeat  what  has  been  found  just. 

The  complainants  ask  us  to  establish  throu^  routes  and  reasonaUe 
joint  rates  to  Red  Rock,  Tucson,  and  Benson  upon  the  main  line  of 
the  Southern  Pacific;  to  Tombstone,  Bisbee,  Naco,  and  Douglas 
upon  the  El  Paso  &  Southwestern,  and  to  Qlobe,  upon  the  Gila 
Valley,  Globe  &  Northern.  The  rates  in  effect  at  the  present  time 
Tia  this  route  from  Williams  and  San  Pedro,  together  with  the 
respective  distances,  are  given  below: 
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It  was  stated  by  the  Southern  Pacific  upon  the  trial  that  these 
rates  from  Williams  were  merely  paper  rates  and  that  traffic  could 
not  move  under  them.  Tliere  seems  to  be  a  rate  to  Tombstone  via 
the  Santa  Fe  east  and  south  to  Deming  and  the  El  Paso  ft  South- 
western from  Deming  of  53  cents  upon  lumber  and  42.6  cents  upon 
timber,  but  the  distance  via  this  route  is  more  than  50  per  cent 
greater  than  that  via  Maricopa,  and  no  rate  could  be  reasonably 
established  over  this  longer  distance  which  would  enable  the  com- 
plainants to  compete  with  San  Pedro  at  these  points. 

We  find  that  there  is  at  the  present  time  no  reasonable  and  satis- 
factory throu^  route  between  Williams,  Cliffs,  and  Flagstaff,  as 
points  of  origin,  and  the  above-named  points  as  destinations. 

We  are  of  the  opinion  that  through  routes  for  the  transportation 
of  lumber  from  Williams,  Flagstaff,  and  Cliffs,  as  points  of  origin,  to 
the  above-named  places  as  points  of  destination  should  be  estab- 
lished via  the  Atchison,  Topeka  &  Santa  Fe;  the  Southern  Pacific; 
the  Santa  Fe,  Prescott  &  Phoenix;  the  Maricopa  ft  Phoenix;  the  El 
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Paao  ft  Southwestern;  and  the  GKla  Valley,  Globe  &  Northern, 
according  as  the  various  points  are  reached  by  these  lines,  and  that 
reasonable  joint  rates,  carloads,  minimum  40,000  pounds,  in  cents 
per  100  pounds,  should  not  exceed  the  following: 
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No.  1197. 
BANNER  MILLING  COMPANY 

V. 

NEW  YORK  CENTRAL  &  HUDSON  RIVER  RAILROAD 

COMPANY. 


No.  1535. 
SAME 

V. 

NEW  YORK  CENTRAL  &  HUDSON  RIVER  RAILROAD 
COMPANY  ET  AL. 


MmiUed  June  i,  1910,    Decided  June  10, 1910. 


In  the  rehearing  of  these  caaee,  along  with  the  Jenni»on  ea$e,  18  L  0.  C.  Bep.,  113,  it 
appeared  that  either  the  CommiaBion  most  allow  an  advance  in  the  nteeon  floor 
and  other  grain  prodads  from  Buffalo  to  New  York  and  New  England  points,  or 
it  most,  in  snhetance,  require  a  reduction  from  all  territory  west  of  Buffalo.  In 
view  of  the  whole  situation,  it  seems  to  the  Commission  the  wisest  course  to 
permit  the  advance  from  Buffalo.  The  order  in  No.  1197  has  already  eipired 
by  its  own  limitation;  but  the  order  in  No.  1535,  having  still  a  short  time  to  mn, 
will  be  rescinded. 

Shire  €&  JeUinek  for  complainant. 
Clyde  Brown  for  defendants. 

Report  of  the  Commission  on  Behbabdcgs. 

Proutt,  Commissioner: 

In  the  above  cases,  reported  in  13  I.  C.  C.  Bep.,  31,  and  14  L  C.  C. 
Kep.,  398,  the  Commission  held  that  a  rate  of  11  cents  per  100  pounds 
on  flour  and  other  wheat  products  from  Buffalo  to  New  York  and 
New  York  points,  and  of  13  cents  to  New  England  points,  was  unrea- 
sonable, and  ordered  a  reduction  of  1  cent  to  these  destinations.  These 
rates  had  been  advanced  from  10  and  12  cents,  respectively,  in  the 
spring  of  19u7,  and  the  complainants,  who  were  millers  at  Buffalo, 
had  attacked  in  these  proceedings  the  reasonableness  of  the  advance. 

While  there  was  evidence  tending  to  show  the  unreasonableness  of 
the  higher  rates,  the  gravamen  of  the  complaint  was  that  the  rate 
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from  Buffalo  to  these  markets  had  been  advanced  without  a  corre- 
spouding  advance  in  the  rate  of  their  competitors  from  Minneapolis  to 
the  same  markets.  The  defendants  answered  that  the  rate  from  Buffalo 
was  made  with  reference  to  rates  from  Central  Freight  Association 
territory  alone,  and  that  in  the  making  of  these  rates  no  reference 
whatever  was  paid  to  rates  from  the  northwest 

The  Commission  found  that  millers  at  Buffalo  engaged  in  the  grind- 
ing of  spring  wheat  were  in  competition  with  millers  at  Minneapolis 
and  other  northwestern  points,  and  that  the  defendants  in  advancing 
the  rate  from  Buffalo  were  bound  to  have  in  mind  the  competition 
between  these  various  localities,  and  to  inquire  what  effect  an  advance 
at  Buffalo,  without  a  similar  advance  from  the  northwest,  might  have 
upon  the  business  of  the  Buffalo  miller. 

After  a  full  hearing  we  held  that  the  advances  from  Buffalo  were 
unreasonable  and  ordered  a  restoration  of  the  former  rates.  That 
order  has  been  complied  with  since  November  1, 1908,  and  is  still  in 
effect. 

Subsequently  to  the  decision  of  the  Bcmner  Milling  case  complaint 
was  filed  in  Jennison  Co.  v.  O.  iVl  Hy,  Co.^  18  I.  C.  C.  Rep., 
118,  in  which  it  was  alleged  that  rates  on  flour  and  other  wheat 
products  from  Minneapolis  to  New  York  were  excessive  and  dis- 
criminatory as  compared  with  those  from  Buffalo  to  the  same  destina- 
tion. The  defendants  in  the  Banner  Milling  cases  own  and  control 
the  lake  lines  operating  from  Duluth  to  Buffalo,  and  they  therefore 
handle  from  Duluth,  through  Buffalo,  to  the  seaboard,  flour  ground  at 
Minneapolis,  and  also  transport  wheat  from  Duluth  to  Buffalo  and  the 
product  of  that  wheat  from  Buffalo  to  the  seaboard.  The  Conunission 
found  that  the  lake-and-rail  rate  from  Minneapolis  to  New  York 
exceeded  a  reasonable  rate  by  li  cents  per  100  pounds,  and  one  reason 
fgr  its  conclusion  was  that  the  charge  exacted  by  the  defendants  from 
Duluth  to  New  York  upon  the  flour  was  too  high  as  compared  with 
the  combined  charge  upon  the  wheat  from  Duluth  to  Buffalo,  plus  the 
charge  on  flour  from  Buffalo  to  New  York.  A  reduction  of  li  cents 
per  100  pounds  in  wheat  products  was  ordered  in  that  case. 

The  defendants  in  the  Jennison  case  filed  petition  for  rehearing, 
alleging,  among  other  things,  that  to  reduce  the  lake-and-rail  rate 
from  Minneapolis  would  force  extensive  reductions  in  all  rail  rates 
not  only  from  Minneapolis  and  the  northwest,  but  from  all  milling 
centers  upon  the  Mississippi  River  and  west.  Numerous  informal 
o<Hnplaints  were  also  received  from  millers  and  shippers  at  various 
points  in  the  west  and  middle  west,  alleging  that  a  change  in  the  rate 
from  Minneapolis  without  corresponding  changes  in  their  rates 
would  work  great  injury  to  them.  Thereupon,  the  Comnussion,  of 
its  own  motion,  entered  an  order  setting  down  for  argument,  in  con- 
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nectioD  with  this  petition  for  rehearin|2f,  the  Banner  Milling  cases,  and 
notified  the  complainant^  in  those  caaes  and  also  millers  in  Central 
Freight  Association  territory  and  in  territory  farther  west,  that  they 
would  be  heard  at  that  time.  A  hearing  has  been  had,  at  which  the 
claims  of  all  territories  have  been  fully  presented  to  the  Commission. 
Our  conclusion  in  the  Banner  Milling  cases  should  be  adhered  to 
unless,  since  that  decision  was  reached,  conditions  have  changed,  or 
unless  there  are  now  before  the  Commission  new  facts  not  formerly 
considered.  To  an  extent  conditions  have  altered,  and  new  considera- 
tions have  been  presented. 

1.  Since  the  original  hearing  the  expenses  of  operation  upon  the 
part  of  the  carriers  have  materially  increased.  Particularly  within 
the  last  few  weeks  all  the  carriers  involved  in  the  handling  of  this 
traffic  from  Buffalo  have  made  material  advances  in  the  wages  of  their 
employees  which  aggregate  several  million  dollars  annually.  With- 
out undertaking  at  this  time  to  determine  whether  these  increases  in 
operating  expenses  do  or  do  not  justify  any  general  advance  in  the 
rates  of  tbese  carriers,  this  certainly  is  a  change  in  conditions  to  which 
we  can  not  be  oblivious  in  considering  this  matter  at  this  time. 

2.  Upon  the  original  hearing  it  was  said  that  there  was  no  competi- 
tion between  winter-wheat  mills  in  Central  Freight  Association  terri- 
tory and  the  mills  of  the  complainants  at  Buffalo,  and  that  therefore  a 
reduction  of  the  rate  might  be  made  at  Buffalo  without  a  correspond- 
ing reduction  at  other  Central  Freight  Association  points.  This  was 
denied  by  the  carriers,  who  then  stated  that  a  reduction  at  Buffalo 
would  necessitate  a  corresponding  reduction  in  all  Central  Freight 
Association  territory.  In  point  of  fact^  not  only  did  the  carriers  fail 
to  reduce  their  rates  from  Central  Freight  Association  territory  but 
they  have  recently  advanced  those  rates  an  additional  cent  per  100 
pounds. 

The  millers  from  the  middle  west  were  before  the  Commission  upon 
this  hearing.  They  stated  that  there  is  competition  between  winter 
and  spring  wheat*,  and  that  a  reduction  in  rate  from  a  spring-wheat 
milling  center  like  Buffalo  or  Minneapolis,  without  a  similar  reduction 
from  their  territory,  is  an  unjust  discrimination.  It  further  appears 
that  while  most  mills  in  Central  Freight  Association  territory  grind 
winter  wheat,  there  are  some  which  grind  spring  wheat,  notably  at 
Detroit,  Cleveland,  and  Toledo.  One  of  these  mills  at  Detroit  has  filed 
complaint,  which  is  now  pending  before  the  Commission,  alleging  that 
its  rates  from  Detroit  are  discriminatory  as  compared  with  those  from 
Buffalo. 

In  view  of  this  last  advance,  it  is  difficult  to  see  how  this  Com- 
mission can  continue  in  effect  its  order  at  Buffalo  without  taking  steps 
to  reduce  rates  from  Central  Freight  Association  territory.    Certainly, 
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there  is  to-day  an  unjustifiable  discrimination  against  spring-wheat 
mills  at  other  lake  ports.  We  should  hesitate  at  this  time  to  require 
a  general  reduction  of  these  flour  and  grain  rates  from  all  this  territory 
of  the  middle  west. 

3.  In  deciding  the  original  case  we  held  that  such  competition  existed 
between  Minneapolis  and  Buffalo  that  carriers  from  Buffalo  must  con- 
sider the  effect  of  their  action,  in  view  of  this  competition,  in  advan- 
cing the  Buffalo  rate.  We  did  not  attempt  in  that  case  to  determine 
the  i-elation  which  should  exist  between  the  rate  from  Minneapolis 
and  Buffalo  to  these  markets  of  consumption,  but  we  did  virtually 
assume  that  their  relation  which  had  for  several  years  previous  existed 
ought  not  to  be  disturbed  in  the  absence  of  some  justification. 

Since  then  this  question  has  been  further  examined  in  Jefinison  Co. 
V.  Greai  NortJiem  By.  Co.^  supra^  and  as  a  result  of  that  investigation 
we  have  reached  the  conclusion  that  the  lake-and-rail  rate  from  the 
northwest  through  Buffalo  is  excessive,  and  one  reason  for  this  con- 
clusion is  that  the  through  transportation  charges  applied  from  the 
northwest  to  these  markets  upon  the  product  of  the  northwest  miller 
is  too  high  in  comparison  with  the  combined  charge  which  these  same 
carriers  make  for  the  transportation  of  the  wheat  to  Buffalo  and  the 
product  from  Buffalo.  While  we  do  not  at  this  time  undertake  to 
establish  the  relation  in  rates  between  Buffalo  and  Minneapolis,  we  are 
now  of  the  impression  that  Buffalo  can  still  do  business  if  its  rate  is 
somewhat  advanced,  without  a  corresponding  advance  from  the  north- 
west 

it  is  claimed,  and  appears  to  be  true,  that  to  reduce  rates  from  the 
northwest,  as  proposed  in  the  Jennison  case,  will  disturb  the  entire 
rate  fabric  from  milling  centers  upon  the  Missouri  River  and  west, 
and  will  create  a  state  of  discrimination  against  mills  in  the  middle 
west  unless  those  rates  are  also  reduced. 

We  are  apparently  confronted  with  this  alternative:  Either  we  must 
allow  an  advance  from  Buffalo  or  we  must,  in  substance,  require  a 
reduction  from  all  territory  west  of  Buffalo.  In  view  of  the  whole 
situation,  it  has  seemed  to  us  that  the  wisest  course  was  to  permit  the 
advance  from  Buffalo. 

Our  order  in  No.  1197  has  already  expired  by  its  own  limitation. 
The  order  in  No.  1535  has  still  a  short  time  to  run,  and  defendants 
will  be  relieved  from  the  further  effect  of  that  order.  It  is  our  under- 
standing that  as  a  consequence  the  rate  from  Buffalo  to  New  York  and 
New  England  points  will  be  advanced  1  cent  per  100  pounds,  and  no 
more,  while  other  rates  will  remain  at  their  present  figure;  To  keep 
control  of  the  situation,  as  far  as  possible,  No.  1535  will  be  retained 
for  any  further  action  which  may  be  neceb:5ary. 
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No.  2842. 
RECORD  OIL  REFINING  COMPANY  ET  AL. 

V. 

MIDLAND  VALLEY  RAILROAD  COMPANY  ET  AL. 


SuhnUtied  May  5,  1910.    Decided  June  10,  1910. 


1*  Rate  on  oil  from  Muskogee,  Okla.,  to  New  Orleans,  La.,  of  17}  crats  per  100 
pounds,  carloads,  not  found  to  be  unreasonable.    Complaint  dismissed. 

2.  Any  unjust  relation  of  rates  outbound  from  the  refineries  at  Baton  Roufe 
and  New  Orleans  not  within  the  scope  of  the  pleadings  in  this  case. 

0.  D.  Chamberlin  for  complainant 

Edgar  A.  de  MeuU  for  Midland  Valley  Railroad  Company. 

S,  TT.  Moore^  F.  H.  Moore^  F.  E.  Wood^  and  Britton  dk  Gray  for 
Elansas  City  Southern  Railway  Company. 

/.  P.  Blair  and  F.  C.  DiUard  for  Morgan's  Louisiana  A  Texas 
Railroad  A  Steamship  Company  and  Louisiana  Western  Railway 
Company. 

Sidney  F.  Andrews  for  New  Orleans  A  Northeastern  Railroad 
Company. 

Report  of  the  Commission. 

Clements,  Commissianer: 

The  complainants  are  Louisiana  corporations  engaged  in  refining 
and  merchandizing  petroleum  and  its  products  at  New  Orleans,  La., 
and  their  petition  alleges  that  for  the  transportation  of  crude  petro- 
leum in  tank  cars  from  Muskogee,  Okla.,  to  New  Orleans,  La.,  there 
is  charged  an  exorbitant  and  unreasonably  high  rate  of  17^  cents 
per  100  pounds,  and  that  they  are  thereby  subjected  to  great  loss  and 
disadvantage  in  conducting  their  business;  that  such  rate  is  in  viola- 
tion of  the  act  to  regulate  commerce,  especially  sections  1,  2,  and  8 
thereof,  and  that  a  through  rate  of  15  cents  would  be  a  just  and 
reasonable  rate. 

Several  of  defendant  carriers  do  not  participate  in  the  rate 
attacked  and  are  not  at  the  present  time  transporting  the  oil  of  com- 
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plainants.  The  shortest  route  which  could  be  taken  by  complainants' 
oil  via  which  the  17i-cent  rate  is  applicable  is  as  follows:  From 
Muskogee  to  Panama,  Okla.,  78  miles,  Midland  Valley ;  from  Panama 
to  Shreveport,  La.,  243  miles,  Kansas  City  Southern ;  from  Shreve- 
port  to  New  Orleans  (Shrewsbury),  313  miles,  Louisiana  Railway  A 
Navigation  Company ;  the  total  distance  being  634  miles  to  Shrews- 
bury. From  Shrewsbury  to  complainants'  plant  there  is  a  terminal 
movement  for  which  complainants  pay  1^  cents  per  100  pounds,  but 
this  charge  is  not  attacked  in  this  complaint. 

Prior  to  January  1,  1909,  the  rate  on  the  traffic  involved  in  this 
complaint  was  26  cents  per  100  pounds.  In  1908  a  request  was  made 
by  producers  and  by  refining  interests  at  New  Orleans  for  a  lower 
rate,  and  the  result  of  the  negotiations  was  that  a  rate  of  17^  cents 
was  published  effective  January  1,  1909.  Under  this  rate  there  is 
absorbed  a  $4  switching  charge  at  New  Orleans. 

There  is  in  process  of  construction  a  large  Standard  Oil  refinery 
at  Baton  Rouge,  La.,  which  had  not  begun  operation  at  the  time  this 
case  was  heard.  A  pipe  line  is  in  course  of  construction  connecting 
this  refinery  with  the  Muskogee  fields.  This  pipe  line  was  expected 
to  be  in  operation  in  April  of  the  current  year.  Defendants  allege 
that  the  Standard  Oil  Company  had  millions  of  barrels  of  oil  stored 
at  Muskogee,  and  that  they  were  given  an  opportunity  to  begin 
movement  of  this  oil  to  Baton  Rouge  in  the  summer  of  1909,  prior 
to  the  opening  of  the  pipe  line,  and  in  order  to  induce  this  movement 
a  15-cent  rate  was  established  fnmi  Muskogee  to  Baton  Rouge. 
Movement  b^an  under  this  rate  in  November,  1909.  Defendants 
assert  that  this  15-cent  rate  was  a  temporary  competitive  rate  put 
in  to  secure  business  which  would  otherwise  have  waited  for  the 
completion  of  the  pipe  line.  Complainants  base  their  claim  for  the 
15-cent  rate  to  New  Orleans  on  the  existence  of  this  15-cent  rate  to 
Baton  Rouge,  claiming  that  the  rates  to  both  points  should  be  the 
same. 

At  the  hearing  there  was  introduced  an  exhibit  on  behalf  of  com- 
plainants showing  the  routing  provided  for  in  Southwestern  Lines' 
tariff  from  Muskogee  to  Baton  Rouge  and  New  Orleans,  which  routing 
takes  a  longer  mileage  for  Baton  Rouge  than  for  New  Orleans.  In 
answer  to  this,  defendants  introduced  a  tariff  issued  by  the  Kansas 
City  Southern,  an  intermediate  carrier,  which  provided  for  a  shorter 
routing  and  which  gave  Baton  Rouge  a  mileage  80  miles  shorter 
than  New  Orleans.  The  introducticm  of  this  tariff  was  a  surprise 
to  complainants,  who  had  attempted  to  show  that  the  carriers  were 
diarging  a  higher  rate  to  New  Orleans,  although  the  mileage  was 
somewhat  less  than  that  to  Baton  Rouge. 
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Reference  was  made  by  way  of  comparison  to  a  rate  of  15  cents  per 
100  pounds  from  Nowata,  Okla.,  to  New  Orleans  under  which  com- 
plainants formerly  moved  crude  petroleum.  Owing  to  the  inferior 
quality  of  Nowata  oil,  however,  complainants  ceased  operating  under 
this  rate  and  are  now  deriving  their  entire  supply  from  the  Muskogee 
fields.  Defendants  assert  that  in  addition  to  the  Nowata  rate,  being 
practicaUy  a  one-line  haul,  all  of  the  lines  involved  being  Oould 
lines,  and  not  parties  to  this  case,  the  grade  of  oil  is  cheaper  and  less 
desirable. 

Complainants  also  refer  by  way  of  comparison  to  a  rate  of  15  cents 
per  100  pounds  from  Muskogee  fields  to  Port  Arthur  and  neighbor- 
ing Gulf  ports,  but  defendants  assert  that  this  rate  is  forced  by  the 
competition  of  two  pipe  lines  extending  from  Muskogee  to  the  Ghilf. 

It  appears  from  the  record  that  the  chief  reason  for  bringing  this 
complaint  is  due  to  a  fear  of  loss  of  business  in  competition  with  the 
new  refinery  at  Baton  Rouge,  and  in  support  of  this  complainants 
have  referred  in  the  record  to  rates  which  have  recently  been  estab- 
lished on  the  product  of  the  Baton  Rouge  refinery  to  marketing  points 
now  reached  by  complainant.  It  is  asserted  that  these  distributive 
rates  have  been  largely  reduced  at  the  instance  of  the  Baton  Rouge 
refinery.  These  distributive  rates,  however,  are  not  attacked  in  this 
complaint 

Both  the  16-cent  rate  to  Baton  Rouge  and  the  IT^-cent  rate  to  New 
Orleans  apply  from  a  number  of  producing  points,  the  zone  in  the 
latter  case  being  larger  than  the  z<me  for  the  15-cent  rate.  The  rate 
per  ton  per  mile  to  New  Orleans  at  the  iT^-cent  rate  is  5.52  mills, 
and  a  similar  computation  for  the  15-cent  rate  to  Baton  Rouge  gives 
a  rate  per  ton  per  mile  of  5.41  mills. 

The  record  i^ows  that  under  the  New  Orleans  rate  there  is  a  free 
movement  both  to  complainants'  plant  and  to  other  large  shippers 
in  the  vicinity  of  New  Orleans,  and  it  does  not  appear  from  the  record 
that  the  IT^-cent  rate  is  an  unreasonable  charge  for  the  service  per- 
formed. Its  relation  to  the  16-cent  rate  to  Baton  Rouge  is  not  likely 
to  produce  unfair  advantage  in  favor  of  the  Baton  Rouge  refinery, 
especially  when  it  is  borne  in  mind  that  the  rate  from  Baton  Rouge 
to  New  Orleans  on  refined  oil  is  3  cents  per  100  pounds.  The  com- 
parison of  rates  for  the  purposes  of  competition  at  New  Orleans 
is  therefore  a  rate  of  18  cents  as  against  a  rate  of  17^  cents  for 
complainants. 

As  the  Baton  Rouge  refinery  is  not  yet  in  operation  and  has  not» 
therefore,  come  into  competition  with  complainants,  the  effect  of  this 
competition  is  conjectural.  It  seems  reasonable  to  conclude,  how- 
ever, that  if  complainants  should  be  injured  by  any  unjust  relation 
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of  railroad  rates,  it  would  be  due  to  the  relation  of  rates  outbound 
from  the  refineries,  and  this  will  present  a  question  not  within  the 
scope  of  the  pleadings  in  this  case  and  it  is  impossible  to  determine 
at  the  present  time  either  the  existence  or  extent  of  such  apprehended 
injury,  as  there  hare  been  no  shipments  as  yet  from  the  Baton  Rouge 
refinery. 

On  Uie  record  we  are  unable  to  say  that  the  IT^-cent  rate  attacked 
in  this  proceeding  is  unjust  and  unreasonable  or  that  it  subjects  com- 
plainants to  any  undue  disadvantage.  The  complaint  will  be  dis- 
miSBed,  and  it  is  so  ordered. 
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No.  3077. 
BOrr  BROTHERS  MANUFACTURING  COMPANY 

V. 

CHICAGO,  BURLINGTON  &  QUINCY  RAILROAD  COMPANY 

ET  AL. 


SuJtmiUed  March  t6, 1910,    Decided  June  10,  1910. 


Praeent  rates  on  barrel  stayes  and  beading;;  from  Maiden,  Mo.,  and  points  in  ArkaoMf, 
to  Alexandria,  Mo.,  found  unreasonable,  and  reasonable  rates  prescribed  for  the 
future.    Through  route  established  over  certain  lines.    Reparation  awarded. 

T.  L.  Montgomery  and  O.  F.  Thomas  for  complainant. 

Martin  L,  Clardy^  James  C.  Jeffery^  and  Herbert  J.  Campbell  for 
St.  Louis,  Iron  Mountain  &  Southern  Railway  Company  and  Missouri 
Pacific  Railway  Company. 

S,  H.  Went  and  Roy  F.  Britten  for  St.  Louis  Southwestern  Rail- 
way Company. 

Robert  <&  Robert  for  Chicago,  Burlington  &  Quincy  Railroad 
Company. 

RePOBT  of  the  COBOflSSION. 

Pboutt,  Commissioner: 

The  Bott  Brothers  Manufacturing  Company  is  a  copartnership 
engaged  in  the  manufacture  of  barrels,  woodenware,  and  cooperage, 
with  its  principal  plant  located  at  Alexandria,  Mo.,  a  point  six  miles 
south  of  Keokuk,  Iowa.  Complainant  also  owns  and  operates  a  stave 
factory  at  Harrisburg,  Ark.,  from  which  it  largely  obtains  the  supply 
of  staves  and  beads  ncce^ssary  for  the  operation  of  the  plant  at  Alex- 
andria. Staves  are  also  purchased  at  points  nearby,  such  as  IHuu- 
gould,  and  also  at  more  distant  pointH,  of  which  Fordyce  may  be 
taken  as  an  example. 

The  oarriers  interested  in  the  transportation  of  this  commodity  are 
the  Chicago,  Burlington  &  Quincy  Railroad,  hereafter  designated  as 
the  ^^  Burlington,^'  the  St.  Louis,  Iron  Mountain  &  Southern,  termed 
the  ^'  Iron  Mountain,'^  the  St.  Louis  Southwestern  Railway  Company, 
known  as  the  *' Cotton  Belt,''  and  the  Missouri  Pacific  Railway  Com- 
pany, this  latter  road  being  made  a  party  defendant  more  because  of 

19  I.  C.  C.  llei». 
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its  corporate  relationship  to  the  Iron  Mountain  than  because  of  any 
direct  participation  in  the  transportation  complained  of. 

The  complaint,  as  filed,  charges  that  at  the  present  time  the  defend- 
ant carriers  are  exacting  for  the  transportation  of  staves  from  Harris- 
burg,  Paragould,  Jonesboro,  Brinkley,  Clarendon,  Little  Rock,  Pine 
Bluff,  Fordyce,  Stephens^  Camden,  Texarkana,  Ark.,  and  Maiden,  Mo., 
to  Alexandria  and  Keokuk,  rates  which  are  excessive  and  unreasona- 
ble, and  asks  for  the  establishment  of  a  through  route  and  joint  rate 
from  the  first-named  point  to  Alexandria;  there  are  joint  rates  exist- 
ing at  the  present  time  from  the  other  points  named.  As  amended  at 
the  hearing  it  asks  for  the  awarding  of  reparation  up  to  the  time  of 
the  hearing. 

It  appears  that  for  some  fifteen  years  previous  to  September,  1908, 
these  defendants  had  maintained  a  joint  through  rate  of  17  cents  per 
100  pounds  between  Harrisburg  and  Alexandria,  under  which  the  com- 
plainant had  transported  this  traiBSc  On  September  1  the  Iron  Moun- 
tain road  canceled  this  joint  rate  leaving  in  effect  the  local  combina- 
tion on  St.  Louis,  which  was  12  cents  from  Harrisburg  to  St  Louis 
and  7  cents  from  St  Louis  to  Alexandria,  producing  a  through  rate  of 
19  cents.  The  Burlington  had  previously  accepted  as  its  division  of 
the  joint  rate,  5  cents  from  St  Louis,  and  is  still  willing  to  accept  that 
division.  The  local  up  to  St  Louis  was  advanced  to  14  cents  on 
December  12,  1908,  and  continued  at  that  figure  until  June  16,  1909, 
when  it  was  reduced  to  12  cents. 

The  first  question  presented  to  the  Commission  is  whether  this  pres- 
ent through  charge  of  19  cents  resulting  from  the  combination  of  the 
locals  is  reasonable  or  whether  a  through  route  should  be  established 
and  joint  rate  named  which  is  less  than  the  present  combination. 

The  carriers  attempt  to  justify  the  increased  rate  on  the  ground 
that  to  name  any  lower  rate  on  staves  than  applies  on  lumber  is 
to  leave  the  matter  indefensible.  It  is  a  familiar  holding  of  the 
Conunission  that  ordinarily  a  through  rate  like  this  for  a  long  haul 
should  be  less  than  the  sum  of  the  locals.  The  distance  here  is  422 
miles — 256  miles  to  St  Louis,  and  166  miles  from  St.  Louis.  Seven- 
teen cents  per  100  pounds  yields  a  per  ton-mile  revenue  of  8  mills, 
which  for  the  transportation  of  a  commodity  like  this,  being  sub- 
stantially lumber,  can  not  be  pronounced  low.  The  mere  fact  that 
the  Burlington  is  willing  to  accept  a  given  division  is  in  and  of  itself 
no  sufficient  reason  for  the  establbhing  of  the  rate,  but  it  is  certainly 
a  circumstance  which  may  be  considered  in  the  present  instance.  The 
Missouri  Pacific  system  maintains  from  Alexandria  to  Kansas  City,  a 
distance  of  539  miles,  a  rate  of  16  cents;  to  St.  Joe,  a  distance  of  607 
miles,  a  rate  of  17  cents.  At  this  latter  point  the  complainant  meets 
its  most  active  competition. 

19  I.  c.  C.  Hep. 
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We  find  that  at  the  present  time  there  is  no  reasonable  and  satis- 
factory through  route  for  the  transportation  of  staves  and  heading 
from  Harrisburg,  Ark.,  to  Alexandria,  Mo.,  that  such  route  should 
be  established  over  the  lines  of  and  between  the  Iron  Mountain  and 
the  Burlington,  and  that  a  rate  not  exceeding  17  cents  per  100  pounds, 
minimum  30,000  pounds,  would  be  a  reasonable  rate  to  be  applied  aa 
a  joint  rate  over  said  route. 

There  remains  the  further  question  as  to  the  reasonableness  of  the 
joint  rates  existing  from  the  other  points  named,  which,  with  the  excep- 
tion of  Paragould,  are  all  located  on  the  Cotton  Belt,  that  point  being 
served  by  both  the  Iron  Mountain  and  the  Cotton  Belt.  These  rates 
have  been  variously  advanced,  ranging  from  two  to  five  cents  over 
what  they  had  been  for  some  seven  years  prior  to  March  1,  1907. 

We  are  of  the  opinion  that  the  present  rates  from  Maiden,  Mo., 
Paragould,  Ark.,  and  Jonesboro,  Ark.,  are  unreasonable,  and  that 
they  should  not  exceed  15  cents,  17  cents,  and  17  cents  per  100  pounds, 
respectively,  from  those  several  points  of  origin  to  Alexandria,  Mo., 
minimum  30,000  pounds.  We  fail  to  find  that  the  other  rates  involved 
are  excessive. 

We  find  that  during  the  period  beginning  not  more  than  two  years 
before  the  filing  of  the  complaint  and  extending  down  to  the  daPte  of 
the  hearing,  the  complainant  made  shipments  of  staves  and  heading 
from  the  points  in  controversy  to  Alexandria,  as  follows: 

From  Harrisburg,  55  carloads,  aggregating  2,767,400  pounds;  from 
Paragould,  4  carloads,  aggregating  185,150  pounds;  from  Jonesboro, 
one  carload,  aggregating  43,900  pounds. 

We  further  find  that  the  complainant  paid  upon  the  above  shipments 
the  tariff  rates  in  effect;  and  that  the  rates  above  established  as  reason- 
able ought  not  to  have  been  exceeded  at  the  time  these  shipments 
moved. 

The  movement  from  Harrisburg  and  Paragould  was  over  the  Iron 
Mountain  and  the  Burlington,  and  the  complainant  has  paid,  with 
respect  to  tho^^e  shipments,  $590.51  more  than  it  would  have  paid  had 
the  above  rates  found  to  be  reasonable  been  assessed.  The  movement 
from  Jonesboro  was  via  the  Cotton  Belt  and  the  Burlington,  and  the 
complainant  has  been  charged  $8.78  more  than  as  though  the  rates 
above  established  had  been  assessed.  An  order  for  reparation  should 
therefore  issue  against  the  above  defendants  in  the  sums  named,  with 
interest  from  January  25,  1910. 
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No.  2445. 
IDAHO  LIME  COMPANY 

V. 

ATCHISON,  TOPEKA  &   SANTA  FE  RAILWAY  COMPANY 

ET  AL. 


Submiited  Febnuiry  10,  1910,     Decided  June  16,  1910. 


On  complaint  seeking  reparation  for  the  collection  of  unreasonable  charges  by  reason 
of  alleged  misronting  of  a  carload  of  cement  shipped  from  Me<]icine  Lodge, 
Kans.,  to  Spokane,  Wash.;  Held,  That  the  charge  of  misrouting  is  not  snatained. 
Complaint  diamissed. 

D,  E.  Twitchdl  for  complainant. 

Jamea  O.  Wilson  for  Denver  &  Rio  Grande  Railroad  Company, 
Or^on  Short  Line  Railroad  Company,  and  Oregon  Railroad  &  Navi- 
gation Company. 

Report  of  the  Commission. 

Lane,  Coinmissioner: 

On  April  13,  1907,  complainant  shipped  one  carload  of  cement, 
44,000  pounds  in  weight,  via  the  lines  (fi  the  defendants  from  Medi- 
cine Lodge,  Kans.,  to  Spokane,  Wash.,  charges  being  collected  in 
accordance  with  the  joint  Class-C  rate  of  $1  per  100  pounds,  or  in  the 
amount  of  $440.  The  complainant  alleges  that  the  shipment  was  ten- 
dered to  the  agent  of  the  Atchison,  Topeka  &  Santa  Fe  Railway 
Company  at  Medicine  Lodge  without  routing  instructions,  and  that 
the  shipment  was  misrouted  by  that  carrier,  thereby  subjecting  the 
complainant  to  excessive  charges  in  the  amount  of  $228.80.  Repara- 
tion is  asked. 

The  complainant  represents  that  if  the  shipment  had  moved  via  the 
line  of  the  Atchison,  Topeka  &  Santa  Fe  Railway  Comjjany  to  Con- 
cordia. Kans.,  thence  via  the  line  of  the  Chicago,  Burlington  &  Quincy 
Railroad  Company  to  Hillings,  Mont,  and  thence  via  the  Northern 
Pacific  to  destination,  a  total  through  charge  of  48  cents  per  100  pounds 
would  have  been  applicable.  It  appears,  however,  from  an  examina- 
tion of  the  tariifs,  that  at  the  time  the  shipment  was  made  the  rate 
lawfully  applicable  via  this  route,  as  well  as  via  the  route  of  movement, 
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was  the  joint  Class-C  rate  of  $1  per  100  pounds.  Although  there  wns 
in  effect  a  lower  combination  of  local  rates  via  the  route  made  up  of 
the  Atchison,  Topeka  &  Santa  Fe,  the  Burlington,  and  the  Northern 
Pacific,  the  $1  rate  was  nevertheless  lawfully  effective  via  both  routes. 
In  view  of  this  fact  the  Atchison,  Topeka  &  Santa  Fe  Railway  Com- 
pany can  not  be  held  guilty  of  misrouting. 

The  complaimint  does  not  allege  that  the  rate  to  which  it  has  been 
subjected  was  unreasonable,  nor  was  any  evidence  submitted  on  that 
question.  Upon  this  record,  therefore,  no  relief  can  be  granted.  The 
complaint  will  be  dismissed  with  leave  to  the  complainant  to  file  an 
amended  petition  if  it  so  desires. 
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No.  8118. 
SAWYER  &  AUSTIN  LUMBER  COMPANY 

V. 

ST  LOUIS,  IRON  MOUNTAIN  &  SOUTHERN  RAILWAY 
COMPANY  ET  AL. 


MmitUd  March  IS,  1910.    Decided  June  f ,  1910. 


On  the  ficte  shown  of  record  it  is  found  that  any  rate  on  box  shooks  between  the 
points  involved  in  this  proceedinf^  in  excess  of  the  carrent  rate  on  yellow-pine 
lumber  be^een  the  same  points  is  nnreasonable;  and  also  that  the  rate  for  the 
fntore  ooght  not  to  exceed  the  current  rate  on  yellow  pine. 

Austin  <b  Danaheer  for  complainaiit. 

Martin  L.  Clardy^  James  C.  Jeffery^  and  H.  O.  fferbd  for  St  Louis, 
Iron  Mountain  &  Southern  Railway  Company. 
K  L.  Sargent  for  Texas  &  Pacific  Railway  Company. 

Rbfobt  of  thb  Commission. 

Harlan,  Commissumer: 

The  petitioner  is  engafi^ed  in  the  manufacture  of  lumber  at  Pine 
Bluff,  in  the  state  of  Arkansas,  and  complains  that  while  the  defendants 
apply  a  rate  of  18f  cents  per  100  pounds  for  the  carriaf^e  of  lumber 
and  numerous  of  its  products,  including  lath,  sash,  and  doors,  to  Fort 
Worth,  in  the  state  of  Texas,  they  demand  for  the  carriage  of  box 
shooks  to  that  destination  a  rate  of  22}  cents.  The  prayer  of  the 
petition  is  that  the  latter  rate  may  be  reduced  to  the  basis  of  the 
lumber  rate. 

The  box  shooks  manufactured  by  the  complainant  are  made  of  the 
lowest  grade  of  yellow  pine,  the  value  of  which  is  said  to  range  from 
t6  to  $7.50  per  1,000  feet,  the  average  price  of  all  grades  of  yel- 
low pine  being  $18.50  per  1,000  feet,  according  to  statements  made  of 
record.  The  shooks  are  in  the  nature  of  a  by-product  of  sawmills, 
being  cut  from  inferior  or  waste  lumber,  and  are  pieces  of  lumber 
sawed  to  the  required  length  in  order  to  make  boxes  of  given  dimen- 
sions.   The  various  pieces  are  described  as  end  pieces,  side  pieces, 
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topH,  and  bottoms,  and,  as  we  are  informed,  are  shipped  by  the  com- 
plainant in  bundles  of  about  20  pieces,  end  pieces  [yQin^  packed  to- 
gether in  one  bundle,  bide  pieces  in  another,  and  tops  and  l>ottom8 
in  still  another  bundle.  There  is  some  conflict  in  the  record  h»  to 
the  value  of  box  shooks  made  of  yellow  pine  as  compared  with 
the  value  of  yellow-pine  lumber  itself,  but  apparently  the  shooks  of 
this  complainant  are  ordinarily  of  about  the  same  value.  As  a  test 
of  the  reasonableness  of  the  rate  on  box  shooks,  we  attach  more 
importance,  however,  to  the  rate  applied  by  these  defendants  on  sash 
and  doors.  Although  of  at  least  twice  the  value  of  box  shooks,  sash 
and  doors  take  the  lumber  rate  of  IS}  cents  between  the  point^^  in 
question;  and  the  record  gives  us  no  indication  that  the  rate  was 
esUiblished  to  meet  any  competitive  conditions  or  that  it  is  other- 
wise regarded  by  the  defendants  as  less  than  a  normal  rate  on 
sash  and  doors  between  these  points.  On  box  shooks,  however, 
the  defendants  demand  to  substiintially  all  points  in  Texas  a  rate  four 
cents  higher  than  the  lumber  rate,  notwithstanding  the  fact,  which 
this  record  apparently  establishes,  that  the  class  of  shooks  manu- 
factured by  the  complainant  will  ordinarily  load  to  about  50,«)00 
pounds,  while  lumber  loa<ls,  on  the  average,  to  al>out  44,(H)o  pounds. 
We  had  not  thought  that  sh(K)ks  would  load  more  heavily  than  lum- 
ber, but  it  is  so  stated  and  the  record  ap[)arently  establishes  the 
fact  by  reference  to  actual  movements.  We  are  not  advised  as 
to  the  loading  of  sash  and  doors,  but  it  may  l)e  assumed  that  box 
shooks  ordinarily  load  to  l>etter  advantage.  We  understand  also  that 
common  molding,  lath,  hoo|)s,  staves  and  heading,  shingles,  and  pav- 
ing blocks  also  take  the  luml>er  rates  l)etween  these  points;  and  Ik)x 
shooks,  doubtless,  load  as  well  as  any  of  these  commodities. 

Accepting,  without  .-^[Knial  veritiiation,the  statements  made  of  record, 
the  history  of  the  rate  on  box  shooks  between  the  points  in  question 
is  as  follows:  Prior  to  November  10,  IIKX),  the  rate  had  been  27  cents 
per  100  pounds.  Tpon  that  date  it  was  reduced  to  22J  cents,  and  this 
rate  has  remained  in  etfect  until  the  pn  s<»nt  time.  But  on  NovemlnT 
IS,  11H)9,  only  eight  days  after  the  establishment  of  tlie  221-cent  rate, 
the  defendants  herein  published  a  commodity  rate  of  18J  cents  per  ItK) 
pounds  in  a  s|>«H>ial  tariff  which  expired  by  its  own  limitation  on  Fein 
ruary  18,  1910.  This  rate  temporarily  superseded  the  rate  of  22f 
cents  over  the  lines  of  the  defendant,  the  latter  rate,  however,  remain- 
ing in  effect  by  comi)eting  routes.  It  appears  that  in  the  fall  of  VM^ 
the  complainant  had  entered  into  a  contract  for  the  sale  of  from  150  to 
250  carloads  of  box  shooks  for  delivery  at  Fort  Worth  during  the 
ensuing  year  at  a  price  IwLsed  on  a  freight  rate  of  iNj  cents,  which  the 
cr)mplainant»  as  the  result  of  conferenc<»s  with  the  trathc  ofhrials  of 
the  principal  defindant,  antiei[>uted  would  lie  made  efferiive.     The 
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record  indicates  that  the  principal  defendant  had  arrano:ed  with  its 
connections  to  publish  the  lumber  rate  on  box  shooks,  but  the  con- 
necting lines  subsequently  withdrew  their  concurrences  because  of  a 
reduction  which  it  was  feared  would  ensue  in  the  Texas  state  rates  on 
box  shooks.  But  the  defendants  in  partial  f  ul611nient  of  the  complain- 
ant's wishes  established  temporarily  the  special  rate  of  18^  cents  per 
100  pounds  just  referred  to.  Apparently  box  shooks  to  points  north 
of  Pine  Bluff  for  several  years  took  a  rate  even  lower  than  the  rate 
applicable  on  the  lumber  from  which  they  are  made.  At  this  time  they 
take  the  same  rate.  To  interstate  points  south  of  Pine  Blutf  box  shooks 
have  ordinarily  taken  a  higher  rate  than  that  applied  on  lumber.  It 
was  suggested  by  the  defendants  in  this  connection  that  the  rate  of 
18f  cents  on  lumber  from  Pine  Bluff  to  Fort  Worth  is  a  competitive 
rate  established  to  meet  a  similar  rate  to  Fort  Worth  from  Beaumont 
and  other  points  in  southern  Texas.  We  know  from  other  sources 
that  Arkansas  and  Texas  yellow  pine  compete  actively  in  the  Texas 
markets.  Nevertheless,  sash  and  doors,  shingles,  lath,  molding,  and 
cooperage  stock,  as  heretofore  stated,  enjoy  the  benefit  of  the  lural)er 
rate,  and  under  the  circumstances  we  see  no  reason  why  box  shooks 
should  take  a  higher  rate. 

In  Michigan  Box  Co.  v.  F.  cfe  P.  M.  R.  R.  Co.,6 1.  C.  C.  Rep.,  835, 
the  rate  on  box  shooks  between  points  in  Michigan  and  points  in  New 
York  was  reduced  to  the  lumber  rate;  but  we  do  not  regard  the  case 
as  necessarily  controlling  the  disposition  of  this  complaint.  It  is  re- 
ferred to  here  only  in  connection  with  our  general  impression  that  the 
rates  on  box  shooks,  lath,  shingles,  ties,  and  certain  other  rough  prod- 
ucts of  lumber  ordinarily  do  not  exceed  the  rate  on  the  lumber  from 
which  they  are  manufactured.  But  aside  from  this  not  unusual  rela- 
tion of  rates  on  the  two  commodities,  and  h.asing  our  conclusions 
wholly  upon  the  facts  shown  of  record,  we  Hnd  that  any  rate  on  box 
shooks  between  the  points  here  involved  that  is  in  excess  of  the  cur- 
rent yellow-pine  lumber  rate  between  the  same  points  is  unreason- 
able, and  that  the  rate  for  the  future  ought  not  to  exceed  the  current 
rate  on  yellow  pine. 

An  order  to  that  effect  will  be  entered. 

19 1,  a  C.  Hep. 
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No.  3104. 
W.  P.  CRAIG  LUMBER  COMPANY 

V. 

VIRGINIAN  RAILWAY  COMPANY  ET  AU 


SubmUUd  April  18,  1910.    Decided  June  S,  1910. 


Through  rate  on  lumber  from  Victoria,  Va.,  to  Alliance,  Ohio,  not  foond 

able.    Reparation  denied. 

No  appearance  for  complainant. 

E.  W.  Knight  for  Virginian  Railway  Company. 

Henry  Wolf  BiUe  for  Norfolk  &  Portsmouth  Belt  Line  Railroad 
Company;  New  York,  Philadelphia  &  Norfolk  Railroad  Company; 
Pennsylvania  Railroad  Company;  and  Pennsylvania  Company. 

RePOBT  of  the  COMIOSSION. 

Proutt,  Gommissioner: 

At  the  hearing  in  Pittsburg,  April  18,  1910,  complainant  did  not 
appear,  although  its  office  is  in  that  city. 

This  is  a  claim  for  reparation  in  the  amount  of  (87.22  on  account  of 
alleged  unreasonable  charges  on  four  carloads  of  lumber  from  Victo- 
ria, Va.,  a  station  120  miles  west  of  Norfolk,  on  the  Virginian  Railway, 
to  Alliance,  Ohio,  shipped  in  October,  1909. 

The  Virginian  Railway  extends  from  Norfolk,  Va.,  to  Deepwater, 
W.  Va.,  and  was  opened  for  traffic  about  April,  1909.  Since  it  was 
completed  it  has  been  extending  its  through  routes  and  joint  rates  as 
rapidly  as  possible  to  points  in  the  west,  including  stations  in  Ohio. 
At  the  time  these  shipments  moved  it  had  no  joint  rates  to  Alliance, 
but  had  established  a  joint  rate  to  Cleveland  and  other  stations  on  the 
Cleveland,  Cincinnati,  Chicago  &  St  Louis. 

These  shipments  moved  from  Victoria  to  Norfoll^  and  from  there 
over  the  Pennsylvania  lines,  and  the  carriers  via  this  route  are  the 
only  defendants.  The  answer  of  the  Virginian  Railway  states  that 
complainant  directed  that  the  shipment  move  via  this  route.  The 
through  rate  was  made  up  of  the  local  rate  of  8  cents  from  Victoria  to 
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Norf<dk  and  16  cents  from  Norfolk  to  destination,  and  a  switching 
charge  of  $1.60  per  car  charged  by  the  Norfolk  &  Portsmouth  Belt 
Line  Railroad  Company.  The  freight  could  have  moved  either  via 
Deepwater,  at  a  combination  rate  of  28i  cents,  or  via  Roanoke  and 
the  Norfolk  &  Western  and  its  connections  at  a  combination  rate  of 
26  cents.  Therefore  the  rate  applied  on  this  shipment  was  the  lowest 
in  effect  at  the  time.  Recently  the  Virginian  Railway  has  published 
a  joint  rate  of  19^  cents  from  Victoria  to  Alliance,  the  same  as  the 
joint  rate  from  Victoria  to  Cleveland  and  other  stations  on  the 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis  at  the  time  this  shipment 
moved. 

There  is  a  prayer  for  the  establishment  of  a  maximum  rate,  but  the 
petition  alleges  that  the  route  over  which  the  shipments  actually 
moved  ^^is  a  longer  and  unreasonable  one."  Complainant  evidently 
desires  the  route  and  rate  via  Deep  water,  W.  Va.,  that  being  the 
route  via  which  the  Id^-cent  rate  applied  to  Cleveland  and  other 
points.  As  above  stated,  the  19i-cent  rate  via  this  route  has  been 
established.  Under  the  circumstances  there  would  be  no  occasion  for 
an  order  continuing  that  rate  in  effect,  even  if  the  carriers  constituting 
that  route  were  parties  defendant 

The  only  question,  therefore,  is  whether  the  rates  charged  over  the 
route  the  shipments  moved  are  unreasonable.  The  local  rate  from 
Victoria  to  Norfolk  is  on  the  basis  of  locab  along  the  line  of  the  Vir- 
ginian Railway  and  is  somewhat  less  than  via  its  competitor,  for  the 
same  distance,  the  Norfolk  &  Western.  There  is  no  complaint  of  the 
switching  charge  at  Norfolk.  The  rate  of  the  Pennsylvania  lines 
from  Norfolk  to  Alliance,  Ohio,  is  in  accordance  with  the  general 
structure  of  rates  on  lumber  from  Norfolk  to  points  west  of  Pittsburg 
and  has  been  in  effect  for  a  great  many  years.  The  complaint  will  be 
dismissed. 
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No.  2876. 
WILLIAM  CAMERON  &  COMPANY,  INCORPORATED, 

V. 

HOUSTON,  EAST   &   WEST  TEXAS   RAILWAY   COMPANY 

ET  AL. 


8uhmitUdMardiSl,1910,    Decided  Jutu  10, 1910. 


1.  lUte  chaiged  on  ihipinentol  lumber  from  Davkville,  Tex.,  to  8i^ 

foond  imrea0oiijJi>le.    Repermtion  awmrded. 

2.  Rate  duogod  on  ahipment  d  lumber  from  Stton,  Tex.,  to  Altne,  Okk.,  fooDd 

onreMonable.    Repermtkm  awmrded. 

O.  W.  Payne  and  W.  M.  Sleeper  for  complainant. 
J.  R.  ChAsHan  for  Houston,  East  &  West  Texas  Railway  Company. 
b.  L.  Meyers  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 
J.  8.  Hershey  for  Gulf,  Colorado  &  Santa  Fe  Railway  Company. 
J.  W.  ABen  for  Missouri,  Kansas  &  Texas  Railway  Company  of 
Texas. 

Repobt  of  ths  Commission. 

Pboutt,  Commienoner: 

Two  complaints  involying  shipments  of  lumber  have  been  oonsoB- 
dated  in  this  one  case.  They  were  heard  together  and  will  be  dis- 
posed of  in  one  report. 

Complainant  shipped  from  Davisyille,  Tex.,  a  point  on  the  Houston, 
East  &  West  Texas  Railway,  to  Santa  Rita,  N.  Mex.,  a  point  on  the 
Atchison,  Topeka  &  Santa  Fe  Railway,  on  September  7,  1907,  a  car- 
load of  lumber  weighing  36,500  pounds.  Freight  charges  were  col- 
lected in  two  separate  payments  aggregating  $257.32.  Complainant 
tendered  shipment  without  routing  instructions,  except  as  follows: 
''Care  of  Santa  Fe  at  El  Paso."  The  originating  carrier  miarouted 
the  shipment,  delivering  it  to  the  Atchison,  Topeka  &  Santa  Fe  at 
Cleveland,  Tex.  If  it  had  been  routed  via  the  lines  taking  the  lowest 
combination  it  would  have  taken  a  39-cent  rate,  made  up  of  18  cents 
to  El  Paso  over  the  Houston,  East  &  West  Texas  and  Galveston, 
Harrisburg  &  San  Antonio,  and  21  cents,  El  Paso  to  destination,  via 
the  Atchison,  Topeka  &  Santa  Fe.  Reparation  is  asked  on  the  basis 
of  the  39-cent  rate  in  the  sum  of  SI  14.97,  less  $40.15  already  refunded. 
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In  its  answer  the  Houston,  East  &  West  Texas  Railway  admits 
that  complainant  is  entitled  to  reparation  in  the  sum  of  $74.82,  the 
amount  claimed,  and  it  assumes  sole  respK>nsibility  for  the  misrouting. 

Upon  the  record  we  find  that  complainant  was  damaged  in  so  far 
as  the  rate  charged  exceeded  charges  at  a  rate  of  39  cents  per  100 
pounds,  and  reparation  will  be  awarded  on  that  basis  against  the 
originating  carrier,  the  Houston,  East  &  West  Texas  Railway,  in  the 
sum  of  $74.82,  with  interest  from  June  12, 1908. 

The  second  complaint  in  this  case  involves  a  shipment  of  lumbei* 
from  Saron,  Tex.,  to  Altus,  Okla.,  formerly  known  as  Leger,  Okla., 
December  21,  1907.  No  routing  instructions  were  given  except  that 
complainant  stated  by  indorsement  on  the  bill  of  lading  that  the  ship- 
ment was  to  move  at  a  28i-cent  rate.  Charges  were  assessed  in  the 
sum  of  $204.15  on  a  weight  of  49,000  pK>unds.  Complainant  asks  for 
reparation  on  the  basis  of  the  28i-cent  rate  in  the  sum  of  $64.50. 

Defendant  Missouri,  Kansas  &  Texas  Railway  Company  of  Texas 
admits  that  the  lowest  combination  in  effect  was  33^  cents,  made  up 
of  5  cents,  Saron  to  Trinity,  and  28^  cents.  Trinity  to  destination, 
and  is  willing  to  make  reparation  on  that  basis.  Complainant  states, 
however,  that  any  charge  in  excess  of  28^  cents  is  imreasonable. 

Prior  to  the  movement  of  the  shipment  a  joint  rate  of  28^  cents 
had  been  in  eff^c^t  for  some  time.  It  was  stated  at  the  hearing  that 
the  carriers  canceled  this  rate  about  two  months  prior  to  the  ship- 
ment for  the  reason  that  the  lines  in  Oklahoma  and  Kansas  made 
excessive  demands  upon  the  originating  lines  for  increased  divisions. 
About  a  year  later,  and  after  this  shipment  moved,  the  rate  was 
restored,  the  demands  of  the  lines  in  Oklahoma  and  Kansas  having 
been  withdrawn  and  the  old  divisions  accepted.  Only  a  few  months 
after  the  28^-cent  rate  was  restored,  August  25,  1908,  the  rate  was 
reduced  to  25  cents,  and  has  remained  at  that  figure  to  the  present 
time.  • 

We  hold  that  at  the  time  of  the  shipment  the  complainant  was 
entitled  to  a  through  rate  of  28^  cents  via  the  defendant  and  its  con- 
nections, over  which  the  joint  rate  had  formerly  prevailed  and  now 
prevails,  and  that  it  was  the  duty  of  the  defendant  to  have  routed 
the  shipment  via  that  route.  In  point  of  fact,  it  sent  it  by  a  different 
and  much  more  expensive  route.  We  find,  therefore,  that  the  com- 
plainant has  been  damaged  in  so  far  as  the  rate  charged  exceeded 
a  rate  of  28)  cents,  and  reparation  upon  that  basis  will  be  awarded 
in  the  sum  of  $64.50,  with  interest  from  June  12,  1908. 

The  complainant  does  not  claim  that  at  the  time  of  the  shipment 
the  rate  should  have  been  less  than  28)  cents.  We  have  not,  there- 
fore, felt  called  upon  to  inquire  whether  even  that  rate  was  excessive. 

An  order  wiU  issue  in  accordance  with  the  above  findings. 

19  L  a  C.  Bep. 
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No.  3000. 
ARLINGTON  HEIGHTS  FRUIT  EXCHANGE  ET  AL. 

V, 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


SubvniUed  May  tS,  1910,    Decided  June  11, 1910. 


1.  Under  the  oonditiona  shown  by  the  record  in  this  case  the  Commiflrion  fails  to 

find  that  the  present  rate  on  oranges  from  points  in  southern  Oaiifomia  to  the 
east  is  oureasonable. 

2.  Present  rate  on  lemons  from  points  in  sonthem  California  to  the  east  is  onreason- 

able  to  the  extent  that  it  exceeds  $1  per  100  ponnds. 

3.  The  Commission  is  investigating  the  refrigeration  and  precooling  charges  on 

citrus  fmit  shipments  from  California,  and  all  questions  relating  to  those  iastiQa 
are  reserved  for  further  c  ^nsideration  and  future  disposition. 

4.  If  in  any  case  the  advanced  rate  on  lemons  complained  of  herein  has  been  paid, 

reparation  will  be  awarded  on  the  basis  of  the  $1  rate  upon  proper  proceedings. 

Mayer ^  Meyer ^  Austrian  <k  Piatt;  Joseph  H.  Call  and  Asa  F.  Call 
for  complainants. 

Robert  Durdap^  E.  W.  Camp^  T.  J.  Norton^  and  Oardiner  Lathrop 
for  Santa  Fe  sjstem  companies. 

Uarry  L.  Titus  for  San  Diego,  Cuyamaca  &  f^astem  Railway  Com- 
pany and  San  Diego  Southern  Railway  Company. 

F.  C.  DiUard,  W.  R.  Kelly,  P.  F.  Dunne,  C.  W.  Durbrow,  and 
W.  F.  Ilerrin  for  Southern  Pacific  Company,  Union  Pacific  Railroad 
Company,  Oregon  Railroad  &  Navigation  Company,  Oregon  Short 
Line  Railroad  Company  et  al. 

Repobt  of  the  Commission. 

Prouty,  Commissioner: 

The  complainants  are  growers  and  shippers  of  citrus  fruits  in  south- 
em  California,  and  their  complaint  puts  the  following  matters  in  issue 
touching  the  movement  of  their  product  to  eastern  destinations: 

1.  The  reasonableness  of  the  present  orange  rate  of  (1.15. 

S.  The  advance  in  the  lemon  rate  from  (1  to  (1.15. 

^-  The  reasonableness  of  the  present  charges  for  refrigeration. 
The  lawfulness  of  the  precooling  charge  of  $30  per  car. 


Digitized  by 


Google 


ARLINGTON   HBIQHT8   KBUIT   XZOHANOB  t;.  8.  P.  00.  149 

THE  ORANGE  RATE. 

The  taking  of  the  evidence  in  this  proceeding  occupied  several  days, 
and  all  branches  of  the  subject  have  been  presented  with  great  fullness. 
The  complainants  insist  that  the  present  condition  of  the  industry 
requires  a  reduction  in  the  rate  in  order  that  a  wider  market  may  be 
opened  to  the  increased  product,  and  have  introduced  testimony  show- 
ing the  state  of  the  orange  industry. 

In  Consolidated  Fonoarding  Co.  v.  SotUhem  Pacific  Co.j  10  1.  C.  C. 
Rep.,  590,  the  reasonableness  of  the  rate  on  citrus  fruits  was  before 
the  Commission,  and  the  whole  subject  was  there  considered.  The 
report  of  the  Commission  in  that  proceeding  states  at  some  length  the 
cost  of  producing  oranges  and  the  profit  in  that  business  from  about 
1901  to  1904.  It  does  not  seem  necessary  to  restate  those  facts  here. 
Since  then  the  cost  of  raising  and  putting  oranges  on  board  the  cars 
in  California  has  increased.  The  price  received  in  the  east  has 
remained  about  the  same,  with  perhaps  a  slight  advance.  In  two 
respects  great  improvement  has  been  made  in  the  handling  of  oranges 
from  the  tree  to  the  consumer  >vithin  that  period. 

First,  and  most  important,  are  the  investigations  of  the  United 
States  Depaitment  of  Agriculture  under  the  direction  of  Professor 
Powell. 

Previous  to  these  investigations  the  loss  from  decay  in  the  shipping 
and  marketing  of  oranges  from  this  locality  had  been  great,  often  as 
high  as  from  20  to  40  per  cent  This  liability  to  dec*ay  not  only  occa- 
sioned damage  by  the  loss  of  the  spoiled  fruit  itself,  but  also  injured 
the  selling  price  of  the  sound  fruit. 

Professor  Powell  ascertained  that  decay  in  oranges  was  entirely  due 
to  mechanical  injury  in  their  handling.  If  there  was  no  brube,  there 
was  no  decay.  His  conclusion  was  that  if  oranges  were  pii^ked  with- 
out bruising  there  would  be  no  trouble  from  decayed  fruit.  To-day 
these  oranges  are  handled  from  the  tree  to  the  box  with  great  care, 
and  with  the  result  that  there  is  no  further  loss  from  this  cause. 
Refrigeration  is  now  resorted  to  not  to  prevent  decay  in  transit,  but 
to  preserve  the  appearance  of  the  fruit.  It  is  universally  conceded 
that  this  has  been  of  almost  incalculable  benefit  to  the  orange  industry 
of  southern  California.  The  greater  part  of  the  advantage  inures  to 
the  grower,  but  indirectly  the  carrier  benefits,  since  delay  in  shipment 
is  no  longer  attended  with  serious  consequences,  and  claims  for  loss 
and  damage  due  to  delay  in  transit  have  largely  diminished. 

There  has  also  been  great  improvement  in  the  marketing  of  these 
oranges.  The  California  orange  can  be  left  upon  the  tree  for  weeks 
after  it  is  ripe  without  serious  deterioration,  which  means  that  this 
crop  can  be  picked  and  sent  to  market  at  such  time  as  is  most  desirable, 
extending  over  a  period  of  several  months. 

10I.aC.Reii. 
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Formerly  each  fi^ower  marketed  his  owd  crop,  and  this  was  ustiallj 
done  through  the  agency  of  commission  men  in  the  east.  Each  grower 
picked  and  forwarded  his  oranges  at  such  time  and  to  such  market  as 
he  might  select  There  was  no  concert  of  action  between  different 
growers,  with  the  result  that  some  markets  would  be  glutted,  while 
in  others  the  demand  was  good. 

At  the  present  time  the  California  Fruit  Growers  Exchange  markets 
more  than  60  per  cent  of  the  citrus  fruit  grown  in  California.  This 
association  has  its  agents  in  all  markets  and  watches  over  the  fruit 
from  the  packing  house  to  the  dealer.  It  selects  the  best  time  for 
picking  and  shipping  and  the  best  market  in  which  to  place  the  ship- 
ment. This  has  contributed  much  to  the  price  which  the  grower 
receives  for  his  product 

There  has  also  been  a  decrease  in  the  freight  rate,  which  was  $1.25 
per  100  pounds  when  our  former  opinion  was  delivered,  while  now  it 
is  $1.15  per  100  pounds,  a  reduction  of  10  cents  having  been  made  in 
the  year  1907. 

These  advantages  have  up  to  the  present  time  offset  the  increase  in 
cost  of  production,  so  that  the  profit  to  the  grower  seems  to  be  about 
the  same  now  as  then.  The  complainants  insist,  however,  that  in  the 
next  few  years  there  will  be  a  large  increase  in  cost  of  production 
without  compensating  advantages. 

Below  is  given  a  table  showing  shipments  of  citrus  fruits  from 
California  for  the  years  named.  Previous  to  the  season  of  1897-98 
it  was  said  to  be  impossible  to  give  oranges  and  lemons  separately: 


SaMon. 

Nmnber  of  cmrlo^di. 

OrwDgm. 

Lenooa. 

To4aL 

i8n-M 

6,871 

UM-05 

6.021 

1806-96 

*    7i676 

1396-97 

7.860 

1897-96 

11.987 
9.448 
16.862 
11.178 
17.  Wl 
21.080 
26.684 
27.842 
28,789 
26.819 
27.688 
88.947 

^15 

1.447 
2.924 
2,816 
2,649 
2,782 
4.274 
8.789 
8.607 

6,lfi0 

16.  Ui 
10.861 

1866-99 

1899-1900 

17^809 
K0I7 
SS87 

1900-1901 

1901-2 

1902-8 

28.729 
29.466 
tL616 

1906^ 

1904-6 

1906-6 

27.686 

1906-7 .* 

29.826 

1907-8 

60,081 

1906-9 _ 

This  table  shows  a  continuous  increase  in  production,  and  the  testi- 
mony indicates  that  this  increase  will  continue  in  the  inmiediate  future 
at  least,  since  many  acres  of  oranges  and  lemons  have  been  planted 
which  are  not  yet  in  bearing. 

The  complainants  further  insist  that  this  traffic  is  moved  in  great 
Tolume,  in  solid  train  loads,  for  long  distances,  and  should  therefore, 
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having  reference  to  the  oiroumstances  of  the  transportation,  bear  a 
low  rate. 

For  the  purpose  of  showing  the  conditions  of  the  movement  of  this 
business,  the  fcianta  Fe  lines  were  required  to  furnish  a  statement  giv- 
ing the  consist  of  all  freight  trains  moving  east  out  of  divisional  points 
between  San  Bernardino  and  Chicago  for  the  first  week  of  March, 
1909.  This  statement  shows  the  number  of  loaded  cars,  the  number 
of  empty  cars,  and  the  number  of  cars  containing  citrus  fruits  in  each 
train. 

The  week  selected  is  in  that  period  when  shipments  of  oranges  are 
the  heaviest;  but  this  movement  now  continues  in  considerable  amounts 
through  the  entire  year  and  is  comparatively  uniform  for  five  months. 

This  statement  shows  that  during  that  time  nearly  one-third  of  all 
the  loaded  cars  moving  eastbound  upon  the  line  between  San  Ber- 
nardino and  Chicago  were  filled  with  citrus  fruit.  One-sixteenth  of 
the  entire  freight  revenues  of  the  Santa  Fe  system  is  from  the  handling 
of  these  California  citrus  fruits. 

These  trains  are  not  solid  orange  trains,  as  stated  by  the  complainants. 
Most  of  them  leave  San  Bernardino  as  solid  trains,  but  the  length  is 
reduced  for  operating  reasons  beyond  the  first  divisional  point,  and 
when  other  cars  are  again  added  they  appear  to  be  either  empty  cars  or 
those  loaded  with  other  freight.  The  movement  is,  however,  equiva- 
lent to  a  solid-train  movement  in  this,  that  it  is  a  continuous  through 
movement,  necessitating  but  little  switching  service  up  to  Kansas  City, 
and  in  trains  all  the  way  to  Chicago  which  may  be  loaded  to  the  maxi- 
mum capacity  of  the  locomotive.  This  movement  is  now  by  the  Belen 
cut-off,  and  such  trains  are  handled  through  by  a  single  engine,  with 
comparatively  little  helper  service. 

The  above  statement  shows  that  the  number  of  loaded  cars  in  east- 
bound  trains  during  that  period  averaged  30.  Assuming  that  these 
cars  had  been  loaded  with  oranges  to  the  average  loading  shown  by 
this  record,  these  trains,  at  $1.16  per  100  pounds,  the  present  rate, 
would  have  earned  between  San  Bernardino  and  Chicago,  which  is  but 
slightly  less  than  the  average  haul  of  oranges,  about  $4.25  per  train- 
mile,  against  an  average  train-mile  earning  upon  the  Santa  Fe  system 
for  Uie  year  1909  of  but  $3.09.  It  should  be  further  noted  that  the 
haul  in  case  of  this  movement  is  something  in  excess  of  2,200  miles, 
while  the  average  haul  upon  the  Santa  Fe  during  this  year  was  362 
miles. 

The  minimum  is,  at  the  present  time,  27,700  pounds.  Oranges  are 
loaded  six  tiers  wide  by  two  tiers  high,  the  boxes  standing  on  end.  The 
refrigerator  cars  in  which  they  are  moved  contain  in  each  end  an  ice 
banker  which  holds  the  ice  when  the  car  moves  under  refrigeration. 
In  the  old-style  car  these  bunkers  are  stationary,  and  the  loading  of  the 
car  is  therefore  the  same  whether  moving  under  ice  or  under  ventila- 
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tioD.  These  ice  bonkers  can  be  so  constructed  that  the  side  away  from 
the  end  of  the  car  can  be  thrown  up  and  fastened  in  the  top  of  the  car, 
thus  leaving  available  for  the  loading  of  oranges  when  under  ventila- 
tion the  space  which  is  occupied  by  the  ice  when  under  refrigeration. 
This  collapsible  bunker,  so  called,  permits  an  additional  loading  of  84 
and  72  boxes  of  oranges,  according  to  the  style  of  the  car,  and  of  00 
and  72  additional  boxes  of  lemons.  There  are  now  in  service  about 
1,000  of  these  collapsible-bunker  cars,  aUd  it  appeared  that  some  others 
have  been  ordered.  The  cost  of  changing  the  permanent  to  the 
movable  bunker  is  $120.  The  additional  cost  of  providing  the 
collapsible  bunker  in  a  new  car  is  $60. 

In  the  Consolidated  Forwarding  case^  above  referred  to,  the  Com- 
mission held  that  the  orange  rate  ought  not  to  exceed  $1.10  per  100 
pounds  upon  the  minimum  then  existing,  which  was  substantially  the 
same  as  at  present;  but  it  had  no  authority  at  that  time  to  order  an 
observance  of  this  rate.  The  complainants  insist  that  to-day  we  ought 
not  only  to  establish  the  rate  then  found  reasonable,  but  to  fix  as 
reasonable  a  much  lower  rate,  which  they  say  should  not  exceed  85 
cents  per  100  pounds. 

The  carriers  assert  in  justification  of  the  present  rate  that  the  equip- 
ment in  which  this  traffic  is  handled  is  more  expensive  tlian  the 
ordinary  box  car,  which  is  true;  that  the  loading  is  lighter  in  compari- 
son with  the  weight  of  the  car,  especially  when  the  bunkers  are  filled 
with  ice,  than  in  case  of  most  traffic,  which  is  also  true,  and  that 
many  cars  are  returned  empty,  which  is  to  an  extent  the  fact 

It  is  said  by  the  carriers  that  the  service  is  an  expedited  one,  which 
may  properly  cany  with  it  a  higher  rate  than  would  otherwise  be 
proper.  The  schedule  under  which  this  traffic  moves  is  between  10 
and  11  mUes  per  hour,  including  stops  at  divisional  points.  This  is 
nothing  more  than  a  fair  merchandise  schedule,  and  ordinary  mer- 
chandise is  habitually  mof  ed  in  the  same  trains  and  upon  the  same 
schedule.  The  service  does  seem  to  be  regular  and  dependable,  and 
is  at  the  present  time  satisfactory  to  the  shippers. 

The  shipper  is  accorded  what  is  termed  the  ^^  diversion  ^  privilege; 
that  is,  he  may  change  the  point  to  which  his  car  was  consigned  while 
the  car  is  en  route,  without  additional  expense,  thus  enabling  him  to 
reach  whatever  market  may  be  the  most  desirable.  It  is  conceded  by 
the  shippers  that  this  is  a  privilege  of  great  advantage  to  them,  and  it 
is  one  which  costs  the  carriers  a  considerable  amount  to  extend. 

The  defendants  urge  with  much  earnestness  that  since  our  decision 

in  1905  large  increases  in  the  expense  of  operation  have  occurred, 

which  are  not  offset  by  increased  advantages  in  operation.    We  must 

ourselves  take  note  of  the  fact  that  the  Commission  is  about  making 

reductions  in  transcontinental  rates  which  may  result  in  a  considerable 

diminution  of  revenue  to  these  carriers. 

19  L  C.  C.  Reii. 
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In  1903  the  funeral  freight  agent  of  the  Santa  Fe  lines  npon  the 
Pacific  coast  wrote  to  his  superior  traffic  officer  upon  this  subject  as 
follows: 

There  is  no  doabt  in  my  mind  that  if  the  California  lemon  groweis  do  not  see 
more  encouragement  in  the  future  they  are  going  to,  a  good  many  of  them,  let  their 
orchards  go  back. 

It  seems  to  me  that  we  will  have  to  make  the  rate  |1  per  100  pounds  apply  all  the 
year  and  give  the  lemon  growers  to  understand  that  we  will  continue  it  in  effect 
until  they  secure  United  States*  markets.  *  •  •  I  think  we  can  defend  the  lower 
rate  on  lemons  on  account  of  the  competition  of  foreign  lemons.  *  *  *  It  is  up 
to  us  now  to  give  the  lemon  grower  a  definite  answer  as  to  what  he  may  expect  for 
years  to  come. 

In  fact  in  1904  the  $1  rate  was  made  applicable  for  the  entire  year 
and  was  continued  in  effect  until  November  and  December,  1909,  when 
tariffs  were  filed  advancing  the  rate  to  $1.15. 

The  testimony  in  this  case  indicates  and  fairly  shows  that  the  cost 
of  placing  lemons  upon  the  cars  in  California  is  no  less,  but  is  rather 
greater  to-day,  than  in  1904.  The  lemon  growers  assert  that  the 
increase  in  their  production  has  been  due  mainly  to  the  lower  rate  of 
freight  under  which  they  were  better  able  to  meet  Sicilian  competition. 

But  even  with  the  dollar  rate  California  has  been  unable  to  compete 
with  Sicily  upon  the  Atlantic  seaboard.  The  average  price  received 
by  California  growers  east  of  the  Allegheny  Mountains  is  $1  per  box 
less  than  the  price  obtained  west  of  the  Missouri  River. 

The  last  tariff  act  increased  the  duty  on  lemons  from  $1  to  $1.60 
per  100  pounds.  The  complainants  assert,  and  the  defendants  deny, 
that  this  was  the  occasion  of  the  increase  in  the  freight  rate. 

The  average  cost  to  the  defendants  of  handling  lemons  is  somewhat 
less  than  with  oranges,  for  the  reason  that  the  average  haul  is  shorter. 
As  just  noted,  few  lemons  from  California  find  a  market  npon  the 
Atlantic  seaboard,  while  practically  the  entire  supply  in  territory 
west  of  the  Missouri  River  is  from  that  source.  Oranges,  upon  the 
other  hand,  move  in  large  quantities  into  these  far  easCem  markets. 
The  complainants  insisted  that  the  average  haul  in  case  of  oranges  was 
600  miles  greater  than  in  case  of  lemons,  and  manifestly  it  is  consid- 
erably in  excess. 

The  expense  of  moving  citrus  fruit  under  refrigeration  is  greater 
than  under  ventilation,  since  the  weight  of  the  ice  is  added  to  the  load 
of  the  car,  and  the  proportion  of  oranges  moving  under  refrigeration 
is  greater  than  of  lemons. 

Upon  the  other  hand,  oranges  load  somewhat  heavier  than  lemons, 
the  present  minimum  being  27,600  pounds  in  case  of  oranges  and 
27,200  pounds  in  case  of  lemons. 

Upon  full  consideration  we  are  of  the  opi/iion  that  the  present 
lemon  rate  of  $1.16  is  unreasonable,  and  that  the  rate  ought  not  to  ex- 
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ceed  $1  per  100  pounds,  with  the  present  minimum  weight,  said  rate 
to  apply  to  all  territory  to  which  the  rate  of  $1.15  is  made  applicable 
by  the  tariff  of  the  defendants  on  file. 

The  Commission  is  itself  investigating  the  refrigeration  and  precool- 
ing  of  these  citrus-fruit  shipments,  and  all  questions  relating  to  those 
issues  are  reserved  for  further  consideration  and  future  disposition. 

The  petition  contains  a  prayer  for  reparation.  Before  the  advanced 
rate  upon  lemons  became  effective  an  injunction  was  issued  by  the 
circuit  court  of  the  United  States  for  the  district  of  southern  Cali- 
fornia in  favor  of  certain  of  the  complainants  in  this  proceeding 
against  the  collection  of  the  advanced  rate.  It  is  our  understanding 
that  in  consequence  of  these  injunction  proceedings  the  $1  rate  has 
been  generally,  if  not  uniformly,  collected.  If  in  any  case  the  advanced 
rate  has  been  paid,  reparation  will  be  allowed  on  the  basis  of  the  $1 
rate  upon  proper  proceedings. 
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No.  3049. 
COMMERCIAL  CLUB  OF  OMAHA 

V. 

CmCAGO  &  NORTH  WESTERN  RAILWAY  COMPANY  ETAL. 


aubmiUed  May  li,  1910.    Decided  June  11, 1910, 


Rates  on  Ininber  from  Omaha  to  certain  points  in  Colorado,  Kanaas,  and  Wyoming 
foand  to  be  nnreasonablei  and  lower  rates  prescribed. 

K  «/.  Mc  Vann  for  complaioant 

8.  A.  Lyvde  for  Chicago  &  North  Western  Railway  Company. 
Janies  E.  KeVby  for  Chicago,  Burlington  &Quincy  Railroad  Company. 
M.  Z.  Bdl  for  Chicago,  Rock  Island  &  Pacific  Railway  Company. 
Edson  Rich  for  Union  Pacific  Railroad  Company. 

Report  of  thb  CoianssiON. 

Clabk,   Commtsaioner: 

This  complaint  assails  the  rates  on  lumber  in  carloads  from  Omaha 
and  South  Omaha,  Nebr.,  and  Council  Bluffs,  Iowa,  to  points  in  South 
Dakota  on  what  is  known  as  the  Niobrara  branch  of  the  Chicago  & 
North  Western  Railway,  extending  from  Norfolk  Junction,  Nebr., 
in  a  northwesterly  direction  to  Dallas,  S.  Dak.;  to  points  in  Wyoming 
on  the  Chicago,  Burlington  &  Quincy  Railroad,  Torrington  to  Guern- 
sey and  Ironton,  inclusive,  all  lying  just  west  of  the  Nebraska  state 
line;  to  points  on  the  main  lines  of  the  Union  l^acific  Railroad  from 
Julesburg,  Colo.,  to  Beet  Siding  spur  (La  Salle),  Colo.,  and  from 
Tracy,  Wyo.,  to  Cheyenne,  Wyo. ;  and  to  points  on  the  main  line  of 
the  Chicago,  Rock  Island  &  Pacific  Railway  beginning  with  Mahaska, 
Kans.,  just  south  of  the  Nebraska  state  line,  and  extending  westerly 
to  Roswell,  Colo. 

Originally  the  complaint  was  also  directed  against  the  rates  of  the 
Chicago  &  North  Western  Railway  to  points  in  Wyoming  from  Van 
Tassell  to  Casper,  and  to  points  in  Wyoming  on  the  Wyoming  & 
Northwestern  Railway  from  Cadoma  to  Lander,  but  this  portion  of 
the  complaint  was  withdrawn  on  the  assurance  of  defendants  that  rates 
to  these  points  would  be  satisfactorily  adjusted. 

Discussion  of  the  rates  from  Omaha  is  to  be  understood  as  including 
South  Omaha.  No  evidence  was  introduced  with  regard  to  rates 
I  Council  Bluffs,  as  such  rates  are  based  on  fixed  differentials  or 
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bridge  charges  higher  than  Omaha,  and  any  revision  of  the  Omaha 
rates  would  necessarily  result  in  corresponding  changes  from  Council 
Bluffs. 

The  allegation  is  that  the  rates  are  unreasonable  and  excessive  both 
in  and  of  themselves,  and  ^^  by  comparison  with  rates  for  similar  serv- 
ices rendered  by  the  defendants  and  other  carriers  under  substantially 
similar  circumstances  and  conditions."  Reliance  is  placed  upon  com- 
pariftons  with  rates  from  Lincoln,  Nebr.,  and  with  various  state  distance 
scales,  including  Nebraska  state  rates  established  under  the  so-called 
Aldrich  law  of  July  5, 1907,  which  accomplished  a  horizontal  reduction 
of  15  per  cent  in  the  rates  in  effect  January  1,  1907,  and,  in  addition, 
stress  is  laid  by  complainant  upon  the  fact  that  through  rates  from 
most  of  the  southern  producing  points  are  lower  than  the  combinations 
of  the  rates  from  such  producing  points  to  Omaha,  plus  the  local 
rates  out 

Complainant's  witnesses  testified  that  their  competition  was  largely 
with  fir  and  white  pine  from  the  Pacific  coast  and  the  far  northwest, 
and  they  referred  to  anticipated  increased  disadvantage  to  Omaha 
owing  to  reductions  of  from  5  to  9  cents  per  100  pounds  in  the  i*ates 
on  fir  lumber  from  the  northwest  to  points  in  South  Dakota  here  com- 
plained of,  which  reductions  became  effective  March  1,  1910.  It  was 
admitted  that,  even  with  such  reductions  in  the  rates  from  the  north- 
west, there  would  still  remain  an  advantage  in  the  rates  on  the  south- 
em  products,  but  it  was  contended  that  prices  f.  o.  b.  mills  in  the 
south,  $5  per  1,000  feet  higher  than  at  the  mills  on  the  Pacific  coast, 
made  some  difference  in  favor  of  the  southern  mills  necessary.  It  was 
further  shown  that  90  per  cent  of  complainant's  members'  yellow-pine 
shipments  to  points  on  the  lines  in  question  are  made  direct  from  the 
south  on  the  through  rates;  only  10  per  cent  being  shipped  from 
Omaha  on  the  local  rates. 

Complainant's  members  keep  large  stocks  of  lumber  on  hand  in 
their  Omaha  yards.  This  lumber  is  better  seasoned  and  drier  than 
that  which  comes  direct  from  the  mills,  and  includes  such  materials 
as  heavy  joists,  timbers,  sash,  doors,  etc.,  which  the  mills  in  the  south 
do  not  generally  have  on  hand  for  direct  shipment.  The  advantage 
of  maintaining  yards  at  Omaha  is  that  points  of  consumption  can  be 
supplied  more  promptly  therefrom  than  from  the  southern  mills 
direct,  and  in  shipments  from  Omaha  yellow  pine  can  be  mixed,  under 
lawful  tariff  provisions,  with  manufactured  or  partly  finished  articles, 
such  as  sash,  doors,  and  millwork,  including  porch  columns,  stair- 
work,  etc.,  regardless  of  points  of  origin  of  same. 

Complainant's  desire  is  to  extend  the  territory  to  which  reship- 
ments  can  be  made  from  Omaha,  and,  obviously,  to  secure  an  adjust- 
ment that  will  enable  jobbers  at  Omaha  to  operate  on  a  parity  with 
direct  shippers  from  the  south. 
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Def endaDts  deDy  that  the  rates  are  unreasonable  per  se^  and  contend 
that  they  are  justified  in  maintaining  through  rates  less  than  the  com- 
binations of  locals,  and  that  complainant  is  not  warranted  in  expecting 
carriers  to  equalize  in  their  rate  adjustments  disadvantages  in  market 
conditions.  They  insist  that  while  the  business  of  the  Omaha  lumber 
dealers  is  entitled  to  proper  protection,  nevertheless  any  place  at 
which  dealers  merely  handle  a  product  that  is  produced  elsewhere 
presents,  from  an  economic  point  of  view,  a  condition  entii*ely  differ- 
ent from  that  presented  at  the  place  of  production. 

Following  is  a  comparison,  in  cents  per  100  pounds,  of  the  present 
rates  of  the  Chicago  &  North  Western  Railway  from  Omaha  to  the 
South  Dakota  points  involved  in  the  complaint,  with  irates  from 
Omaha  to  points  in  Nebraska  on.the  same  branch: 


StattoDi. 

Milee  from 
Omaha. 

Bate  from 
Omaha. 

Stattona. 

Miles  from 
Omaha. 

Bate  from 
Omaha. 

NiobnnLNebr 

182 
199 
212 
227 
284 
239 

12.75 

18.6 

14.45 

15.S 

15.8 

16.0 

St  Chailea,  a  Dak 

Herrlck.SLDak 

247 
2S2 
268 
267 
271 

18.5 

MoDowl.  Nebr 

17  0 

Briftow,  Nebr 

Burke,  8.  Dak 

17.0 

Anoka.  Nebr 

17  0 

FAlrfnz,  8.  l>*k 

Dallas,  &Dak 

17,  § 

BoDeiteel,  8.  Dak 

Following  is  a  comparison,  in  cents  per  100  pounds,  of  the  present 
rates  of  the  Chicago,  Bock  Island  &  ^u^ific  Railway  from  Omaha  to 
points  in  Nebraska  on  the  same  line  with  rates  to  some  of  the  Kansas 
points  involved  in  the  complaint: 


stattona. 

Miles  from 
Omaha. 

Bate  from 
Omaha. 

Stations. 

Miles  from 
Omaha. 

Rate  from 
Omaha. 

DeWitt  Nebr 

99 

109 
U6 
128 
180 
149 
165 

7.65 
7.65 
8.5 
8.5 
10.0 
12.0 
12.0 

^^fifrnt^^  Kans 

183 
202 
244 
278 
802 
848 
884 

18^0 

JftDMO,  Nebr 

T/f^bf^nAn,  Kans 

18.0 

Mrburj,  Nebr 

PhilllpslmrK,  Kans 

Norton,  Kans 

15.0 

ThomMon,  Nebr 

17.0 

18.5 

Bel]eTllle.Kaiit 

Colby,  Itanw 

19.0 

Goodland,  Kans 

8010 

Following  is  a  comparison  in  cents  per  100  pounds  of  the  present 
rates  of  the  Union  Pacific  Railroad  from  Omaha  to  points  in  Nebraska 
on  the  same  line  with  rates  to  some  of  the  Wyoming  and  Colorado 
points  involved  in  the  complaint: 


MUesfrom 
Omaha. 


Bate  from 
Omaha. 


Stations. 


MUesfrom   Bate  from 
Omaha.       Omaha. 


SidneT.Nebr 

Wx.Nebr 

BnshnelL  Nebr .... 
Pine  Blair.  W70.... 

Tracy,  Wjo 

Bans,  WTO 

Areher,  Wyo 

CheyeDoe,  Wyo 

North  Platte,  Nebr 
CFlOloiis.Neto.... 


418 

19.65 

441 

19.55 

4A2 

19.66 

472 

28.0 

477 

28.0 

489 

28.0 

607 

28.0 

5U 

28.0 

287 

17.85 

801 

17.85 

Paxton,  Nebr.. 
Oga]]ala,Nebr. 
Jolesborv,  Colo 

Weir.  Oolo 

Sedffirick.Colo 
Stenios.  Colo.. 
Union,  Oolo.... 
Orchard,  Colo.. 
Kersey,  Colo... 
La  Sane.  Colo.. 


821 
840 
«n 

878 
885 

428  < 
462  I 
488 
514 
688 


17.88 

18.7 

1&7 

18. 6§ 

28.0 

9.8 

28.8 

9.0 

88.8 

28.0 
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Following  is  a  oomparison,  in  cents  per  100  pounds,  of  the  present 
rates  of  the  ChicagOi  Burlington  &  Quincy  Railroad  from  Omaha  to 
points  in  Nebraska  on  the  same  line  with  rates  to  some  of  the  Wyoming 
points  involved  in  the  oomplaint: 


BtetUm. 

MUesfrom 

Bate  from 

Statloiie. 

MUeifrom 
Omaha. 

Rate  from 
Omaha. 

Mfnatore.  Nebr 

472 
490 
496 
604 
U3 

21.25 

22.96 

28.8 

80.0 

8L0 

Vaugban,  Wyo 

619 

638 
649 

82.0 

Mitchell.  Nebr 

WTiibote.  Wtow 

88.0 

MorriU.  kebr 

Wnal<m,  Wyo 

86.0 

Heni7,  Nebr 

GnemMT.  ^to 

86.0 

Toolncton,  Wjo 

Complainant  alleges  that  at  the  points  complained  of  on  the  Chicago, 
Burlington  &  Quincy  Railroad  the  strongest  competition  is  with  fir 
lumber  from  the  northwest,  taking  a  rate  of  40  cents  per  100  pounds, 
and  from  the  Inland  Empire,  taking  a  rate  of  33  cents  per  100  pounds. 
These  points  are,  as  has  been  noted,  on  a  branch  line,  and  it  may  well 
be  that  for  like  distances  the  rates  should  be  higher  than  on  main  lines 
in  well-developed  territory,  where  the  density  of  traflSc  is  much 
greater.  This  observation  applies  also  to  the  situation  on  the  Nio- 
brara  branch  of  defendant  Chicago  &  North  Western. 

Indicative  of  the  rate  situation  at  the  Colorado  points  on  the  Union 
Pacific  Railroad  involved  in  this  complaint  the  following  comparison 
is  made: 

From  southern-producing  points  to  Denver,  Colo.,  37  cents;  from 
Denver  to  La  Salle,  Colo.,  7.5  cents;  total  44.5  cents.  From  southern- 
producing  points  to  Omaha,  26.5  cents;  from  Omaha  to  La  Salle, 
Colo.,  23  cents;  total  49.5  cents. 

The  rate  to  Omaha  has  just  been  ordered  reduced  to  25  cents.  La 
Salle  is  523  miles  from  Omaha  and  46  miles  from  Denver.  Under  the 
new  rate  to  Omaha  the  combination  at  La  Salle  will  be  3.5  cents 
higher  on  Omaha  than  on  Denver.  Certainly  this  is  not  an  unreason- 
able difference  against  Omaha  if  any  consideration  is  given  to  distance 
from  the  distributing  point  and  to  the  rights  and  interests  of  dealers 
at  Denver. 

There  is  no  good  reason  why  defendants'  rates  should  be  so  adjusted 
that  the  Omaha  dealers  may  merchandise,  sort,  and  mix  lumber  at 
Omaha  and  dispose  of  it  in  all  this  territory  on  combination  rates  that 
are  no  higher  than  joint  through  rates  from  points  of  production  to 
the  same  points  of  consumption.  If  Omaha  is  entitled  to  such  a  rate 
adjustment  it  follows  that  other  places  would  have  the  same  right,  and 
such  a  general  adjustment  would,  apparently,  be  possible  only  under 
the  application  of  the  postage-stamp  theory  of  rates. 

It  will  be  observed  that  defendants'  rates  are  consistently  graded 
out  from  Omaha  to  the  Nebraska  state  line,  and  that,  with  the  ezcep- 
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tion  of  the  Chicago  &  North  Western's,  they  mcrease  abruptly  as  soon 
as  the  state  line  is  reached. 

Considering  the  whole  situation,  we  are  of  the  opinion  that  defend- 
ants' rates  on  lumber  and  other  forest  products  grouped  therewith  in 
carloads  from  Omaha  and  South  Omaha,  Nebr.,  to  the  following 
points,  as  shown  in  the  first  columns  of  the  following  tables,  are  unrea- 
sonable and  excessive  to  the  extent  that  they  exceed  the  rates  to  the 
same  points,  as  shown  in  the  second  columns,  and  that  for  the  future 
the  rates  shown  in  the  second  columns  should  not  be  exceeded. 

CHICAGO.  ROCK  ISLAND  A  PACIFIC  ELAILWAT. 
[Rates  in  cents  per  100  pounds.] 


From  Om&ba  to— 

Present 
rates. 

Rates  here- 
in found 
to  be  rea- 
sonable. 

From  Omaha  to— 

Present 
rates. 

Bates  hcn> 
infoond 
tobere*- 
aonable. 

MAhfvfka    KUDU 

10.0 
11.0 
11.0 
12.0 
12.0 
12.0 
12.0 
12.0 
12.0 
13,0 
13.0 
IS.O 
18.0 
11.0 
14.0 
14.5 
14-6 
14.5 
15.0 
15.0 

9.0 
9.0 
10.0 
10.0 
11.0  1 
11.0  1 
11.0  1 
11.5  1 
11.5] 
12.0  ' 
12.0 
12.0 
12.6 
12.5 
12.6 
18.0 
18.0 
18.0 
18.0 
18.5 

Stattnit,  Kans 

15.6 
]«.0 
16.6 
17.0 
17.0 
17.6 
18.0 
18.5 
18.6 
19.0 
19.0 
19.0 
19.0 
19.6 
20.0 
20.0 
20.0 
20.6 
20.6 
22.0 

IS.6 

Kftrkii,  KVn« 

Praline  View.  Kans 

IS.6 

Munden.  Kans 

14.0 

Belleville,  Kans 

Calvert,  Kans 

14.0 

Rydal.  Kans 

14.0 

Bcandia,  Kans 

DelWale.  Kans 

14.6 

Conrtland,  Kans 

(Dayton,  Kans 

16.0 

Jenningii.  Ksns 

16.0 

Montrose,  Kans 

Dresden,  Kans 

16.6 

If ankato.  Kans 

16.0 

Otego,  Kans 

Rexford,  Kans 

17.0 

Brtxxi,  Kans 

Gem,  Kans 

17.0 

Lebanon,  Kans 

Colby.  Kans 

17.0 

Bellaire,  Kans 

Levant,  Kans 

1A.0 

Smith  Center,  Kana 

Brewster,  Kans 

18.0 

Atbol.  Kans 

Edson,  Kans 

18.6 

Kensineton,  Kans 

Agn,  Kans 

Good  land,  Kans 

19.0 

Rnleton,  Kans 

20.0 

Gretna  Kans 

Kanorado.  Kans. 

Burlington,  Colo 

20  0 

Phlllipsbarg,  Kans 

21.0 

UNION  PACIFIC  RAILROAD. 
[Rates  in  cents  per  100  pounds.] 


Present 
latea 

Rates  here- 
in found 
to  be  rea- 
sonable. 

From  Omaha  to— 

Present 
rates. 

Rates  here- 
in found 
to  be  rea- 
sonable. 

Tracy,  Wyo 

23.0 

23.0 

23.0 

28.0 

23.0 

28.0 

23.0 

18.7 

19.66 

23.0 

23.0 

23.0 

23.0 

23.0 

23.0 

23.0 

23.0 

28.0 

23.0 

28.0 

28.0 
28.0 

21.6; 
21.6: 
22.0 

22.0 ; 

22.5 

22.6 

2L0' 

18.6 

19.0 

19.0 

19.0 

19.6 

19.6: 

20.0 

20.0 ; 

Atwood,  Colo -. 

2L0 
28.0 
23.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
28.0 
».0 

10.6 

Egbert,  Wyo 

Merino.  Oolo 

SLO 

Bnms.  Wyo 

Beta,  Colo 

SLO 

milsdale.  Wyo 

Mcasex  Oolo 

2L0 

Pnrham^Wyo 

Balsac,  Colo 

ILO 

Union,  Colo 

2L0 

Cheyenne,  Wyo 

Cooper.  Colo 

2L0 

Jnlesbniw,  Colo 

Snyder,  Colo 

21.0 

Weir.  Colo 

Dodd.  Colo 

21.6 

Adrian,  Colo 

Fort  Morgan,  Colo 

Narrows,  Oolo 

2L6 

Ovid,  Colo 

1L6 

Sedgwick,  Colo 

Weldon.Colo 

22.0 

Red  Uon,  Colo 

Goodrich.  Colo 

22.0 

Crook.  Colo 

Orchard,  Oolo............ 

22.0 

Proctor,  Colo 

Sublette,  Oolo 

22.0 

Powell,  Colo 

20.0 
20.0 
20.5 
20.6 
20.6 

Masters,  Colo 

210 

DilLCoIo 

Oanton»  Colo. 

216 

FoM,Golo 

Hardin,  Colo 

22.6 

Havford.  Colo... 

Sand  Pit  Spar.  Colo 

Kuner,  Oolo 

2Z.6 

Sterling.' Colo 

a.6 

Beet  Sugar  Factory  Spur, 
Oolo 

».5l 

tt.6 

■  Anhnm.  rv>1n      

tt.6 

Hall,  Oolo 

20l6  il  llMitflidlnff  Snnr.rnlA... 

22.* 

1 

1    '"        ^  -    - 
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CBICAQO.  BUBLINQTON  A  QUINOT  RAILROAD. 
[Ratei  in  oenti  per  100  pouDds.] 


From  Omaha  to— 

PKMDt 

ratei. 

Ratei  here- 
in found  to 
hereeaon- 
able. 

From  Omaha  to— 

Present 
rates. 

Rates  here- 
in foand  to 
be  reason- 
able. 

Torrincton,  Wjo 

n.o 

92.0 
S8.0 
84.0 

80.6 
81.0 
81.0 
82.0 

Whalen,  Wyo 

86.0 
86.0 
86.0 

82.0 

VaokIuui,  Wyo 

QaemMT,  Wyo  .', I. 

88.0 

Wyocote*  Wyo 

Ironton,  wyo 

88.0 

ftart  Luamie,  Wyo 
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No.  879. 
CITY  OF  SPOKANE,  WASH.,  ET  AL. 

V. 

NORTHERN  PACIFIC  RAILWAY  COMPANY  ET  AL. 


Sulnn%U€dDecmhert8,1909.    Decided  Jum  7, 1910. 


1.  The  scheme  of  mtes  proposed  by  the  Qreftt  Northern  and  the  Northern  TwdAc 
for  transportation  of  traffic  firom  St.  Paul  and  Chicago  to  Spokane,  made  by 
taking  75  per  cent  of  the  terminal  rates,  ia  founded  upon  ^ts  which  do  not 
exist  and  is  constructed  upon  a  theory  which  can  not  be  approved  by  tiie 
Commission. 

3.  Present  rates  charged  by  the  Great  Northern  and  the  Northern  Pacific  upon  tiie 

commodities  specified  in  the  supplemental  complaint  firom  the  defined  teni- 
tories  mentioned  to  Spokane  are  unreasonable,  and  just  and  reasonable  rataa 
for  the  future  should  not  exceed  those  which  are  set  fwth  in  Schedule  A, 
attached  to  this  repwt. 
8.  In  fixing  these  rates  the  Commission  has  proceeded  upon  the  view  that,  under  tfi« 
decisions  of  the  Supreme  Court  of  the  United  States,  it  could  not  use  the  rata 
to  Seattle  as  a  standard  by  which  to  measure  that  to  Spokane.  If  this  were 
otherwise,  if  the  Commission  were  free  to  take  into  accoimt  all  the  competitiv« 
conditions  existing  both  east  and  west  and  determine  what,  in  the  lig^t  of  all 
these  conditions,  would  be  a  just  and  reasonable  relation  between  the  rates  <d 
Seattle  and  Spokane,  a  somewhat  different  question  would  be  presented. 

4.  Joint  through  rates,  both  class  and  commodity,  should  be  established  from  defined 

territories  east  of  Chicago  to  Spokane.  The  rates  named  in  Schedule  A  tarn 
just  and  reasonable  and  should  not  be  exceeded  for  the  future. 
6.  In  some  instances  joint  rates  upon  the  commodities  dealt  with  in  Schedule  A  an 
now  in  existence;  in  those  cases,  if  they  exceed  the  rates  specified,  they  m 
unreasonable,  and  the  carriers  maintaining  them  are  required  to  establish  them 
specified  in  the  schedule  in  lieu  of  their  rates  now  in  effect. 

6.  Where  joint  through  rates  do  not  now  exist  firom  points  east  of  Chicago  upon  cef^ 

tain  lines  to  Spokane,  the  Commission  finds  that  there  is  no  reasonable  and 
satisfetctory  through  route  and  that  such  through  routes  and  joint  rates  ought 
to  be  established. 

7.  Both  class  and  commodity  rates  should  be  slightly  lower  from  Mississippi  River 

points  to  Spokane  than  from  Chicago  points,  as  is  indicated  by  the  rates  named 
in  Schedule  A. 

8.  The  rates  named  In  Schedule  A  upon  classes  and  commodities  dealt  with  in  the 

previous  opinion,  as  to  arbitraries  between  St.  Paul  and  Chicago,  are  reason- 
able,  and  the  ftmner  finding  of  the  Commission  in  such  previous  opinion  is 
amended  acamlingly. 

9.  The  class  and  commodity  rates  specified  in  Schedule  A  found  just  and  reasonable 

rates  to  be  applied  from  the  defined  territories  therein  named  to  Baker  City, 
La  Gruide,  and  Pendleton,  Oreg.,  and  Walla  Walla,  Wash.,  and  the  present 
sates  maintained  to  those  points,  in  so  far  as  they  exceed  the  rates  specified  in 

Schedule  A,  are  unjust  and  unreasonable. 
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10.  The  imtes  which  the  Comminion  has  establiahed  herein  to  Spokane  should  be 

applied  to  thoee  points  at  which  the  Spokane  rates  have  been  maintained  in 
the  past. 

11.  In  order  to  proceed  with  great  caution  in  this  matter  the  Commission  has  deter- 

mined before  making  a  final  order  to  leam  the  result  of  an  actual  test.  ^There- 
fore carriers  will  be  required  for  the  months  of  July,  August,  and  September 
to  keep  a  detailed  account  showing  the  revenues  which  accrue  upon  business 
actually  handled  under  present  rates  and  the  revenues  which  would  have 
accrued  had  the  rates  here  prescribed  been  in  effect. 

Fred.  Pugh,  E.  0.  Oannar,  H.  M.  Stephens,  and  Brooks  Adams  for 
complainants. 

EqU  Hciden,  Pierce  Butter ,  0.  M.  Dawes ,  and  W.  B.  Begg  for  Great 
Northern  Railway  Company  and  Chicago,  Burlington  &  Quincy  Rail- 
road Company. 

C.  W.  Bunn  and  OhourU$  Donnelly  for  Northern  Pacific  Railway 
Company. 

How,  Butter  <k  MUchell  for  Great  Northern  Railway  Company. 

Charles  DonneUy  and  E.  J.  Cannon  for  Northern  Pacific  Railway 
Company  and  New  York,  New  Haven  &  Hartford  Railroad  Company. 

F.  C.  DiUard  and  W.  W.  OoUon  for  Union  Pacific  Raibx)ad 
Company. 

Herbert  D.  Carter  for  New  York  Central  lines. 

George  Z7.  Ogden  for  Pennsylvania  Railroad  Company. 

Joseph  N.  Teal  and  Seth  Mann  for  Portland  Chamber  of  Com- 
merce and  Pacific  Coast  Jobbers  and  Manufacturers  Association, 
interveners. 

J7.  C  Barlow  for  Chicago  Association  of  Commerce,  intervener. 

H.  M.  Stephens  for  Walla  Walla  Commercial  Club,  intervener. 

Nathan  Bijur  for  Merchants'  Association  of  New  York,  Boston 
Chamber  of  Commerce,  Philadelphia  Chamber  of  Commerce,  Spring- 
field (Mass.)  Chamber  of  Commerce,  Hampden  County  (Mass.) 
Traffic  Association,  Marlboro  (Mass.)  Board  of  Trade,  Worcester 
(Mass.)  Board  of  Trade,  Chamber  of  Commerce  of  the  State  of  New 
York,  Richmond  (Va.)  Chamber  of  Commerce,  and  Petersburg 
(Va.)  (Chamber  of  Commerce,  interveners. 

Turner  Oliver  for  La  Grande  (Oreg.)  Commercial  CJlub;  the  City  of 
La  Grande,  Oreg. ;  and  County  of  Union,  Oreg.,  interveners. 

SUPPLEIiXNTAL  RsPOBT  OF  THB  COMMISSION. 

Pboutt,  Commissioner: 

In  disposing  of  the  original  Spokane  case,  15  I.  C.  C.  Rep.,  376,  the 
Commission  held  that  the  class  rates  from  St.  Paul  and  Chicago  to 
Spokane  were  unreasonably  high,  and  named  certain  class  rates 
which  would,  in  its  opinion,  be  reasonable.  Some  34  commodities 
were  specifically  referred  to  in  the  complaint  and  in  the  evidence. 
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It  was  found  that  the  rates  in  effect  upon  these  commodities  from 
St.  Paul  and  Chicago  to  Spokane  were  unreasonable,  and  reasonable 
rates  were  named.  An  order  was  issued  effective  May  1, 1909,  estab- 
lishing the  class  rates  and  the  commodity  rates  found  to  be  reasonable. 

Upon  the  promulgation  of  this  opinion  and  order  the  Union  Pacific 
lines  filed  a  petition  asking  to  be  relieved  from  the  effect  of  the  order. 
It  was  alleged  in  their  behalf  that  the  distance  from  both  St.  Paul 
and  Chicago  to  Spokane  via  those  lines  was  much  greater  than  via 
the  Northern  Pacific  and  Great  Northern;  that  even  though  the  rates 
established  were  reasonable  via  the  shorter  route,  they  were  unrea- 
sonable via  the  longer,  circuitous  route;  that  while  these  lines  had 
in  the  past,  imder  the  higher  rates,  elected  to  compete  at  Spokane, 
they  did  not  desire  to  do  so  under  the  rates  established  by  the  Com- 
mission; wherefore  they  asked  to  be  religyed  from  the  obligation  of 
the  Commission's  order. 

For  reasons  stated  in  its  memorandum  of  May  3,  1909,  16  I.  C.  C. 
Rep.,  179,  the  prayer  of  this  petition  was  granted,  in  so  far  as  to 
relieve  the  Union  Pacific  lines  and  the  Chicago  &  North  Western 
line  temporarily  from  the  effect  of  the  order. 

This  order  only  dealt  with  class  rates  and  with  some  34  commodity 
rates.  The  movement  of  traffic  from  the  east  to  Spokane  under 
class  rates  b  comparatively  small,  and  there  remained  a  great  mass 
of  commodity  rates  which  were  alleged  to  be  unreasonably  high  and 
which  evidently  must  be  reduced  if  the  Conunission  were  to  cany 
out  its  idea  as  expressed  in  the  reduction  of  those  commodity  rates 
before  it.  While  we  dealt  only  with  rates  to  Spokane,  it  was  imder- 
stood  that  these  reductions  to  that  locality  would  of  necessity 
involve  a  widespread  readjustment  of  rates  to  all  intermoimtaln 
territory  from  the  Canadian  line  to  Mexico.  The  opinion  suggested 
that  possibly  some  comprehensive  scheme  might  be  devised  by  the 
carriers  which  could  be  applied  not  only  to  Spokane,  but  in  other 
territory.  The  defendants  asked  for  more  time  for  the  purpose  of 
working  out  a  plan  of  this  character,  which  was  granted,  and  in  May, 
1909,  the  Great  Northern  and  Northern  Pacific  presented  to  us  a 
schedule  of  commodity  rates  from  various  eastern  points  of  origin  to 
Spokane,  asking  that  they  be  allowed  to  establish  the  rat^s  specified 
in  that  schedule,  and  that  this  proceeding  be  thereupon  dismissed. 

It  was  a  condition  of  the  postponement  of  our  order  from  May  1, 
allowing  further  time  for  the  presentation  of  this  scheme  of  com- 
modity rates,  that  the  class  rates  found  to  be  reasonable  by  the 
Commission  should  be  at  once  put  into  effect  by  the  carriers,  and 
schedules  were  accordingly  filed  which  are  stiU  in  force.  To  these 
tariffs  the  Union  Pacific  lines  became  voluntary  parties,  both  from 
St.  Paul  and  from  Chicago,  and  they  have  also  established  the  St. 
Paul  rates  from  Omaha  and  other  Missouri  River  points  to  Sp<»kane. 
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The  proposed  commodity  tariflf  presented  as  above  by  the  defend- 
ants to  the  Commission  was  met  by  vigorous  protest  from  the  com- 
plainants and  also  from  the  interveners  representing  Seattle,  Tacoma, 
Portland,  and  San  Francisco. 

On  June  9,  1909,  the  city  of  Spokane  filed  its  supplemental  com- 
plaint, putting  in  issue,  among  other  matters,  the  balance  of  the  com- 
modity schedules  from  eastern  destinations  to  Spokane,  and  asking 
that  joint  rates  be  named  from  destinations  east  of  Chiciigo  to 
Spokane  both  upon  class  and  commodity  rates. 

The  city  of  Pendleton,  Oreg.;  the  Chamber  of  Commerce,  Baker 
City,  Oreg. ;  the  Commercial  Club  of  La  Grande,  Oreg. ;  the  Commercial 
Club  of  Walla  Walla,  Wash.;  and  the  Merchants  Association  of  New 
York  have  filed  intervening  petitions. 

A  hearing  was  had  in  Washington  in  June,  1909,  as  a  result  of  which 
it  was  determined  to  hold  a  further  hearing  at  Spokane  to  give  oppor- 
tunity for  the  presentation  of  testimony  by  all  parties,  including  the 
interveners.  The  case  was  accordingly  further  heard  at  Spokane 
the  last  of  September  and  the  first  of  October,  1909,  and  was  on 
October  4  orally  argued.  Since  then  all  the  parties,  including  the  in- 
terveners, have  filed  elaborate  briefs. 

Four  questions  are  presented  for  decision  upon  the  present  record: 

1.  Shall  the  scheme  of  rates  proposed  by  the  Great  Northern  and 
the  Northern  Pacific  be  approved  by  the  Commission  t 

2.  If  not,  what  rates  shall  be  established  to  Spokane  from  St. 
Paul  and  Chicago  t 

3.  Shall  rates  be  established  from  territory  east  of  Chicago  f 

4.  Shall  the  Spokane  rates  be  extended  to  other  points  in  that 
vicinity;  and  if  not,  what  rates  shall  be  established  to  the  localities 
which  have  intervened  t 

I. 

To  determine  whether  the  scheme  of  the  defendants  shall  be  ap- 
proved we  must  first  understand  clearly  what  that  scheme  b. 

It  was  claimed  by  the  defendants  and  found  in  the  original  decision 
that  rates  from  eastern  points  of  origin  to  Pacific  coast  terminals  were 
induced  by  water  competition.  It  appeared,  however,  from  the 
testimony,  and  was  stated  in  the  opinion,  that  while  these  terminal 
rates  are  influenced  by,  they  did  not  fully  meet,  this  competition 
by  sea,  since  large  quantities  of  traffic  still  move  to  all  Pacific  coast 
terminals  by  the  various  water  and  rail-and-water  routes  from  the 
Atlantic  seaboard.  The  defendants,  in  constructing  their  plan, 
started  out  with  the  assumption  that  rates  25  per  cent  lower  than 
the  present  rates  would  be  required  to  fully  meet  this  sea  competition. 

Traffic  from  the  Atlantic  seaboard  to  an  interior  destination,  like 
Spokane,  may  move  by  water  to  a  Pacific  coast  terminal,  like  Seattle, 
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and  from  that  terminal  by  rail,  the  through  rate  being  the  sum  of  the 
water  rate  to  Seattle  and  the  rail  rate  from  Seattle.  A  rate  from 
the  eastern  point  of  origin  to  Spokane,  which  fully  met  water  compe- 
tition at  Spokane,  would  be  constructed,  therefore,  by  taking  the 
water  competitive  rate  to  the  terminal  and  adding  to  it  the  full 
local  from  the  terminal  to  the  interior  point. 

It  was  claimed  by  the  coast  cities  in  this  proceeding,  and  \b  being 
insisted  upon  by  them  in  other  proceedings,  that  the  present  rates 
eastbound  from  these  terminal  points  are  imreasonable,  and  the  car 
riers  apparently  concede  that  these  rates  must  be  reduced.  For  the 
purpose  of  constructing  the  proposed  rates  to  Spokane,  not  the 
present  local,  but  a  rate  16}  per  cent  less  than  the  local,  was  used. 
Spokane  rates  are  therefore  constructed  by  taking  75  per  cent  of  the 
terminal  rate  from  eastern  territory  and  adding  thereto  a  rate  which 
is  16}  per  cent  less  than  the  present  local  rate  from  Seattle  to  Spokane. 

The  rate  thus  created  is  applied  from  Chicago.  From  the  Missis- 
sippi River  the  same  rate  is  established,  but  from  the  Missouri  River 
the  rate  is  about  10  per  cent  less.  The  theory  of  the  defendants 
seems  to  be  that  ordinarily  the  cost  of  producing  commodities  sold  in 
Spokane  is  somewhat  greater  upon  the  ^Gssouri  River  than  in  the 
vicinity  of  Chicago  and  St.  Louis,  and  that  therefore  a  somewhat  less 
freight  rate  should  be  made  to  equalize  the  cost  of  la3ring  down  the 
article  in  Spokane.  In  cases  where  this  is  not  true  or  where  the  reverse 
is  true,  the  rate  from  the  Missouri  River  is  the  same  as  from  Chicago 
and  the  Mississippi  River. 

Rates  from  Colorado  conmion  points  to  Spokane  are  in  about  one- 
half  the  instances  the  same  as  from  the  Missouri  River;  in  the  balance 
about  10  per  cent  less. 

Ordinarily,  rates  from  points  of  origin  east  of  Chicago  are  con- 
structed by  adding  to  the  Chicago  rate  the  full  local  up  to  Chicago. 
This  is  true  in  all  cases  where  the  commodity  is  produced  in  consid- 
erable quantities  in  Chicago  territory  or  to  the  west.  Where  the 
article  is  produced  exclusively  upon  the  Atlantic  seaboard  or  at  some 
point  east  of  Chicago,  the  Chicago  rate  is  constructed  by  subtracting 
from  the  rate  obtained  as  above  the  rate  from  the  point  of  origin  up 
to  Chicago.  This,  in  effect,  applies  the  Chicago  rate  to  the  point  of 
origin. 

The  idea  seems  to  be  that  so  long  as  Spokane  can  purchase  either 
at  Chicago  or  at  some  more  easterly  point  it  shall  purchase  at  Chicago, 
but  that  if  it  can  not  buy  in  Chicago  territory  then  it  shall  be  given 
a  rate  which  will  enable  it  to  buy  in  the  same  maiket  with  its  com- 
petitor at  Seattle  or  Portland. 

The  complainants  object  to  this  proposed  scheme  of  rates  upon  two 

principal  grounds: 
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It  is  said  that  the  proposed  rates  are  not  as  f ayorable  to  the  jobbers 
of  Spokane,  in  comparison  with  the  rates  enjoyed  by  their  competi- 
tors at  the  coast  cities,  as  the  present  rates.  It  will  be  found  upon 
examination  that  this  is  not,  on  the  whole,  true.  Aside  from  diy 
goods,  carpets,  and  drugs  and  medicines,  the  proposed  rates  give  to 
the  Spokane  jobber  substantially  the  same  advantages  in  comparison 
with  rates  from  Seattle  as  does  the  present  adjustment.  There  are 
some  instances  where  the  Spokane  wholesaler  can  go  somewhat  farther 
and  other  instances  where  he  can  go  a  somewhat  less  distance  upon 
an  even  rate  than  at  the  present  time,  but  upon  the  whole  the  result 
of  adopting  the  proposed  schedule  of  rates  would  not  be  greatly  to 
the  disadvantage  of  the  Spokane  jobber  except  in  case  of  two  or 
three  commodities. 

Even  if  the  contention  of  the  complainants  in  this  respect  was  true, 
it  would  not  be  conclusive  against  the  approval  of  the  proposed  sched- 
ule. It  must  be  remembered  that  the  present  rates  are  the  result 
of  a  deliberate  attempt  to  carve  out  a  certain  territoiy  in  which  the 
jobber  of  Spokane  should  have  the  advantage  in  rates  over  his  com^ 
petitor  upon  the  coast  or  elsewhere.  While  it  is  of  great  importance 
to  Spokane  as  a  commercial  center  that  it  shall  control  the  wholesaling 
business  into  surrounding  territory,  and  while  there  is  great  force  in 
its  claim  that  no  schedule  of  rates  can  be  right  which  permits  mer- 
chandise to  be  hauled  from  the  east  over  the  Cascade  Mountains  to 
Seattle  and  back  agaia  to  the  consumer  upon  the  east  of  that  moun- 
tain range,  and  while  the  complainants  are  justified  in  urging  upon 
the  Commission  the  discrimination  which  may  arise  against  the  whole- 
saler in  that  locality,  still  the  right  of  Spokane  to  control  this  territory 
should  depend  upon  a  reasonable  adjustment  of  rates  which  is  open 
to  Spokane  and  to  all  corresponding  territory,  and  not  upon  a  special 
arrangement  peculiar  to  that  locality.  We  may  and  should  inquire  to 
what  extent  the  Spokane  wholesaler  can  compete  in  adjacent  terri- 
tory with  his  rival  upon  the  Pacific  coast,  but  we  should  not  disapprove 
this  schedule  simply  because  it  is  less  favorable  to  the  wholesiEder  at 
Spokane  in  some  respects  than  the  present  rates. 

The  second  objection  of  the  complainant  is  that  the  proposed 
rates  are  no  substantial  reduction  from  the  present  rates.  This  is 
hardly  true.  The  proposed  rates  afford  a  very  substantial  reduction 
from  the  rates  now  in  effect.  In  many  cases  they  are  less  than  rates 
would  be  if  established  upon  the  basis  adopted  by  the  Commission. 

The  most  serious  objections  to  this  scheme  from  our  point  of  view 
are  not  those  urged  by  the  complainants  and  interveners. 

The  rate  constructed  as  above  detailed  is  applied  from  Chicago 
to  Spokane.  Why  should  this  be  applied  from  Chicago  rather  thjan 
from  New  York  or  from  the  Missouri  River  t    The  rate  is  constructed 
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by  taking  75  per  cent  of  the  terminal  rate,  and  this  terminal  rate 
applies  to  the  coast  from  all  territory  east  of  the  Missouri  Riyer. 
It  is  said  that  this  blanket  rate  from  eastern  territory  to  Seattle 
has  been  forced  by  water  competition.  Now,  if  75  per  cent  of  this 
rate  is  necessary  to  fully  meet  water  competition  and  if  the  theory 
of  this  scheme  of  rate  making  is  to  meet  water  competition  at  Spokane, 
why  should  not  the  rate  which  results  from  the  addition  of  the  local 
rate  to  Spokane  be  made  to  apply  from  all  eastern  territory  f  In 
other  words,  why  does  not  water  competition  require  the  same 
blanket  rate  from  eastern  territory  to  Spokane  which  it  produces  at 
Seattle? 

The  defendants  were  asked  this  question  and  answered  in  sub- 
stance that  logically  this  might  be  true,  but  that  in  meeting  this 
water  competition  the  defendants  were  at  liberty  to  meet  it  in  what- 
eyer  way  and  at  whatever  point  and  to  whatever  extent  they  saw  fit. 

This  can  not  be  admitted.  It  is  not  clear  that  these  carriers  in 
meeting  competition,  can  consult  their  own  interests  alone,  without 
reference  to  the  interest  and  desire  of  the  communities  which  they 
serve.  But  however  this  might  be  with  the  defendants,  certainly  this 
Conmiission  can  not  approve  a  schedule  of  rates  constructed  upon 
that  theory. 

When  the  commodity  originates  both  at  Chicago  and  at  New 
York,  so  that  the  Spokane  buyer  can  purchase  in  either  market,  he 
is  compelled  to  pay  the  local  rate  from  New  York  to  Chicago,  which 
means  that  he  must  ultimately  buy  in  Chicago  rather  than  in  New 
York.  If  the  commodity  can  be  purchased  only  in  New  York,  then 
the  rate  from  Chicago  is  made  lower  than  it  otherwise  would  be,  for 
the  purpose  of  permitting  the  Spokane  merchant  to  purchase  upon- 
the  Atlantic  seaboard.  The  manifest  purpose  of  this  is  to  compel 
Spokane  to  buy  in  the  middle  west,  that  being  in  the  interest  of  the 
defendant  carriers. 

While  general  commercial  conditions  should  be  considered  and 
while  these  defendants  might  properly  decline  to  apply  the  same 
rate  to  the  longer  haul  from  New  York  which  they  apply  to  the 
shorter  haul  from  Chicago,  it  may  be  doubted  whether  they  should 
be  permitted  to  construct  a  tariff  for  the  express  purpose  of  com- 
pelling the  manufacture  or  the  merchandising  of  a  given  commodity 
at  Chicago  or  upon  the  ^Gssouri  River  or  at  the  Atlantic  seaboard. 
Some  system  of  rates  which  on  the  whole  seems  just  and  reasonable 
should  be  established,  and  these  different  communities  should  be 
permitted  to  do  whatever  business  they  can  under  that  rate  system. 

When  the  Commission  suggested  that  the  defendants  propose 
some  basis  for  constructing  these  rates  which  would  be  more  com- 
prehensive than  that  used  by  the  Commission,  its  idea  was  that  such 
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scheme  should  be  of  a  character  which  would  render  it  applicable  to 
other  points  than  Spokane.  We  have  before  us  at  the  present  time 
complaints  from  many  localities  in  this  intermountain  territory,  and 
these  complaints  must  in  some  way  or  other  be  disposed  of.  The 
scheme  proposed  by  the  defendants  for  Spokane  is  apparently  of  no 
assistance  at  any  other  point. 

For  example,  what  is  to  be  done  with  the  rates  between  Spokane 
and  the  coast  terminals  t  How  far  west  of  Spokane  is  the  combina- 
tion to  be  made  upon  75  per  cent  of  the  coast  rate  t  At  the  present 
time  most  of  these  rates  west  of  Spokane  are  made  by  the  combination 
upon  the  full  terminal  rate  plus  the  full  local  rate  back.  If  Spokane 
is  entitled  to  a  combination  upon  75  per  cent  of  the  terminal  rate, 
why  is  not  every  interior  point  west  of  Spokane  entitled  to  the  same 
basis  of  combination  f 

What,  again,  is  to  be  done  with  rates  east  of  Spokane  f  Upon  the 
theory  of  the  defendants  these  rates  might  well  be  higher  than  those 
to  Spokane,  since  the  local  rate  from  the  coast  increases  as  the  dis- 
tance from  the  coast  grows  greater.  But  the  Commission  is  asked 
to  establish  rates  to  Spokane  which  are  inherently  reasonable,  and, 
manifestly,  we  could  not  permit  the  existence  of  a  higher  rate  at  an 
intermediate  point.  Missoula  has  already  inquired  what  its  rates  are 
to  be,  and  this  Commission  must  answer  that  question. 

The  scheme  of  the  defendants  assumes  that  water  competition  ex- 
ists at  Spokane  which  must  be  met.  The  testimony  in  this  record 
fails  to  disclose  the  existence  of  such  competition  to  any  appreciable 
extent.  While  a  reduction  in  the  rates  from  the  coast  to  Spokane 
would  tend  to  stimulate  the  movement  of  traffic  through  Seattle  and 
Tacoma,  still  it  does  not  appear  probable  that  such  a  movement  could 
ever  assume  considerable  proportions,  even  with  the  present  west- 
bound rates  to  Spokane. 

This  scheme  of  the  defendants  therefore  is  founded  upon  facts 
which  do  not  exist,  is  constructed  upon  a  theory  which  can  not  be 
approved,  and  is  of  no  assistance  in  solving  the  general  problem  be- 
fore the  Commission.  While  we  recognize  that  those  defendants  have 
made  an  honest  effort  to*  meet  the  situation,  by  the  construction  of 
these  schedules,  we  are  constrained  to  withhold  our  approval. 

n. 

If  the  rates  suggested  by  the  defendants  are  not  to  be  approved, 
what  rates  shall  be  established  by  the  Commission  f 

The  original  complaint  attacked  the  class  rates  from  St.  Paul  and 
Chicago  to  Spokane,  and  in  our  decision  we  held  that  the  existing 
rates  were  unreasonable  and  fixed  certain  lower  rates  for  the  future. 
The  complaint  also  named  some  34  different  commodity  rates  which 
were  alleged  to  be  excessive.    We  held  that  these  rates  were  unreason- 
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able  and  established  lower  rates  as  substitutes.  The  oomplaint 
contained  a  statement  that  all  rates  from  St.  Paul  and  Chicago  to 
Spokane  were  unreasonable,  but  we  held  that  a  general  allegation  of 
this  kind  could  not  lay  the  foundation  for  an  order  reducing  those 
rates;  that  there  must  be  a  specific  attack  upon  each  specific  rate, 
which  would  put  the  defendant  upon  notice  of  the  exact  thing  com- 
plained of.  We  therefore  declined  to  express  any  opinion  or  to  make 
any  order  as  to  the  great  mass  of  commodity  rates. 

The  complainant  has  now  filed  a  supplemental  petition  in  which  it 
attacks  in  detail  580  commodity  rates.  In  the  hearing  at  Spokane 
each  one  of  these  items  was  taken  up  by  itself  and  particularly 
inyestigated.  The  Conmiission  is  therefore  in  a  position  to  deter- 
mine what  are  reasonable  rates  upon  these  commodities. 

Both  parties  are  highly  dissatisfied  with  the  few  commodity  rates 
which  were  fixed  by  the  Commission.  The  complainants  renew,  with 
great  earnestness,  their  claim  that  no  rate  shoiild  be  permitted  at 
Spokane  which  exceeds  the  rate  to  Seattle.  We  haye,  howeyer,  upon 
full  consideration,  held  that,  under  the  decisions  of  the  Supreme 
Court  of  the  United  States,  the  Seattle  rate  can  not  be  made  the 
measure  of  the  Spokane  rate;  that  our  only  power  is  to  estabUeh 
rates  to  Spokane  which  are  just  and  reasonable  under  all  the  circum* 
stances,  and  to  this  ruling  we  must  adhere. 

The  defendants  urge  that  our  decision,  carried  to  its  legitimate 
conclusion  upon  the  whole  commodity  list,  in  yiew  of  reductions 
which  must  elsewhere  result,  will  be  disastrous.  They  further  show 
that  since  the  submission  of  the  original  case  large  expenditures  haye 
been  made  upon  their  properties,  which,  of  itself,  might  well  call  for 
a  reconsideration  of  the  conclusions  reached  upon  the  record  as  it 
then  stood. 

In  the  former  hearing  the  Northern  Pacific  and  the  Great  Northern 
companies  attempted  to  show  the  cost  of  reproducing  their  respectiye 
properties.  This  testimony  was  giyen  as  of  the  spring  of  1907.  The 
Northern  Pacific  now  shows  that  since  then  it  has  expended  approxi- 
mately $93,000,000,  while  the  Great  Northern  shows  an  expenditure 
of  approximately  S75,000,000.  These  sums  would  in  each  case  equal 
approximately  25  per  cent  of  the  entire  cost  of  reproduction  as  found 
by  the  Commission,  and  would,  if  not  accompanied  by  increased  earn- 
ings, perhaps  justify  the  claim  to  a  greater  return. 

An  examination  of  the  nature  of  these  expenditures  does  not, 
howeyer,  lead  to  the  conclusion  that  they  can  haye  any  legitimate 
bearing  upon  the  correctness  of  our  former  decision.  While  some 
small  part  of  the  outlay  is  upon  the  property,  the  cost  of  repro- 
ducing which  was  giyen  in  the  former  casei  the  great  bulk  of  the 

expenditure  is  not. 
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For  example,  the  Northern  Pacific  shows  that  it  has  expended 
since  1907,  S15,000,000  for  new  equipment.  The  former  testimony 
showed  that  the  equipment  of  this  company  was  sufficient  for  the 
performance  of  the  service  from  which  its  revenues  had  resulted. 
Large  sums  had  been  charged  against  the  depreciation  of  that 
equipment.  It  was  carried  into  the  estimate  of  value  at  substan- 
tially the  figures  put  upon  it  by  the  engineers  of  the  Northern  Pacific 
itself.  If  that  company  has  since  then  expended  this  large  amount 
in  the  acquiring  of  new  equipment,  it  must  have  been  in  contempla- 
tion of  new  business  which  will  yield  additional  revenues  at  the 
former  rates. 

The  same  remark  applies  to  the  large  expenditures  shown  in  the 
construction  of  branch  lines.  If  the  branch  lines  of  a  railroad  are 
judiciously  planned  and  constructed,  they  should  certainly  be  taken 
into  account  in  determining  the  value  of  the  railway,  for  although 
they  may  not  earn  a  large  return  upon  the  cost,  considered  as  an 
independent  proposition,  they  do  add  to  the  traffic  and  the  earning 
power  of  the  entire  system.  But  here  again  it  must  be  assumed  that 
these  new  branches  which  have  been  constructed  are  good  invest- 
ments, otherwise  they  would  not  have  been  built,  and  that  they  will 
add  to  the  earnings  of  the  property  in  proportion  as  they  have  added 
to  its  cost.    No  increase  in  rates  diould  be  called  for  on  this  account. 

The  Northern  Pacific  and  Great  Northern  have  each  advanced  in 
the  construction  of  the  Spokane,  Portland  &  Seattle  railroad  some 
$25,000,000,  which  is  a  part  of  the  total  expenditure  above  named. 

This  railroad  has  been  constructed  jointly  by  these  two  companies. 
While  it  does  not  definitely  appear,  it  is  our  understanding  that  it  is 
to  be  operated  as  an  independent  proposition.  It  has  just  been 
opened  for  business,  and  up  to  the  present  time  its  earnings  are  small. 
Tliis  property,  like  the  new  equipment  of  the  Northern  Pacific  and  its 
branch  lines,  ought  to  be  worth  what  it  has  cost  and  ought  to  earn  a 
return  upon  that  amount.  Certainly  the  patrons  of  the  Northern 
Pacific  and  the  Great  Northern  should  not  be  taxed  on  account  of 
the  construction  of  this  railroad. 

A  word  of  explanation  should  perhaps  be  given  as  to  the  use 
which  has  been  made  or  should  be  made  by  the  Conmiission,  in  the 
fixing  of  these  rates,  of  this  testimony  as  to  the  value  of  the  properties 
involved. 

The  defendants  assumed  in  the  argument  of  this  case  at  Spokane 
and  again  in  the  argument  of  the  Reno  and  Salt  Lake  caaeSj  19  I.  C.  C. 
Rep.,  218  and  238,  that  the  Commission  had  reduced  the  rates  to 
Spokane  because  it  found  that  the  revenues  of  the  carriers  were  excess- 
ive and  for  the  purpose  of  reducing  those  revenues.  This  is  an 
entire  misconception  both  of  the  piu-pose  and  of  the  effect  of  our 
inquiiy  into  the  financial  operations  of  these  companies. 
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The  complaint  was  that  the  rates  of  the  defendants  to  Spokane 
were  unlawfiJ,  first,  because  they  were  higher  than  corresponding 
rates  to  more  distant  points,  and,  second,  because  they  were  excess- 
ive in  and  of  themselves.  There  is  no  better  way  to  convey  an 
accurate  idea  of  the  exact  question  presented  than  by  giving  instances 
of  actual  shipments  from  the  expense  bills,  great  nimibers  of  which 
were  introduced  by  the  complainants  upon  the  hearing. 

On  a  carload  of  drugs  shipped  from  New  York  to  Spokane,  car- 
riers from  New  York  to  Chicago,  900  miles,  received  S139.53;  from 
Chicago  to  St.  Paul,  400  miles,  $69.69;  and  from  St.  Paul  to  Spokane, 
1,500  miles,  S543.48;  a  total  of  S742.70.  Had  this  carload  been 
moved  through  Spokane  and  over  the  Cascade  Mountains  to  Seattle, 
375  miles  farther,  the  total  charges  would  have  been  S556.12,  and 
the  receipts  of  the  defendants  for  the  haul  of  1,875  miles  from 
St.  Paul  to  Seattle,  $356.90. 

On  a  carload  of  glassware  from  Pittsburg  to«Spokane  the  receipts 
were,  from  Pittsburg  to  Chicago,  500  miles,  S70.85;  from  Chicago 
to  St.  Paul,  $45.92;  from  St.  Paul  to  Spokane,  $532.67;  total  $649.44. 
Had  the  shipment  moved  to  Seattle  the  total  charges  would  have 
been  $393.60,  of  which  the  lines  from  St.  Paul  would  have  received 
$276.83. 

On  a  carload  of  tinware  from  Chicago  to  Spokane,  lines  up  to  St. 
Paul  received  $55.69;  from  St.  Paul,  $542.61 ;  total  $598.30.  Had  the 
shipment  moved  to  Seattle  the  total  charges  would  have  been  $376.04, 
and  the  division  of  the  lines  west  of  St.  Paul,  $320.35. 

A  carload  of  books  from  Chicago  yielded  to  carriers  from  Chicago  to 
St.  Paul  $84.85;  from  St.  Paul  to  Spokane,  $855.65;  total,  $940.50; 
while  the  same  shipment  to  the  coast  would  have  totaled  $585.20, 
yielding  to  the  carriers  west  of  St.  Paul  $500.35. 

It  was  not  so  much  the  fact  that  the  total  charge  to  Spokane 
exceeded  that  to  Seattle,  the  more  distant  point,  as  the  extremely 
high  charge  imposed  by  these  defendants  for  their  service  from 
St.  Paul  to  Spokane,  which  required  explanation. 

The  defendants  undertook  to  justify  this  condition  of  things  upon 
the  plea  that  their  coast  rates  were  controlled  by  water  competition; 
that  their  Spokane  rates  were  reasonable,  and  that  any  reduction  at 
Spokane  would  deprive  them  of  a  fair  return  upon  the  value  of  their 
property. 

The  attack  of  the  complainants  was  not  upon  a  single  rate  nor  upon 
a  comparatively  small  number  of  rates,  but  upon  the  entire  schedule 
from  the  east  to  Spokane.  Conditions  i^t  Spokane  were  like  those 
at  numerous  other  points,  and  whatever  rule  was  applied  there  must 
be  extended  to  these  other  points.  All  this  meant  that  any  consider- 
able reduction  of  the  rates  to  Spokane  must  produce  a  very  material 
effect  upon  the  revenues  of  the  defendants.    The  defendants  earnestly 
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urji^ed  that  such  reduction  would  deprive  them  of  their  property,  in 
violation  of  the  constitution  of  the  United  States. 

This  issue  was  made  hj  the  defendants;  it  was  a  fundamental  issue 
and  must  be  first  determined.  Before  these  rates,  involving  as  they 
do  whole  schedules,  can  be  reduced,  we  must  decide  whether  the 
result  will  be  to  deprive  the  defendants  of  a  fair  return  upon  their 
property.  A  considerable  part  of  the  discussion  necessarily  centered 
around  this  issue,  which  was,  in  that  sense,  a  controlling  one.  But 
the  purpose  of  that  discussion  was  not  to  ascertain  whether  rates 
9hauld  be  reduced,  but  whether  they  could  be  reduced. 

The  Commission  held  that  the  earnings  of  the  Northern  Pacific  and 
the  Great  Northern  for  the  ten  years  preceding  1908  might  fairly  be 
termed  excessive  and  that  reductions  in  revenues  might  therefore  be 
made  without  violating  the  constitutional  rights  of  those  companies. 
Having  determined  that  question,  we  did  not  make  reductions  in  rates 
to  Spokane  for  the  reason  that  these  revenues  were  excessive  and 
for  the  purpose  of  reducing  those  revenues.  Had  this  been  the 
theory,  we  must  have  inquired  what  part  of  the  excess  should  be 
eliminated  by  reduction  of  these  rates,  and  whether  some  portion  of 
it  should  not  be  disposed  of  by  a  reduction  of  other  rates,  as  for 
example,  the  high  rates  from'  the  coast  to  the  interior  which  were 
under  attack.  It  will  be  seen  by  an  examination  of  the  report  that 
no  attempt  was  made  to  consider  any  question  of  this  kind.  The 
rates  to  Spokane  were  held  to  be  unreasonable  and  other  rates  were 
established  as  reasonable  upon  entirely  different  considerations. 
Without  attempting  to  say  whether  this  Commission  might  in  any 
case  reduce  rates  for  the  sole  reason  that  revenues  were  found  excess- 
ive, it  has  not  attempted  to  do  so  in  this  case. 

The  Northern  Pacific  Company  already  has  either  a  double  track 
or  a  double  line  a  considerable  portion  of  the  distance  between 
St.  Paul  and  the  Pacific  coast,  and  within  a  comparatively  few  years 
the  entire  system  will  be  provided  with  a  double  track  or  its  equiv- 
alent. In  some  respects  this  railroad  has  cost  more  and  in  some 
respects  less  than  a  similar  railroad  east  of  the  Missouri  River. 
The  cost  of  operation  is  somewhat  more,  and  in  our  opinion  the  cor- 
responding freight  rates  may  properly  be  somewhat  higher  in  this 
territory  than  east  of  the  Missouri  River,  but  we  were  unable  to  see, 
when  our  first  opinion  in  this  case  was  promulgated,  and  we  are 
unable  to  see  now,  any  excuse  for  these  abnormally  high  rates  between 
St.  Paul  and  Spokane.  What  is  said  of  the  Northern  Pacific  applies 
to  the  Union  Pacific  lines  leading  west  from  the  Missouri  River, 
and  to  the  Great  Northern,  although  the  amount  of  business  handled 
by  the  latter  line  is  somewhat  less  than  that  of  the  other  two. 

We  have  patiently  listened  to  both  the  complainants  and  the 
defendants,  and  have  endeavored  to  carefully  and  fairly  consider  this 
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whole  situation.  We  are  of  the  opinion  that  the  present  rates 
charged  bj  the  Great  Northern  and  the  Northern  Pacific  upon 
the  conunodities  specified  in  the  supplemental  complaint  from  the 
defined  territories  mentioned  in  that  complaint  to  Spokane  are  un- 
reasonable^  and  that  just  and  reasonable  rates,  which  ought  not  to 
be  exceeded  for  the  future,  would  be  those  which  are  set  forth  in 
Schedule  A  attached  to  this  report. 

In  fixing  these  rates  we  have  proceeded  upon  the  view  that,  under 
the  present  decisions  of  the  Supreme  Court  of  the  United  States,  we 
could  not  use  the  rate  to  Seattle  as  a  standard  by  which  to  measure 
that  to  Spokane.  If  this  were  otherwise,  if  we  were  free  to  take  into 
account  all  the  competitive  conditions  existing  both  east  and  west 
and  to  determine  what,  in  the  light  of  all  these  conditions,  would  be  a 
just  and  reasonable  relation  between  the  rates  of  Seattle  and  Spokane, 
a  somewhat  different  question  would  be  presented. 

m. 

The  next  question  is,  From  what  point  or  points  in  the  east  shall 
we  establish  rates  to  Spokane!  The  supplemental  complaint  prays 
for  the  fixing  of  joint  rates,  both  class  and  commodity,  from  all  eastern 
territory  to  Spokane.  This  proposition  the  defendants  resist,  insisting 
that  neither  commodity  nor  class  rates  shall  be  fixed  east  of  Chicago. 

In  the  Spokane  tariffs  now  in  effect  the  territory  upon  the  Mis- 
souri River  and  east  is  divided  into  certain  defined  groups,  known 
as  Missouri  River  territory,  Mississippi  River  territory,  Chicago  ter- 
ritory, Detroit  territory,  Pittsburg  territory,  and  New  York  territory. 

Joint  class  rates  are  in  effect  from  Chicago  to  Spokane,  but  not 
from  territory  east  of  Chicago.  Of  the  commodity  rates  to  Spokane 
some  apply  only  from  Chicago,  but  many,  perhaps  the  majority, 
apply  also  from  territory  east  of  Chicago,  sometimes,  though  not 
always,  from  the  Atlantic  seaboard.  This  condition  of  confusion  arose 
out  of  the  attempt  to  sequester  to  Spokane  its  jobbing  territory  in 
1904.  If  a  jobber  piux^hased  his  supplies  in  Cleveland,  for  example, 
a  carload  rate  would  be  established  from  that  territory  which  would 
enable  him  to  wholesale  at  Spokane  within  the  prescribed  zone  as 
against  the  Pacific  coast.  Tliis  rate  might  therefore  apply  only 
from  Detroit  territory  and  territory  west.  Some  other  wholesaler 
required  and  obtained  a  rate  from  the  Atlantic  seaboard  for  the 
purpose  of  purchasing  his  supplies  in  that  market. 

As  a  rule  transcontinental  commodity  rates  apply  as  blanket  rates 
to  Pacific  coast  terminals  from  all  territory  upon  the  Missouri  River 
and  east,  but  to  this  there  are  some  exceptions.  The  rate  is  occa- 
sionally lower  from  the  Missouri  River  and  sometimes  even  from 
Cbicago  or  from  Pittsburg  territory  than  from  the  Atlantic  seaboard, 
Sut  in  no  case  is  it  lower  from  New  York  than  from  Chicago  or  the 
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Missouri  River.  In  the  past  class  rates  governed  by  the  Western 
Classification  have  been  published  from  eastern  defined  territories  1 3 
Pacific  coast  terminals  upon  all  the  classes,  but  beginning  January  : , 
1910,  these  rates  were  withdrawn  from  territory  east  of  Chicago  8  9 
to  all  classes  except  the  first  four.  i 

At  the  present  time  class  rates  to  Spokane  from  territory  east  of 
Chicago  are  made  by  combination  upon  Chicago  or  St.  Paul,  thc^ 
OflScial  Classification  governing  up  to  Chicago  or  St.  Paul  and  the 
Western  Classification  beyond.  The  testimony  shows  that  much 
difl&culty  and  annoyance  arise  from  inability  to  determine  the  rate 
from  the  point  of  origin  up  to  Chicago,  owing  to  different  minimums, 
different  requirements  as  to  packing,  different  mixtures,  etc. 

We  are  of  the  opinion  that  joint  through  rates,  both  class 
and  commodity,  should  be  established  from  defined  territories  east 
of  Chicago  to  Spokane.  Schedule  A  defines  certain  territories 
as  they  are  now  to  be  found  in  the  Spokane  tariffs  and  names 
class  rates  governed  by  Western  Classification  and  commodity  rates 
from  these  territories  to  Spokane.  We  are  of  the  opinion  that  the 
rates  named  in  that  schedule  are  just  and  reasonable  and  should  not 
be  exceeded  for  the  future,  and  that  the  present  rates,  in  so  far  as 
they  exceed  the  rates  therein  named,  are  unjust  and  unreasonable. 

As  already  said,  there  are  no  joint  class  rates  from  points  east  of 
Chicago.  In  some  instances  joint  rates  upon  the  commodities  dealt 
with  in  Schedule  A  are  now  in  existence  and  in  some  instances  not. 
In  those  cases  where  such  rates  exist,  they  are,  if  they  exceed  the 
rates  specified,  unreasonable,  in  the  opinion  of  the  Commission,  and 
the  carriers  now  maintaining  such  rates  will  be  required  to  maintain 
those  specified  in  the  schedule  in  lieu  of  their  rates  now  in  effect. 

The  lines  east  of  Chicago  parties  to  this  proceeding  are  the  Lake 
Shore  &  Michigan  Southern,  the  Pittsburg,  Fort  Wayne  &  Chicago, 
the  Pennsylvania  Railroad,  the  New  York  Central  &  Hudson  River, 
the  Boston  &  Maine,  and  the  New  York,  New  Haven  &  Hartford. 
Where  joint  through  rates  do  not  now  exist  from  points  upon  these 
lines  to  Spokane,  we  find  that  there  is  no  reasonable  and  satisfactory 
through  route,  and  that  such  through  route  and  joint  rate  ought  to 
be  established.  We  further  find  that  the  rates  specified  in  Schedule 
A  from  these  points  to  Spokane  will  be  reasonable  rates  to  be  charged 
as  joint  rates  applicable  over  the  through  routes  thus  established, 
and  that  they  ought  not  to  be  exceeded  for  the  future. 

In  the  past,  transcontinental  and  Spokane  tariffs  have  both  recog- 
nized a  territorial  division  known  as  Mississippi  River  points  and 
another  division  known  as  Chicago  points.  Commodity  rates  to 
Spokane  have  usually  been  the  same  from  both  these  territorial 
divisions;  rates  upon  the  higher  classes  have  usually  been  somewhat 
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less  from  the  Mississippi  River.  In  disposing  of  the  original  case  no 
inquiry  was  made  as  to  whether  the  rates  fixed  for  Chicago  should 
apply  at  the  Mississippi  River.  Examining  this  question  now  in  this 
case  and  similar  cases  before  us,  it  seems  to  us  that  both  class  and 
commodity  rates  should  be  slightly  lower  from  Mississippi  River 
points  than  from  Chicago  points,  as  is  indicated  by  the  rates  named 
in  Schedule  A. 

In  the  original  case,  certain  arbitraries  were  added  to  the  St.  Paul- 
Spokane  rate  in  constructing  the  rate  from  Chicago.  In  further 
examining  this  question  with  a  view  to  establishing  class  rates  from 
eastern  defined  territories,  we  have  reached  the  conclusion  that  the 
spread  between  the  St.  Paul  and  Chicago  rates  was  somewhat  too 
great,  and  class  rates  have  been  named  in  Schedule  A  which  are  slightly 
less  than  those  formerly  prescribed.  The  previous  finding  of  the 
Commission  is  amended  accordingly. 

With  respect  to  commodity  rates  upon  the  few  commodities  dealt 
with  in  the  original  case,  the  opinion  was  expressed  that  the  Chicago 
rate  should  exceed  the  St.  Paul  rate  by  about  16  per  cent.  Upon 
further  reflection,  we  are  of  the  opinion  that  this  difference  was  some- 
what too  great.  In  the  past  no  distinction  has  ordinarily  been  made 
by  the  carriers  themselves  between  Chicago  and  the  Missouri  River 
in  their  commodity  rates  to  Spokane,  and  the  difference  in  the  sched- 
ule proposed  by  the  defendants  did  not  ordinarily  exceed  10  per 
cent.  Our  present  opinion  is  that  the  rates  namc<i  in  Schedule  A 
upon  those  commodities  dealt  with  in  the  previous  opinion  are 
reasonable,  and  our  former  finding  is  amended  accordingly. 

IV. 

The  final  question  is.  To  what  points  shall  the  rates  which  we 
establish  to  Spokane  be  extended  f  Spokane  was  the  only  complain- 
ing territory  in  the  original  suit,  but  since  our  decision  Baker  City, 
La  Grande,  and  Pendleton,  in  the  state  of  Oregon,  and  Walla  WalU, 
in  the  state  of  Washington,  have  filed  intervening  petitions  asking 
that  rates  not  higher  than  those  established  at  Spokane  be  fixed  for 
these  localities.  The  intervening  petitions  have  aU  been  duly  filed 
and  served  upon  the  Union  Pacific  lines  and  the  other  defendants,  so 
that  we  have  before  us  the  proper  parties  and  the  proper  antecedent 
proceedings  for  the  establishing  of  rates  to  these  intervening  localities. 

Baker  City,  La  Grande,  and  Pendleton  are  located  upon  the  main 
line  of  the  Oregon  Railroad  and  Navigation  Company,  and  are  distant 
from  Omaha  1,442, 1,494,  and  1,568  miles,  respectively.  Walla  WaUa 
is  upon  a  branch  of  the  Oregon  Railroad  and  Navigation  Company 
leading  from  Pendleton  to  Spokane  and  is  47  miles  distant  from 
Pendleton. 
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In  the  past  Spokane  rates  from  St.  Paul  have  applied  upon  the 
Great  Northern  as  far  west  as  Avery,  111  miles  from  Spokwe,  and 
upon  the  Northern  Pacific  as  far  west  as  Kennewick,  149  miles.  The 
Northern  Pacific  has  a  branch  line  to  Pendleton  and  has  maintained 
at  Pendleton  the  Spokane  rate  from  St.  Paul.  We  are  of  the  opinion 
that  the  rates  which  we  have  established  to  Spokane  should  be  applied 
by  the  Great  Northern  and  Northern  Pacific  to  those  points  at  which 
the  Spokane  rate  has  been  maintained  in  the  past. 

Rates  from  St.  Paul  and  from  Omaha  and  other  Missouri  River 
points  to  Spokane  have  in  the  past  been  the  same.  The  Union  Pacific 
lines  extend  from  Pendleton  to  Spokane,  and  it  has  been  the  policy  of 
those  lines  to  apply  to  Spokane  the  same  rates  from  Omaha  which 
the  northern  lines  have  made  from  St.  Paul  and  also  to  join  with 
its  connections  in  applying  from  St.  Paul  itself,  through  Pendleton,  to 
Spokane,  the  same  rates  made  by  the  northern  lines  from  St.  Paul  to 
Spokane.  In  doing  this  it  has  made  no  higher  charge  at  any  point 
between  Pendleton  and  Spokane  than  to  Spokane.  The  result  of 
all  this  has  been  to  produce  what  is  commonly  known  as  Spokane-rate 
territory,  extending  some  150  miles  west  of  Spokane  and  covering  all 
the  territory  between  Pendleton  and  Spokane. 

In  the  past  the  Union  Pacific  lines  have  maintained  rates  at  La 
Grande  and  Baker  City  which  were  somewhat  higher  than  those  to 
Pendleton  from  both  St.  Paul  and  Omaha.  It  is  difficult  to  see  how 
the  Commission  can,  with  any  consistency,  aUow  higher  rates  at  these 
points  from  Omaha  than  are  established  from  St.  Paul  to  Spokane. 
The  distance  from  St.  Paul  to  Spokane  is  1,500  miles;  from  Omaha 
to  Baker  City  and  La  Grande,  1,442  and  1,494  miles,  respectively. 
There  is  no  condition  of  construction  or  operation  or  financial  residt 
which  would  justify  the  Union  Pacific  lines  in  maintaining  a  higher 
rate  for  1,500  miles  from  Omaha  west  toward  Portland  than  is  main- 
tained by  the  Northern  Pacific  and  Great  Northern  for  a  correspond- 
ing distance  west  from  St.  Paul  toward  Seattle. 

We  are  of  the  opinion  that  the  class  and  commodity  rates  specified 
in  Schedule  A  would  be  just  and  reasonable  rates  to  be  applied  by  the 
Union  Pacific  lines  and  their  eastern  connections  from  the  defined 
territories  therein  named  to  Baker  City,  La  Grande,  and  Pendleton 
in  the  state  of  Oregon,  and  WaUa  Walla  in  the  state  of  Washington, 
and  that  the  present  rates  maintained  to  those  points,  in  so  far  as  they 
exceed  the  rates  specified  in  Schedule  A,  are  imjust  and  imreasonable. 
We  shaU  not  require  the  maintenance  of  these  rates  via  the  Union 
Pacific  lines  at  Spokane,  but  no  opinion  is  at  this  time  expressed  as  to 
territory  between  Walla  WaUa  and  Spokane. 

We  make  the  same  findings  with  respect  to  the  establishment  of 
through  routes  and  joint  rates  via  the  Union  Pacific  lines  and  their 
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conneotions  to  these  destinations  which  we  hare  akeady  made  with 
respect  to  the  Northern  Pacific  and  the  Great  Northern  to  Spokane. 

We  realize  that  to  establish  the  rates  prescribed  bj  Schedule  A, 
together  with  those  fixed  by  the  Commission  in  other  cognate  cases 
now  pending  before  it,  will  require  an  extensive  revision  of  the  tariffs 
of  the  defendants  and  will  entail  a  material  reduction  in  their  revenues. 
We  have  endeavored  to  approximately  ascertain  this  amount  and 
believe  the  reduction  will  not  be  undue.  We  desire,  however,  to 
proceed  in  this  matter  with  great  caution  and  have  therefore  deter- 
mined before  making  a  final  order  to  learn  the  result  of  an  actual  test. 
Carriers  will  be  required,  for  the  months  of  July,  August,  and  Septem- 
ber, 1910,  or  for  such  other  representative  months  as  may  be  deter- 
mined upon  by  the  Commission  after  conference  with  the  carriers,  to 
furnish  an  accurate  and  detailed  account  showing  the  revenue  which 
accrued  upon  business  actually  handled  under  present  rates  and  the 
revenue  which  would  have  accrued  upon  the  same  business  had  the 
rates  here  prescribed  been  in  effect. 

This  account  should  be  confined  to  traffic  covered  by  the  rates 
named,  but  the  carriers  may,  if  they  elect,  indicate  what  other 
changes  will  be  required  which  are  not  covered  by  the  rates  pre- 
scribed in  this  and  other  cases  and  may  keep  separate  accoimts,  show- 
ing the  loss  as  applied  to  actual  transactions. 

We  also  realize  that  in  preparing  these  schedules  mistakes  of  detail 
must  inevitably  occur.  Both  parties  may  file  with  the  Commission, 
on  or  before  August  15, 1910,  any  criticbm  of  these  schedules,  serving 
a  copy  of  the  same  upon  counsel  for  the  other  side.  If  upon  examina- 
tion of  the  objections  so  filed  such  course  seems  necessary,  opportimity 
will  be  given  to  the  parties  during  the  month  of  September  to  present 
testimony  in  support  of  their  objections,  to  the  end  that  by  October 
1  the  case  may  stand  for  final  disposition. 

One  reason  why  we  have  concluded  to  defer  the  making  of  a  definite 
order  until  October  is  that  carriers  will  of  necessity  require  consider- 
able time  in  preparing  to  print  the  necessary  schedules  to  establish 
these  rates.  They  should  not  wait  until  the  making  of  an  order,  but 
should  at  once  put  themselves  in  readiness  to  file  such  rates  not  later 
than  November  1. 

The  supplemental  complaint  attacks  eastbound  rates  on  hides  and 
sheep  pelts  from  Spokane  to  Mississippi  River  and  Missouri  River 
points.  The  Commission  has  before  it  in  several  other  cases  rates 
upon  these  conunodities  from  various  localities  in  this  intermountain 
coimtry.  No  opinion  will  be  expressed  at  this  time  upon  those  rates, 
but  they  will  be  reserved  for  future  consideration  and  disposition. 
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SOHEDULE  A. 

Showing  Class  and  Commoditt  Rates  from  Eastern  Defined 
Tebbttobies  to  Spokane,  Wash. 

If  the  class  rate  is  lower  than  the  corresponding  commodity  rate, 
such  lower  rate  should  be  used. 

TERBrrOBIAL  DESGRIPTION  OF  EASTERN   DEFINED  TERRITORIES   USED 
IN  THIS  SOHEDULE   IN   NAMING   RATES  TO  SPOKANE,  WASH. 

The  several  territories  are  designated,  as  follows: 

Territory  No.  1:  Missouri  River  and  common  points,  known  as 
Missouri  River  territory. 

Territory  No.  2:  Mississippi  River  and  common  points,  known  as 
Ifississippi  River  territory. 

Territory  No.  3:  Chicago  and  common  points,  known  as  Chicago 
territory. 

Territory  No.  4:  Cincinnati-Detroit  and  common  points,  known  as 
Detroit  territory. 

Territory  No.  5:  Pittsburg-Buffalo  and  common  points,  known  as 
Pittsburg  territory. 

Territory  No.  6:  New  York-Boston  and  common  points,  known  as 
New  York  territory. 

The  foregoing  territorial  groups  are  described  in  detail  in  Northern 
Pacific  Railway  Company's  Jomt  Freight  Tariff  No.  23500,  I.  C.  C. 
No.  3296,  which  description  is  referred  to  and  need  not  at  this  time 
be  reprinted  here. 

StaUmmU  of  proposed  dam  taUa  from  muUm  dtfimtd  Urriionei  to  Spokane,  Woih,, 
govtmed  6y  We$tem  CUutificoHon, 
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StaUmeni  of  propoied  eommoditif  nUi  to  Spohatu,  Wiuk,,Jn)m€a»itmd^finsdttm$onm. 
(lUtaf  IB  e«ili  p«r  100  pounds,  nnltw  oClMrwiM  ^tdltod,  mbltet  to  W«Ura  nflftialliiuj 
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nd»,  unless  otherwise  sped- 
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with  carloads  oS  articles  aaver- 
Used,  at  tiie  carload  rate  of  ar- 
ticle shipped. 
Afrfealtaral  Implements: 

Artlela  taking  Class  *'A" 
rates,  specified  In  Western 
OaiJflcatiea  No.  46  ( 1.  C.  C. 
No.  4or  F.  O.  Becker,  ageni), 
I  tliereto  and  re- 
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No  4c.(I.r  C.No.  4of  F.  O. 
Becker ,  ageo  t )  supplements 
thereto  and  retaoes  thereof 
(not  inrlnrtiin  bobjr  car- 
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or  manure;  forks,  spading; 
hoesi  potato  books:  rakes 
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SUtUmtni  of  pr9po$ed  commodity  ratei  to  Spohane.  TFot/k.,  from  eastern  defined  terri- 

foriet— Oontinaed. 


GoauDodlty. 

(lIlDlmom  evloMl  wdflit  XMno 

Doandi,  anlMi  otiMrwiM  iptol- 
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drillt,  iDdudlnf  beet 
drillt  eDd  tztr»  perti,  mini- 
mom  etrlotd  weight  24,000 
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Bhorelt,  qwdes,  and  icoope, 
In  pacfcitte,  minimnm  ear- 
load  weiidit  34,000  pounds. .. 

Stomp  pauen.  minimum  car- 
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tump  pauen,  minimum  ca 
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Wheels,  Iron,  for  arilcultufal 
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ofleaa.lnpaekai 
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176 


1  paekacei,  mln- 
weifhl    40,000 


Asbertoe,  n.  o.  s.,  asbestos  rooAng 
slate,  asbestos  bolldlnc  paper, 

AsNtos.  niacnosfci, 'oorkV  hsir 
Mt,  and  mineral  wool  boiler  and 
pipe  ooTsrlnji,  and  oork  Insula- 
Iraoo  used  m  the  ooostruotlon 
-  of  oold-storacs  plants  and  simi- 
lar material  nr  same  purposes, 
In  bundles,  bM^  crates,  or  cases, 
minimum  carload  wei^t  34i)00 
pounds,  and  oament,  loomic 
paint  or  ooattnc. ................ 

Asphalt  pivereondoit.' I....! 

B. 

Babbitt  metal,  minimum  carload 
wel^  40/100  pounds. 

Bap  and  bacglnf ,  burlui,  gunny, 
hanm,  or  Juts,  not  oolorsd  artt- 
fletaOy.  nor  llfursd.  painted,  or 
printed,  nor  backed  with  pi^er 
or  sisinc,  eonpnssed  In  bales. . 

Bap,  cotton.  In  Dales  or  trusses. . . 

Bap,  sugar  (burlap,  cotton  lined). 


Sakmg  powders  and  baking  pow- 
der eompound.  boxed 

Balsam,  ir.     (wma  as  Drup, 

B.O.S.) 

Bananas  and  coooanuts,  prepaid 
or  guarantasd.  charges  to  be 
eonputed  on  basis  of  railroad 
weipt,  as  asoertalned  at  point 
of  aalpnMDt.  minimum  carload 
weldit    lOiiOOt    pounds    (see 

Noiit  V.~wVth  OM  or  more 
oais  of  bananas,  one  man  In 
sharp  of  same  will  bepassed 
In  both  directions;  return  trip 
mnst  be  made  within  seven 
days  after  arrival  at  desti- 
naoQo. 

Non  3.— Mhilmum  weight 
SB  eoooanuts  In  straight  car- 
loads wfll  be  SftjDOO  pounds. 
BmTjm,mlntaium  carload  weight 

flIrtamB,  urinals,  washbowls  (bi- 
akidlng  stands,  knocked  down), 
sad  stationary  washtubs.  oast 
IrsB  er  ssamiMs  steel,  platai, 
itad,  galvmlsed,  granite 
d,  or  poroeiain  lined,  mlnl- 
-    carload    we%ht    Ujom 


100 


150 


1S6 


100 


100 

U6 

•135 
115 

135 

85 


100 


170 


180 


135 


100 


86 

135 


90 
130 


135 


190 


100 


143 


100 


130 


110 

127 

149 
127 

138 

94 


110 


91 


UO 


94 

138 


132 


138 


173 


192 


301 


108 


145 


108 


131 


113 

120 

153 
129 

141 

90 


113 


178 


199 


lU 


96 
141 


101 
136 


141 


306 


168 


150 


168 


134 


19LaaBep. 


MO  176   180 

*8ea  OpAnlon  838l 


118 

136 

150 
136 

148 

100 


118 


186 


209 


118 


100 
148 


106 
142 


148 


211 


175 


156 


176 


163 


138 


125 

144 

109 
144 

156 

106 


125 


104 


125 


106 
156 


113 
150 


156 


195 


222 


220 


185 


165 


185 


143 


135 

165 

182 
155 

169 

116 


136 


112 


136 


115 
169 


133 
162 


169 


189   300   ....      316 
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IKTEBSTATB  GOMMXROS  OOMMIHHfOH  BBP0BT8. 


SiaUment  o/  prop<md  eommodUif  rain  to  Spoitmsj  Waak^  from 

foriir-Coiitiniied. 


A/Mtf  Urfv 


Cofmnodlty. 

Uteoarl 

RlT» 

territory. 

ttfrttory. 

Chicago 
terrUory. 

Detroit 
territory. 

Pfttsbofg 
territory. 

Now 

York 
territory. 

(Mlnlinam  cmrkMd  wdfbt  30,000 
Doundf .  ani«H  oUmtwIm  iped- 

J 

J 

4 

4 

4 

J 

d 

J 

o 

J 

c5 

4 

d 

^ 

d 

4 

d 

4 

4 

d 

A 

U 

4 

kS 

4 

u 

4 

d 

4 

d 

KmlvanUed,  KruiftellDea,orpor- 
cekln  lined,  minimum  carkMd 

weight  24,000  [lotmiU 

150 

165 

109 

m 

116 

SB 

Beam  aiirl  petu.  dried,  split,  or 

whole,  In  sacks  or  bwrels,  mint- 

mum    carload     weight    40/no 

poiuds 

125 

175 
175 

75 

130 

•130 

m 

W7 
157 

n 

133 
133 

134 

IBO 
ISO 

S4 

135 
136 

139 
197 
197 

99 
143 
143 

144 
305 
306 

94 

150 
150 

151 

217 
217 

IM 

Beltlog,  leather 

161 

BeltlDg,  rubber  oroottool  *  V.'.V.V.. 

Ul 

BloTcks  (oompteta  or  stripped, 
vlth  or  without  tha  strlppMi 

pvtt)|boaud  orcrstad^lnlmum 

oarhMd  wtlfht  lOiUO  pouAds. . . . 

BllUard  tabl«>  (loclodtiif  tor  bU- 

Uard    tables),   knocM   down, 

seo 

•2fi0 

XS5 

375 

403 

•393 

406 

395 

m 

313 

446 

SH 

•latM  or   marblM,   eoes,   cat 

moki,  teU  raoks.  ^ownpoaltlon 

BMl  or  MUterd  balli.  compoal- 
Goa  Aako   balls   (small    baUs 

IMd  tal  bottlni).  shake  botUea. 

pin  pool  boards,  billiard  marker 
Satfbm,   billiard    brldfss,   bil- 
liard ctj*  tips,  bUUord  ehaU, 

aod  billiard  Ubla  eovon  (nib- 

bor).  minimum  mtkmd  wolgbt 

300 

145 

215 

100 

213 

163 

336 

171 

336 

Ul 

361 

IM 

Bltton,  ETiSm'im^Mi'  io' wood' ' 
minimum  corloMl  wolfht  34,000 

pounds 

300 

150 

215 

106 

21f 

100 

237 

177 

216 

136 

253 

V6 

B  lark  boards,    wood   or  com  pool- 
tloD.  In  racks  or  boses.  minimum 

carkMMl  weight  24,000  pounds. . . . 

150 

100 

160 

110 

163 

113 

168 

113 

175 

135 

186 

136 

Blackboards,   slate,   In   racks  or 

bozaa 

140 

100 

150 

no 

153 

113 

156 

lU 

166 

136 

175 

136 

Blowtrs    (haad'li'  mted!    dfiUs 
(band),  boxe^  or  crated,  and 
porUbte  force*  (hand),    mini- 

' 

mom     oarloMl     weicht    34,000 

ponada . 

aoo 

150 

215 

155 

219 

169 

227 

177 

3» 

186 

361 

91 

Books,   blank.   Inciudtnt  sebooi' 
oompodllon  books,  blank  books, 

■ad  tebltta  for  »  huui  purpooes 

175 

•125 

lis 

135 

191 

141 

196 

Itt 

306 

156 

119 

m 

Books,  n.  o.  s.,  boxed 

300 

•140 
300 

214 

154 

230 

313 

I5i 
235 

235 

166 

1» 

2M 

175 
350 

M9 

189 

Boots  and  sboea.  aor  quaotlt v . .  ' 

SO 

Bottlii,  ^m,  n.  o'  » :  carbojs, 
DMks,  gMB,  oommon,  In  bozea. 

OMkt,  or  crstaL  and  damljohnf . . 
Boltieo.  wtet  orbeor.  and  whisky 

or   brvndy   bottlas  of  similar 

ibno,   onmon    ttnv    r»*n. 
black,  or  «Bbcr  ooouaoo  aoda- 

wstar  boOlM  (no«  ripboo);   In 

bozM  or  flralM 

iMiondil ^nKorjtnyfaot 

■Dd  top  Mmlaff  (vaiiio  of  j^ 

clMMi  nolto  ojueed  35  cents  p«r 
oooca).  In  boxca,  casks  or  crateo. 



7ft 

n 

•4 

69 

94 

WKk 

will  anply  also  on  slaos  trult 
board  packages,  eanstniried  of 

thrtt^ply  or  morv.  fflo<«l.  soUd 

fiber-board  not  loss  than  0  07S 

Inch  In  thIekMas,  or  la  water- 
pc«o«id    dMbte-kcvd    Gorrv- 

MM    fibei^boord    poekacea 
(Efip   to    be   flbw^beard). 

^ss^'tJs^rxts, 

|Hi  In  oach  packac*.  Ian  to  bo 
iopHntod  bfdouM^hbad  oor. 

ragalodstrawboard. 

3»Laa] 
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SiaUmtnt  of  proposed  eommodUy  raU$  to  Spokane,  Wa^.,  from  eaetem  defined  tenu 

toriee — Con  tinuea . 


Cotnmoditj. 
Mlnlnium  carload  weight  30,000 
Doimds,  unless  otherwise  spect- 


Missourl 

River 
territory. 


Mississippi 

River 
territory. 


Chicago 
tenltory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 
territory. 


Bottles,  wine  or  beer,  and  whisky 

or  brandy  bottles  of  similar 
shape,  common  flint,  green, 
black  or  amber  fnot  including 
drugKisls'  prescription  l)ottles 
and  Dottles  of  similar  shape,  or 
Qasks,  any  style  finish);  common 
soda-water  bottles  (not  siphi>n}; 
in  bulk  or  In  boxes,  casks,  or 

CTates.,., 

Bottles,  siphon,  confectionery  and 
toba»?o,  and  druggists'  ana  mu- 
seum bottles  or  jars,  of  capacity 
1  gallon  or  less,  In  boxes  or  casks, 
mlnlmuni  oarload  w«is^t  'i^OtMi 


Bottles  «r  )Mi,  of  mora  than  1  K»l- 
lan  and  not  ezoeedlnc  6  gallons 
eapodty,  tan  boxes,  Dorreb.  or 
crates,  minimum  carload  weight 
HOOO  pounds 

Boxies,  xJaper.  pasteboard,  or  fiber 
boara,  mlnnnom  carload  weight 
94,000  pounds. 

Boxes,  paper,  or  pasteboard  (fan- 
ehMUng  paraffined  pasteboard 
boxes),  knocked  down  flat,  also 
Mdlnc  egg  carriers  (folded  flat), 
and  egg  trays  (nested),  In  boxes, 
crates,  or  bundles 


Brass  goods,  not  silver >latadL 
Butts,  bolts,  castings,  fauoets, 
a.  o.  s.,  pipa  bands  and  traps, 
plpa  oonneotions  (n.  o.  s.), 
ningis,  moldings,  nails,  rlT- 
ats,   taoks,   stair   threads, 


and  door 


pleturs  frames, 
&l8,bOXMl 

Brass  ingots 

Brass  shells  and  canopies,  for 
gas  and  elootrle  light  fix- 
tures, boxed 

Ptpa.  tubes  and  flues  (copper 

-  or  Mass),  n.  o.  s.,  including 
iron  tubinf  with  copper  er 
brass  ooTertng 

Plate  and  sheet,  n.  o.  s 

PlaU  and  sheet,  completely 

Bods  (boduding  'iron'rods^ 
brass-covered),  completely 
boxod 

Valves  and  pipe  cotmeotloiis 


(n.  o.  s.),  boxed  c 

rire cloth  and  netting,  boxed! 

:  (day  products),  as  follows: 

CoDunoo,  pavinc  or  presnd. 
minimum  caiioad  weight 
£0,000  pounds 

Ornamental  figmed.  mini- 
mum carload  wilgnt  80,000 


.  ,  invoice  value  not  ex- 
ceeding $5  per  too,  mini- 
mum carloaowel^  fi0,000 


Enameled,  minimum  carload 

weight  40,000  pounds 

lira  brick  or  flrs  brick  and 
tile  of  vartoos  shuses, 
1  lire  clay,  in  straight  or 
led  carloads  (but  not  in- 
eluding  tank  blocks  or  retort 
settings),  minimom  ciarioed 

wniirhr  4Anno  pounds 


175 


180 


300 


176 


176 


76 


126 


126 
126 


125 


160 
126 


160 


136 
136 


126 


126 


160 
160 


60 


188 


193 


216 


188 


188 


83 


138 


138 
138 


138 


186 
188 


106 


140 
140 


138 


138 


166 
166 


101 


106 


210 


101 


101 


106 


n 


141 


141 
141 


141 


160 
141 


160 


162 
162 


141 


141 


IGO 
100 


60 


73 


106 


203 


227 


200 
200 

•108 


108 


109 


148 


148 
148 


148 


177 
148 


177 


160 
IfiO 


148 


148 


177 
177 


60 


206 


211 


206 


206 


113 


156 


166 
156 


156 


188 
166 


188 


ice 

IGO 


166 


166 


188 
188 


63 


81 


61 


210 


224 


288 


210 


210 


118 


101 


160 


160 
160 


160 


203 
160 


203 


183 
182 


160 


160 


203 
203 
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INTEB8TATB  COMMEBOB  OOMBOSSION  BEP0BT8. 


Statement  of  proposed  commodity  rates  to  Spokane.  WaA,t  from  eastern  defined  terri- 

tones— Omtinnea. 


Commodity. 

(Mhihnnm  carload  weight  80,000 

Doonds,  unless  ottaerwlit  speoi- 


MlBBoarl 

Rhrer 

territory. 


River 
territory. 


Chicago 
territory. 


Detroit 
territory. 


PlttstMnf 
territory. 


New 

York 

territory. 


Brick  (clay  prodaota)— ContlniMd. 

Fire  clay  retorts  and  retort 

settings,  minimum  carload 

weight  24,000  pounds 

Retort  settings,   in  straight 
carloads,    without   retorts. 
•     '        ]^ 


Dum   oarload   walghi 

S0,000  pounds 

Tile,  hollow  (indnding  lira 
olay,  wall  coping,  chimney 
pipe,  and  flue  linings):  also 
oonauits,  underground,  Cor 
electrio  wires,  mlnlmimi 
oarload       weight       50,000 

pounds 

Broom  com,  minimum  carload 

weiffht  14,000  pounds 

Burial  cases,  metallic*  mfltalHP 
lined,  or  wooden,  minunnm  car- 
load weight  34,000  pounds 

Butchers'  blocks  and  butcheft* 
cutting  tables  or  benches, 
knocked  down. 


Butter,  butterina,  oleomargarine, 
lieese,  and  dressed  poultry 


(Kpaolokges),  minimum  carload 
weight  34,000  pounds,  subject  to 
ttonng  in  transit  and  ooooentra- 
tioo  in  transit  prlTllegas  as  pub- 
lished in  tarlib  ofbidividual 
lines  lawftiUy  on  file  with  Inters 

state  Commerce  Commissinn 

(Minimum  weight  on  ego,  la 

straight  oarbada,  wID  be 

30,000  poondi.) 


Oaldimi,   chloride   of, 


In    iron 


weight  40,000  pomK 

Caldmn,  oarbioe  of,  In  tin  cans, 
boxed,  Jacketed  cans,  or  iron  or 
steel  cans  or  drums 

Oandles  and  wax  tapen,  boxed.... 

Cane  or  rattan  stock,  in  packages, 
mtnhnnm  oarload  weight  34,004 
pounds 

Canned  goods,  as  follows: 

Note.— Canned  goods  In  nn- 
wA  be 


boxes  wm  be  rated 
I  as  If  packed  In  crataa. 
Fish,  dam  juice,  oysters,  clam 
chowder,  trmts  (not  pra- 


Is    (Inohidlng 
▼Hed),  oUvea, 


or  de' 
Hgetables,  beans,  peas,  cat- 
sup, kraut,  baked  maearool 
and  cheese,  soups,  breads 
and  puddings.  In  tin,  claM, 
er  earthenware,  neckagea 
barmeticaUy  sealed,  boxed, 
minimum  carload  weight 
40,000  pounds 

Canned  com,  peoM,  and  beans, 
boxed,  straight  carload  min- 
taimi  ^vjBight  40,000  pounds. 

Oannad  flsn,  core  oysters, 
canned  dam  juice,  and 
cannsd  dam  chowder, 
boxed  n^fffftyt^im  carload 
weii^  40,000  pounds 


lOfi 


107 


113 


U5 


76 


a 

136 
176 
83 


176 


144 


66 

136 

m 

01 


m 


140 


60 

136 

107 
«l 


197 


160 


m 

148 
307 
96 


307 


166 


190 


136 
100 


110 


308 


138 
110 


la 


141 
118 


140 


318 


148 
118 


168 


338 


140 


140 


161 


un 


160 


•90 


100 
106 


168 


86   91 

•Seaoplnloal 


U9 


101 


OS 
166 

319 

104 


819 


166 


113 


160 
136 


108 


74 

M9 

U8 

m 


118 
U8 


171 


lU 
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StaUmenl  of  propoded  commodity  ratei  to  Spokanej  Wath,,  from  eoitem  defined  terri- 

(oriet— Oontiiiued. 


Commodity. 

(lilntmnm  oarkMd  weight  30,000 

Doandt»  imtoM  otherwin  ipMl- 


Mteoarl 

Rhrer 
territory. 


Riyer 
territory. 


Ctaleafo 
territory. 


Detrott 
territory. 


Ptttsboif 
territory. 


New 

York 
territory. 


OuuMd  goods,  •■  toUowi— Cont'd. 
Canoed  meats  or  meats  in 
glass,  hermetloally  sealed 
(Including  potted  or  dev- 
Oed),  boxMi,  straight  or 
mixed  oarloads,  mlnlmom 

weight  40,000  pounds 

CMOS, tln(incltidlng  tin  boxes, tin 
lard  cans,  tin  lard  pails,  and  milk 
cans),  in  packages  or  In  boUE. 
minrmmn  carload  weight  30,000 

pounds 

Carpets,  n.  o.  s.,  Inchidlng  art  car- 
pet (htaTy  burlap,  stamped 
with  Mint  similar  to  oilcloCh); 
mgs  (inTolce  rafaie  not  exceed- 
taig  $100  each),  and  mats,  mini- 
mum   carload    weight    34,000 

pounds 

Carpet  Uning ,  In  rolls,  or  oom- 
piesnd  in  bales,  minnnum  car- 
load weidit  24,000  pounds 

Cms,  hand  or  logging,  lumber 
tracks,  and  dry  cm  tracks,  min- 
imum   carload    wvight   M,000 

pounds 

Ctetrklges.  etc.,  hexed: 

Ctftrldge  shells  (metallic  or  pa- 
per, lor  small  anns  only), 
primed  or  not  primed,  gun 
wads,  pereusiion  caps,  gun 
taplemonts,  bullets,  and 
primers... 


'185 
110 

Itt 


204 
131 

106 


306 

134 

100 


100 
100 

218 
180 

177 


106 


106 


231 
138 


lU 


116 


260 
140 


Cartridges  (metallic  or  pmr, 
for  small  arms  only),  loaded. 
If  so  marked  on  outside  of 


MbMd  carloads  of  artioles  de- 
scribed in  the  two  pieoedlng 

paragrM)hs 

Canent,  building  or  paring,  in 
packages,    minfannm    oanoad 

Wm^  40(000  pounds 

Cereatt  and  osnal  preparations, 
Tls: 

NoTB.—  Shipments  of  whole 
grain  will  be  suUect  to  shelling 
m  transit,  cleaning  in  transit, 
malting  in  transit,  and  milling 
In  transit  priTileges  as  irab- 
Ushed  in  tarllb  In  individual 
Unee  lawfuUy  on  flle  with  In- 
terstate Commerce  Commls* 
iion^     ^ 

Brewers'  meal,  bcewen'  grits, 
brewers'  cereaUDe,  bran, 
shorts,  chopped  or  cracked 
corn,  com  meal,  and  " 
toy,..,.,.,.,..,...... 


176 


100 


136 
160 
40 


188 


104 


138 


44 


101 


106 


141 
160 
46 


198 


107 


148 
177 

47 


306 


110 


166 
188 
60 


210 


114 


160 
30 
•4 


Com  (whole),  including  KaiBr 
com  (not  Including  pop 
com),  oats,  and  rye,  suaight 
carload  Tnjnlwipm  weight 
60X)00  pounds 


66 


70 


74 


Fkmr  (wheat,  rye,  or  buck- 
wheat) and  com  meal,  mini- 
mum carload  weight  40,000 
pftundf 

Malt  (barley),  subject  to 
weight  at  potet  of  shipinent. . 

Pop  com. % ■ 

Wheat  and  buckwheat,  mini- 
mum carload  weight  40,000 


126 


126 


m 


60 

100 


130 


133 


133 


77 

66 

110 


131 


134 


19I.aaBep. 


134 

•SMopiBioosao. 


7f 

66 
113 

79 


134 


138 


136 


71 
118 


138 


144 


144 


76 
126 


143 


160 


160 


81 
136 
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IKTEBSTATB  COMMSBCB  OOMHISSIOK  BEP0BT8. 


StaUmefU  of  propomd  eommodi^f  raU$  to  Spokane,  Wa^.,  from  mnum  d^fumd  Un^ 

forte»— Contiiiued. 


Commodity. 
(ICtnlmum  csvtowl  weight  30,000 
Douods,  onkM  oUicrwlie  sped- 


UlSMUri 

River 
terTitory. 


Iflsstelppl 

River 
territory. 


ChlcMo 
territory. 


Detroit 
territory. 


Chlmoen  uid  Iftoteni  iclobM, 
kImn,  Id  boxe*»  bwrela  or  crates, 
Aln  clMi  lunp  ohlmneys, 
paokta  In  double-faced  comi- 
nt«d  piftteboftrd  boxM  (sut>- 
hot  to  rMCrtoUooa  h  proTfclcd 
in  rak  liB  ol  Wteiem  OubUI- 
oftttOD  No.  4^1.  C.  C.  No.  «  of 
t.  O.  Becker.  KceQt— mppte- 
menu  thereto  and  reiaues 
thereof.  minimum  oarlood 
welxht  Itt^nX)  pounds 

Cider  ud  vlMVtf  (not  aoetk  add). 
In  flAM,  boxed,  or  In  wood»  pre- 
palil  or  guuvntoed 

alron.  lemon  and  orinrt  tvel. 
minimum  evloftd  welcbt  34.000 
pouniU. 

Cteriners,  UquSd  pboapbate 

Clothlnc.  vlt: 

Oltektn  etDtlOnc.  oilafcin  «q»- 
p«dmuiddOakto  bnis.  In 
fmni  Hf  bnlv,  minimum 
ovioftd  wc^t  31,000  pouwls. 

Clfty  or  pitch  plfeooi.  In  boxco. 
cofiks  or  cT%Xm 

dotlMapUu,  boxed ,  minimum  car* 
lotd  weleht  34  AH)  r^xmdj 

OolbM  wmi^rni.  and  parts  iture- 
of  (IndiidlBc  combtnstkm  «iMh 
iMMh  tad  eloUMi  WTtncen), 
nop  vrtMn,  aad  bnnd  man- 
jtea,  bond  or  crated 

Ciothlnr  Uartoo  and  cotton  knit 
uodOTwev,  oardlcan  >ackrU 
(ootton  or  woekn  >,  and  iv«at«t« 
UK  to  htkm  or 


160 
110 
100 

125 


ISS 


176 
121 
110 


US 
VXk 


i<ift 


in 


ie» 

96 


171 


in 

106 


\m 


n% 


Hi 


lU 


us 


177 


173 
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ua 
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SUUmmnt  of  propo$ed  eommodUif  rata  to  Spokane.  Wash.,  from  ea$tem  defined  terri- 

(ortet— Oontinuea. 


Oommodlty. 
(Mkilmam  carload  wdfht  S0,000 
"  ,  anlMi  othflrwiw  gped- 


KST^' 


Mteoori 

Rtrer 

tarltorj. 


Misslatlppi 

River 
Urritory. 


Chicago 
territory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 
territory. 


OomiNMltloo  for  rooAng,  in  pack- 
■M^mintmam  carload  wai^t 
4li/m  pounds 

Compound  lor  elaetric  llreprooflng, 
tn  caikior  Mrki 

Compoand  for  Inaolating,  In  pack- 


Condolts,  and  racks  and  washers 
lor  wmc,  for  Interior  or  oiMler- 
groond  osa  for  electric  wires, 
papff,  ooTwed  with  metal  or 
oomposltloo  and  oast-iron  boxes 
«  dnots  lorsame 

Condnit,  Iron,  gatranisad,  coated, 


Cappcias  or  solphate  of  iron .  In 
paiAafea.    mmlmom    carload 

wai^t40ino  pounds. 

Copper  goods  not  sUtct  plated: 
Bar  and  ingot  and  cast  plate. . 
Pipes,  tnbes.and  flues(copper). 
Plate  and  sheet,  n.  o.  s.,  com- 
pletely boxed 

Rods,  completely  boxad. 

CoCtoB  waste,  machlne-oomprassad 
tan    bales,    mlntmimi    carload 

wd^t  34,000  pounds. 

Crackers,  matsos  and  matsos  meal, 
cakes,  frolt  bisoolt»  pretsels, 
toMt,  and  staMdded  wheu  bls- 
euit.  In  boxes  or  barrels,  or  in 
baskets  or  tubs  with  tight 
wooden  coYCfs,  or  In  tin  cans 
(laese).  in  tin  cans  with  glass 
fronts  (loose  or  in  crates),  or  in 
paper  cartons,  er  in  pulp  board 
cans,  mlnlmmn  carloaa  weight 

MjOOO  pounds 

NoTB.— Matsos  meal  may  be 
shipped  in  sacks. 
Cranbenles,  in  packages,  mlnl- 


Cream  of  tartar,  boxed 

Creosote  oil  or  tar  oil,  in  barreb  or 

tin  cans,  boxed. 

Crockery  and  qoeensware.    (See 

Karthenware.) 

Cradbles,  In  packages. 

Corrants,  dried,  in  doxss,  barrels. 


DniBS.   (Bee  Fruits.) 

Diessing.  tanmess,  shoe,  or  belt, 
and  shoe  and  Iktrrien*  blacking, 
ll^ttid  or  paste,  tan  tin  cans, 
boxed  er  in  bands 

Diawlni,  harness,  shoe,  or  bdt, 

,     and  shoe  and  Iktrrien*  blacking, 

ttqnid  er  paste,  in  glass  or  stone, 

bffxed  or  In  barrels 

Diessing,  shoe  or  belt,  and  shoe 
and  Iktrrien'  blacking,  liquid  or 
paste.  In  bulk  in  barrels 


125 
100 


125 
135 


125 
125 


110 


138 
110 

44 

138 

im 

138 
138 

131 


191 


130 


100 


141 
113 

45 
141 


141 
141 


134 


148 
118 

47 

148 
150 

148 
148 

130 


156 
133 


156 
100 


156 
156 


138 


101 
101 
101 


100 
135 


100 
183 


100 
100 


140 


170 


IfiO 


160 
120 


100 
130 


183 


165 


176 
132 


110 
132 


185 


160 


180 
135 


113 
135 


102 


177 


177 


180 
142 

65 

118 
142 


300 


188 


300 
150 


70 


313 


135    303 
150    222 


160 


110 


171 


131 


174 


134 


180 


130 


188 


138 


308 


316 
102 

74 

135 
102 


190 
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INTSB8TATB  COMICBBCB  OOMMIBSION   BKP0BT8. 


StaUment  of  propomd  commodUjf  raUi  to  Spokane,  Tfaaft.,  from  eaaUm  dijimd  Urfi" 

tofiat— Comtiiitted. 


Oommodlty. 
(lUnliaiiiii  owfcMd  wdf  bt  80,000 
Doundi,  imkM  otberwiM  sped- 


"^i 


iedlciiiet  and  chfonioali,  nl- 
tnte  of  Mnmontm,  medicinal 
oils,  witch  haid,  medicinal 
and  flaTorlOf  eztraeto,  and 
djt  ttuflf .  B.  o.  t.,  In  pack- 
a(ca,  minlmam  carload 
welcht  34J0OO  pounds  (sec 

notai  1  and  2) 

Note  1.— Does  not  Include 
nitric,  muriatic,  and  sul- 
phuric adds,  phosphoms, 
opium,  nor  toilet  articka, 
except  tooth  washes,  tooth 
paste,  and  tooth  and  toilet 
powders. 
ICodicUial  and  s- 

ters,  surgical  id 

absorbeatoou 

Any  of  the  fbUowtng-oainad 
articles,  rnade  wtioUy  of  cx>t> 
loo,  vis:  OaUooes,  carabrKs, 
llaxed,  Oat  (not  Including 
tradog  doth),  canton  ur  cot- 
ton fl^ncls,  oottooades,  cut- 
too  oordfifoy,  cotton  v 
sboddjrhlankttsanil  burbp» 
duck  and  shoddf  bona 
bknkeu,  shoddy  blanketing, 
oottoQ  crash,  cotton  prlois. 
cotton  damask  (a.  o.  s,.  not 
Including  uphotstciliig  daio- 
ask).  oolton  jeans,  notttm 
bun  Hog,  cotton  drrs':  :  gi, 
euttoQ  areas  goods  u  §• 

Ur  Tnanufarturf  In  '  i- 


Mlssonri 

River 

tcrrltorj. 


▼as  (not  ambroldcnr),  d^ 
mestio  obseks,  strlnes  and 
cheviots,  domeatic  ginghams, 
sllcalas,  ticking,  and  sorfBM, 
"    '      nd    pillow 


900 


•lao 


Cotton  duck  and  dentms i 

Cotton  drlUs,  cotton  sheeUr^  i 

■     -'      '       -g,bkacha! 


176  I 
100  ' 


12ft 
IK) 


.1  ITS 


126 
110 


Enameled  cloth  and  table  and 

shelf  oilriotb  and  coven 

Hollands,  book  blnd«s'.  Baroe 

as  wlndofP4hada  boUands. 
Wlndow^hndt  doth  or  hul- 
lands  In  tha  piaoe,  Tmrut, 
and  undooontad..  ...•  176      12ft 

Dyewouds,  n.  a.  a.  (taulu  f- 

wood}  in  ba^  bona,  or  i..   lao      110 


140 


MtasMppI 

River 
territory. 


216 


crockery,  In  bozas,  barreb.  caaks, 
tkroea,  cratea,  or  boctheads, 
ittiHwttm  carioad  weight  24,000 


Son  1.— Will  notappty 


nta,  plumi 
cry.  phifflb^rs'  carthcnwira, 
and  water  Alters. 


1« 


166 


1» 
121 


121 


210 


130     191 
121     174 


161 


100 


DaCldt 


227 


141 
124 


l« 


141 
194 


141 
124 


101 


!  uo 


100 


m 


148 
130 


im 


206       160 


Ui 


148  I ; 

UO  I 


148 
130 


206 


101 


Ui 


lU 


NfV 

Yark 


219 


219 


m 


a  8«s  Opinloa  OD  l»  nIsi  I 
•  ■aaOpinlBB,«L 
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Sitikmiini  oj  propomd  eommodUif  rotet  to  Spokanet  WaA,,  from  ea$Um  dejined  Unir 

(ofict— Omtinued. 


Ooomiodltj. 
(Iflbitunom  otrloftd  wdght  8^000 
>,  onlMi  othsrvln  fp€0^ 


Doondi, 


RlTW 

ttrritonr. 


Rlrer 
tarrilory. 


territory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 

territory. 


moo  brown.  In  bulk  or  In  pMk- 
IM,  mtntmnm  oeriood  weight 

MjOdO  p^fliylf 

Non  1.— Win  not  apply  on 
onamaoti,  phunben'eArtiMD- 
waro,  tod  water  fllten. 

Barthiawaia,  ijmnbeii;,  tIi: 
WaBbowIe*  watflp'^oiot  bowlk 
and  artaialit  *winfn!«w»^  ^nV^i^ 
weiglitMSbpoiindi 

■ggiandobMO   (See  Birttar.) 

Bgt-ease  flUera,  knoetead  down.  In 
paokagea,  mlntanom  carload 
wai^MinOponndi 

Stoiaga  battery  parte  (Inetoding 
wat  and  dry  battarlea,  battery 
Jaia,  ilneB,  oarbona,  oarbon  floor . 
oarboo  pointa,  Qtfboo  phia,  and 
TitrtfladbrickmbozeeorSanali 


140 


ineandeeoeot  iann»,  mintmom 
earload  weight  leiOdOpounda.... 

KlacUlcitiewmaineanacoapltngi. 

Bngtoety  tractloOr  nUnlmuni  oai^ 
lead  weight  34,000  poonda;  aleo 
oyltnder  water  wagons  or  tank 
wagons  In  mtzad  oartaad  with 
tiacttoo  englnea 

Bxtracts,  Tit,  eztracte  of  beif  and 
tooiatobooillon 


Bartracte  hemlock  bartL..... 

Bjl  tract  of  root  beer,  aztracC  of 
r  ale,  and  aztract  of  lemoo- 


Oak-bark  extract 

Fence,  picket  (woren  steel)  and 


Fencing,  expanded  metal. 

F. 


FOmt,  kMool,  1 


I  raflla,  ooooa* 


■ot,  coCtoo  ssed,  pine,  palmetto, 
flee,  tanq^eo,  and  wood 

FOMTpIpe 

Fiber  ware^inlnlmom   oarioad 

_wilght  16,000  poonds. 

Fliewuiks,  ^mintmum     oarioad 


170 


170 


FWi,  dried  and  salted  (boxed  or  In 
crates  or  bondles),  smoked  and 


Food,  pobitry,  tIs:  Qroond  meat 
ndtene.  aUiUlft  meal,  btood 


mnl,  clover  meal,  glotcn  feed, 
gjoten  maal,  cot  aUalla,  cut 
clover,  grain  scieenlngs,  mlUet 


in  packages. 

ammal;  condiments,  ani- 
mal (lor  oae  In  animal  food),  and 


dog  biscolts.  In  packages 
FmL    baby,    htrroding   nuUted 

milk  ^nd  mllklne..... 

Foods,  sanltartem,  n.  o.  s..  boxed 
Fteeeifi,  Ice  cream  (hand  or 


180 


131 


UO 


ertobe. 
1 34,006 


140 


UO 


300 

las 


lU 

UO 
UO 
130 


UO 
130 


100 
100 


130 


no 

100 


136 


130 


60 
100 


UO 
UO 


110 


140 


314 


140 


00 


00 


166 


330 
138 


137 

166 
166 
183 


166 
1S3 


110 
110 


1S3 
131 

no 

i 
140 

376 
1S3 


Ul 


318 


Ul 


106 


101 


168 


101 


335 
141 


130 

160 
160 
186 


160 
186 


118 
118 


186 

134 
118 

163 

381 

186 


166 


188 

no  168 


166 

166  310 


166 


113 


160 
160 


160 


303 


136 


166 


106 


166 


106 


m 


236 
148 


186 

177 
177 
143 


177 
143 


118 
118 


143 


180 
118 


UO 


143 


71 


U8 


177 
177 


m 


163 


236 


168 


310 


113 


176 


m 


188 


3S0 
156 


144 

188 
188 
150 


188 
150 


125 
135 


UO 

138 
135 

160 

313 

UO 


75 


135 


173 


240 


173 


188 
238   188 


333 


146 


185 


133 


180 


123 


370 


166 


103 


103 


185 
186 


103 


140 
186 


183 


103 


135 


308 
308 
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nrCEBSTATB  OOMMEBOB  OOMIOSSION  BEP0BI8. 


Statement  of  propoeed  commodUif  teUM  to  Spokane.  Waeh,,  from 

Cofit»— Omtinuea. 


(Mliiliniim  oiiiotd  w«|gfat 
Doundi,  tmlca  othonrln  sped- 


Fnilt  or  TCcetaMet  (hirtnrttnt 
dstct  and  flgi)  dried,  gromid.  or 
ermponted   (mdodmc   proiMi 

•odrmWnf),  boxed. , 

Furnltoit: 

Bedstcsdi,  wooden  (liiclodliiff 
wooden  fokttnf  bedi),  bo- 
rMos,  chWonlm,  tmtSi  t»> 
Mes  (not  tnetodbif  ezteo- 
•ton  tables),uid  wMtetands, 
net  eoet  of  cnoh  piece  eno- 
mented  not  to  exceed  the 


BedsteMli  or  fokttnf  beds. 
tl3  each;  bonne,  Sla 
esch;  ofalfloolen,  tl8 
each;  nnall  tables  (not 
hirhidhn  extenaloo 
tables),  i4  SM^h;  wasb> 
stands,  16  each;  stralcbt 
or  mixed  carload  mlnS- 
welght     lOJOOO 


B^lstcads  or  fokUnc  beds, 

$12  each;    bortwis,  flS 

each;     chUroolers,  118 

each;  small  tables  (not 

Inrhidlnf        extensloo 

tables)ri4  each:   WMh- 

stands,|6cach:  stral^t 

or  mixed  carload  mhi- 

Imnm  wdfht  when  In 

cars  nnder  40  feet  In 

length,  outside  mcMora- 

ment,  14,000  pounds..... 

Bedsteads  (Iron),  tnstltatlon 

beds  (Iron),  plain  or  with 

braes  trtmmmgs,   knocked 

down,    mlnhnam    carload 

wdfht  aOUOOO  pounds. 

BedstcAds  Qnm),  folding  beds 
(Iron),  cribs  (Iron),  institii- 
tloo  bads  (Iron),  knocked 
down,  metallic  coach  frames, 
knocked  down,  or  metallic 
Mdlnc  coaches  (folded), 
plain  or  with  brass  trim* 
mlnp,  mstalUc  mattresses, 
and  sprinc  beds  (com- 
pressed), wve  cots,  wooden 
feldlnf  crfba  with  woTcn 
wire  bottoms  (knocked 
down  or  IbMed  flat),  wire 
and  fprtng  beds  ami  bottoms 
and  canrss  coti  (not  uphol- 
stered), mtnlmum  carload 

wHcht  94,000  pounds 

Bedsteads  ( iron  or  brass ).  fold- 
inx  beds  (IroQ),  cribs  (troo), 
tniUtatton  fads  (Iron). 
knocked  down,  minimum 
carload  wHicb  1 34 .000  pou  nds . 
Camp  furniture,  folded  flat, 
eooslsUniE  of  canvas  cots, 
eanras-seat  chairs,  canraa- 
seat  stools,  and  camp  tables, 
minimum   carload    weight 

30,000  piwifvlf 

Church  n«ws,  knocked  down. 
In  paoages,  minimum  car* 
IsadwslpitM^OOO  pounds... 


RlTsr 
territory. 


230 


175 


125 


Rtrtr 
tsrrltory. 


233 


125 


125 


100     1S5 


115 


I 

I 

I 
150    . 

IM  •. 


US 


13H 


110 


(Jhloago 
tscTltory. 


236 


188 


141 


141 


141 


113 


DstTCB 


243 


193 


127    19 


148 


territory. 


261 


148 


148 


118 


136 


166 


166 


ue 


2no       136 


141 


Now 

York 

territory. 


964 


210 


in    174 

I         . 


166   j    169   . 

166  i I    199  I. 


m  194 


W' !    169 


m 
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SttOemeni  of  propomd  commodUif  rutm  to  Spokane,  WaA,^  from  eattem  defined  Urri- 

(onea— Continaed. 


Gommodlty. 
(MlntnmiB  owhMd  weight    „ 

*  .tmlca  othonrln  iped- 


«S^ 


Fnrnlturt— Continued. 

Iron  theftterohAln,wood,e«ie, 
performted  wetX,  or  aphol- 
ftered,  mlnlmom  otrkNMl 
weight  24,000  pooDdt 

Kindergarten  eeets  ind  tableiL 
minimum  otrkNMl  weight 
90,000  poonds 

Itettresses  and  frtmet,  metal- 
He,  wire  ooti,  wooden  folding 
cribt  with  woven  wire  bot^ 
toms  (knocked  down  or  fold- 
ed flat),  wire  and  spring  beds 
and  bottoms,  and  oanTSS 
eots,  not  upholstered,  mini- 
mum carkNMl  weight  20,000 
pounds 

Settees,  wooden,  not  uphoW 
stereo.  Same  rate  ssonalrs, 
and  subject  to  same  oondl- 
tions  as  to  wood,  finish,  and 

Chain,  as  follows:  Canc^seated. 
leather-board,  perforated 
wood  or  wooden-seated  (not 
oonslstliig  wholly  or  par- 
tially or  mahogany,  rose- 
wood, ebony,  black  walnut, 
or  cherry),  not  reed,  wUfow 
or  rattan,  finished  or  unfin- 
ished :  not  upholstered;  camp 
and  folding  (not  rockers), 
net  cost  not  more  than  to  per 
dosen;  also  wood  seats  for 
ehairs,  perforated  or  nnper- 
forated,  finished  or  unfin- 
ished, In  straight  or  mixed 
carload  minimum  wd^t 
SOlOOO  pounds 

Chans,  ss  from  machine  or 
benca,  unfinished.  In  the 
white,  not  mahogany,  rose- 
wood. ebouT,  black  walnut, 
or  cherry ;  auo  wood  seats  for 
chairs,  perforated  er  unper^ 
forated,  unfinished.  In  the 
white,  minhnnm  carload 
wd^t  30.000  pounds 

BchoM  scats  or  settees  and 
desks  for  schdafs,  minimum 
carload  wdght90,000pounds. 
Non.--WIU  not  apply  on 
chain  or  seats  similar  In  coo- 
stmotlon  to  theater  chain  or 


Table  slides,  Inpackagcs,  mini- 
mum carload  weight  40,000 


OlBSB  and  glassware,  as  follows: 
Glass  deck  plates  and  side- 
walk and  TauH  tiles  (plain 
or  prism).  In  boxes,  barrels, 


Glass,  plaU  (not  bent),  and 
prism  glacs,  n.  o.  s.,  boxed, 
minimum  carload  wei^t 
MpOOO  pounds 

l^LaaBeii. 


RlTcr 
territory. 


900 


l&O 


140 


170 
130 


110 


116 


110 
125 


Rlrer 
territory. 


211 


187 
143 


121 


127 


121 
138 


100    165      110 


110 


m 


in 


121 


106 


Chicago 
territory. 


214 


101 
146 


124 


164 


129 


113 


124 


160 


Detroit 
territory. 


220 


177 


160 


M7 


201 
158 


130 


136 


130 
148 


118 


ISO 


177 


Plttsbuig 
territory. 


228 


188 


168 


268 


213 
163 


138 


144 


138 
156 


195 


138 


188 


Nov 

York 

territory. 


230 


209 


179 


278 


230 

176 


140 


166 


140 
169 


136 


140 
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IKTEBSTATB  OOMMEBOB  00MMI88I0N  BSP0BT8. 


StaiemmU  of  projxmd  eommodUif  raUi  to  Spokane,  WaA,,  from  eaaUm  d^/Sned  lirn- 

(ofict— Omtinuea . 


Oommodlty. 

(Iflnhnnm  otrlottd  wdght  10,000 

Doonds,  imkM  oUmtwIw  iincI- 


RtTW 

tarrilory. 


GiMi  And  gliwin    Conttootd, 
Olui,  white  or  colored,  deo»> 
nted,  cfttckled,  onameled. 
croand,  ftAiD«d,  and  wind 
fwlrad  plate  Klastzeipted),  ■ 

boxed  or  cnted 

GiMi,  roach  rolled,  Tto.  pista.  ■ 
flmed,  ribbod.  Mid  thott 
xten:   alw  prand  prtani 
Ulcf  (imfkmiMd), 


17f 


m 


Glui,wtiidow,oomiioo,bo»d 
Glunrare  (except  eat},  n.  o.  t. 
do  boxe*  or  Mncis),  iDd 
glMi  lampe.  ptaln,  In  no  way 
ornunented  or  decorated  (In 
boxes,  bamli,  or  catka); 
IhiH  or  jeUy  pu&m  (raloe 
not  to  exceed^  as  cents  ym 
doaen),  and  topa  and  iop 
iMtcnlna  lor  same .  In  boxes 
or  bands;  patch  boxes  (In 
boxes  or  barrelB);  also  opal 
flassware  not  metal 
vfmmod  (In  boxes,  barrels, 
or  osaks),  minlmam  carload 

weight  iiino  pounds. 170 

Globes,  are  llrht,  minlmam  car- 
load weight  24^  poaads. '  170 

Glue 176 

Olocoee,  In  barrels.    (Bee  Slrap.) 

t» 

140 


•10 


Bl^ 


1» 


U4 


Grape  or  eom  sacar.  In  packams. . . 
Grating,  sidewalk,  Iron,  with  or 

wlthoatglaB 

Non.— Orating  glass  may 
be  forwarded  la  separate  pack- 

Giaaae,  axle  (not  machine  hibd- 
cant),  Including  mineral  or  pe> 
troleom  axle  grease.  In  packagca. 

Oflndstooee  (and  frames),  meant-  ■ 
ed  or  oamoanted. 

Gam  copal,  shellac,  and  kowrte. . . 

Gam,poouanac , 

Gonn J  doth,  niminriaseil  In  baka. 


ISO 


•DO 


ISO 
•6 


116 


(Sec  "  Baa  and  baotng.") 

aalr  (Indodlng  hair  m  rope, 

not  Inrinding  haman  hair)  < 


hot 


preserd  In  balesjinlnlratni 
load  weight  24^  pounds 
Hatr^plaaterlnK,  in  porkticn,  min- 
lmam   carload    weight    ^fiOO 


182 


182 
184 


180 


U4 


188 


182 


182 
M 


n 

127 


m 

180       100 
128        86 


176      126 


180      100     160 


101 


186 


186 


80     161 


88 
110     163 
M     136 


188     181 
UO     181 


141 


101 


I 


or  bundles. 
Baadks,  wooden.  In  boxes,  crates 
or  bundles,  ss  foUowt: 

Ax,  adie,  pick .  ftWdge ,  hatchet, 
hammer,  mallet,  lork,  hoe, 
rake,  shorel,  and  pea ry 

Broom  or  mop,  with  or  with- 
out metal  flxtores  attached, 
but  without  heads 

Plow.nxigh 

Handles,  wooden.  In  the  white. 

Broom  and  mop,  without 
mriAl  flilum.  minimum 
carloftd  weight  «m«jO 
poonds •  186 


180     146      no     148 


166      lU     m       137     171 


186 


186 

86 


7f 

120 


m 

80 
113 
06 


Detroit 
territory. 


196 


141 


in 


161 


166 


148 


106 


Plttsbarg 
territory. 


206 


186 


New 

York 
territory. 


148  m 


142  200 


142  200 
IQD  106 


88  144 

186  160 


106  173 


218 


U7 


lU 

88 
186 


16S  i  11»   175  , 

140   100  146   106  166   lU 


180  212 


150  212 
106  205 


88'  180 
144  180 


UZ     IB 


100 

125  185   186 


141  186 


lU     168 


lU     163 


120  186 


148  '  206 

118  176 

I 

118  160 


186  218 
126  186 

I     I 

I 
12S  170 


•  •  180 


186  IM  ,  144  205   186 


180     186  i     lOh     1«&       lU 

i9Laa] 
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StaUmefU  of  propoted  oommodiiy  raU$  to  Spokane^  Watk,^  from  eoiUm  defined  terri- 

toriet — Continued. 


Conunodlty. 

lOaoari 

Rlrer 

territory. 

mSBlSBlppI 

Rlvar 
territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 

York 

territory. 

(mntniiiiii  otrload  wdfht  aO,000 

Doonds,  ankM  othoirlM  ipied- 

J 

^ 

Hi 

^ 

•^ 

^ 

d 

^ 

d 

J 

6 

4 

t> 

J 

6 

i4 

d 

pA 

^' 

d 

^ 

d 

J 

d 

i4 

0 

A 

d 

H) 

d 

Hardware,  ■■  foUows: 

Picks  aod  mattocks,  with  or 

without  handles,  boxed 

175 

us 

188 

138 

191 

141 

198 

148 

206 

156 

219 

169 

Adxes,  with  or  withoat  han- 

dles, boxed 

Axes,  with  or  withoat  han- 
dles, boxed,  and  axes,  with 
handles,   handles   exposed 
and  blades  boxed  or  orated. 

175 

126 

188 

138 

191 

141 

198 

148 

206 

156 

219 

100 

Chatai,  trace  and  bobble 

136 

86 

144 

94 

146 

96 

150 

100 

156 

106 

165 

115 

BwldlerT,    plain    or    nlokel 
plated ,  inoladlng  hames  (not 

wooden),  also  composition 

marttaigale  rings,  In  boxes 

or  casks,  stirrups,  trace  and 

hobble  chains,  any  quantity. 

Bangers,  rollers,  and  rail,  bam 

door,  bangers,  parlor  door 

100 



200 

314 

224    

238 

257 

1 

! 

(taidudlng  track  for  same). . . 

175 

110 

186 

121 

180 

134 

196 

130 

203 

138 

214 

149 

Knobs  for  furniture,  locks,  and 

plrtaresjn  packages 

NOTS.— Does    not    taidude 

brass  or  other  trtmmtngs  or 
knobs  lor  bedsteads  In  any 

175 

138 

188 

138 

191 

Ul 

198 

148 

20t) 

156 

219 

100 

term. 

Sash  luteoers,  In  packages. .. . 

Locks,  fai  packages 

Pcayles,  cant  hooks,  handles 

lor  same,  pile  poles,  plcka- 
roaDs,skfddlng  tongs,&ber 

carriers,  and  parU  thereof. .. 

16S 

115 

177 

127 

179 

120 

1»^ 

13<.      191        IH 

205 

155 

Vises,  iroo 

175 

110 

100 
85 

18fi 
*i34" 

121 

110 

189 

121     195 
113  1     - 

i:.o     ,'H.      I'.s 
lis  .          iL»;. 

214 

140 

135 

Ralls  (iron),  track  or  door 

US 

94     136 

96 

140 

100 

14(i        hh, 

115 

BoUow  ware,  of  cast  Iroo  only. 

plain  or  enameled,  as  foUows: 
Pots.  ketUes,  sUUets,  spiders, 
scotch  bowls,  long  pansVtad- 
troo    heaters.  ^dtaTwaffle 

irons,  broOsrs,  caldrao  kettles. 

sugar  kettles,  pitch  pots,  bake 

oreos,  saoos  pans,  boilers,  gem 
pans,  tea  kettles,  and  hoppers 
slop).    Also  the  foUowlngstoye 
fumiturs:  Blowers,  ooralifters. 

pokers,  scrapers,  shakers,  damp- 

ers, store  shorels  and  tongs, 
mlnimam  carload  weight  24^000 

170 

130 

182 

132     185 

135 

192 

142 

200 

150 

212 

163 

Borse  ooliars.  In  bundiesi  boxes,' or 
bales.  mUifanum  carload  weight 
X^XXi  pounds 

125 

138    

141 

148 

166 

100 

Boss,  rubber  (with  or  without  coo- 



' 

srtag),  IB  oases,  crates,  or  bales. . 
X. 
I&cubatori  and  bcooders,  mini- 

175 

135 

188 

138 

191 

141 

196 

148 

206 

156 

219 

100 

. 

mum    carload    weight    S4,000 

pounds.... 

136 

149    

153 

159 



160 

183 

Ink,  in  glass,  stone,  or  paper  bot- 

tles, boxed,  or  in  tin  cans,  boxed. 

or  fai  wood;  mucilage.  In  boxes, 
barrels,  or  kegs,  and  stationers' 

paste  (not  oonltetloners'  paste), 

straight  or  mixed  carloads 

Insulators,  terra  cotta.  day.  glan, 

136 

90 

144 

99 

146 

101     151 

106     158      in 

1«»7 

123 

or  pofoelahl,  laolnalng  Insula- 

tors (similar  to  conduits),  tor 

use  hi  buildings  lor  protection 

^calMt  fire:  also  telegraph  pins 
and  brackets,  hi  boxes,  barrels. 

crates,  or  horvieads 

136 

90 

134 

99     136 

101 

141 

106 

148 

113 

157 

121 

Now.— Telegraph  pins  and 

btaekets  may  be  token  In  bags. 

71S25*— TCt  1»— U- 
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INTEB8TATB  COMMEBOB  COMBilSSION  REP0BT8. 


Statement  of  propfmd  commodity  rates  to  Spolane,  Wash,,  from  eastern  defined  terrir 

tor{M-<k>ntiiiued. 


Commodity. 

(Mlnlmam  carload  weight  30,000 

pounda,  unless  otherwise  specl- 


Iron  and  steel,  articles  of: 

Bridge,  wharf,  gas  house,  and 
structural  iron  and  steel, 
fabricated  or  unfiibricated, 
consisting  of-~ 
Angle;  channel;  bars; 
beams;  columns;  trasses; 
drcular  frames;  girders; 
piling;  braces;  bridge 
railing;  corrugated  floor- 
ing; riveted  and  cast 
shoes;  tubing,  pier;  rods 
(with  head ,  eye,  or  screw 
threads);  pulleys  (tank 
or  reservoir);  weights; 
sees;  tees;  raOs;  Joist 
han(;ers;  post  caps  and 
bases;  plate  (No.  11  and 
heavierV  puxidied  or  un- 
punched,  bent  or  not 
bent;  truss  bars  and  cor- 
mgated  bars  for  rein- 
fbrcing  concrete  con- 
struction; sidewalk  and 
floor  plates  (without 
glass);  rivets  (not  less 
than  one-half  inch  in 
diameter):  washers; 
nuts  and  bolts  (not  in- 
cluding carriage,  wagon, 
machine,  and  lag  bolts); 
anchor  rods  (im*  tele- 
graph or  telephone 
poles);  minimum  car- 
load weight  30,000 
pounds  for  each  oar  uJsed . 
Anvils,  or  anvils  and  vises 

combined 

Bar  and  slab  (up  to  and  in- 
cluding   6    Inches    in 
width),    rod    hoop   or 
band ,  minimum  carload 
weight  40,000  pounds. . . . 
Note.— Angles  In   bar 
shape  not  larger  than  3  by 
3    Inches    by    three-six- 
teenths inch,  and  chan- 
nds   in    bar   shape   not 
larger  than  3  inches  win  be 
entitled  to  above  rates. 
Boiler,  plate  and  sheet. 
No.     11    and    heavier 
(black  or  galvanized), 
not     bent.     Including 
boiler  heads  and  ends, 
flat,    unflanged,    mini- 
mum   carload    weight 

40,000  pounds 

Boiler,  plate  and  sheet, 
n.  o.  a.,  Nos.  11  to  16, 
both  inrJusive  (black  or 
galvanif«l),  not  bent  or 
punched,  minimum  car- 
load     weight,      40/X)0 

pounds 

Boiler  heads  or  ends, 
flanged 


Missouri 

River 
territory. 


Bolts,  nuts,  waahen,  nnt- 
'  rets,  lac  bolts, 


locks,  rivets,  lag 

and  lag  screws. 

Botts  and  hinges  (except 
iprlns),  In  boxes,  kep, 
barrdB,  or      * 


12S 


130 


IfiO 


130 


130 


80 


Mississippi 

River 
territory. 


\M 


133 


85 
100     160 

80  I  133 

85'  130 


Chicago 
territoiry. 


R8    .... 
90      130 


140 


•4 

no 

88 
94 


140 


Detroit 
territory. 


94 

141        106 


90 

lis 


Pittsburg 
territory. 


148 


150 


90     144         94     150 


100 
118 


168 

! 

90     144  .      94 
96     146 1    100 


100 
113 


100 


100 


106 
126 

100 


New 

York 

territory. 


lA 


1» 


106.  UO 


108 
IS 


u» 


lU 
136 


lU 
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SiaUmerU  oj  propomd  commoditif  nUm  to  Spokane,  Wa$h.,  from  eatUm  deJtfMd  Urri- 

toriet— Contiiiued. 


Commodity. 

Missouri 

Rlyer 
territory. 

territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 

York 
territory. 

(Ifinfanom  cvkMd  wel|iit  30,000 

a 

^ 

^ 

J 

a 

•^ 

d 

tA 

d 

a 

d 

a 

d 

a 

d 

Hi 

d 

J 

a 

d 

^ 

d 

J 

d 

a 

d 

J 

d 

•^ 

d 

Inm  and  itoel.  artlotaiof-Ooof  d. 

Bridfie,  wharf.  gM  bonaft,  aod 

■tructoiml  Iroa  and  atoal, 

tebricatad  or  onfabrloated, 

C*«**n«^  «»"»^  «•??«?» 

wacoo,  iMclk,  aglcol- 

toral  tmpl«meot,  furnl- 

ton,  hooe,  plow,  nhool 

d«8k  and  stapladder,  tn 

Nixm,  barrelf,  or  oraiei. . 

160 

115 

m 

127 

179 

139 

186 

136 

194 

144 

306 

161 

Castlngt,  n.  o.  a.,  plain,  as 
from  the  sand ,  In  no  way 

hand    or    machine-fln- 

drflle^  idSl^ltbolM, 

Irat  may  be  dipped  or 

painted  to  preyent  nut.. 
CMUng,  steel,  in  boxes, 

70 

77 



79 

83   

89 

96 

orates  or  bandies 

UO 

110 

161 

121 

164 

124 

170 

130     178 

138 

189 

149 

Chain,  n.  o.  s.,  T"lnl"*ii*" 

, 

carload    we(|ht    40,000 

pounds. 

Ffre  phigs,  lire  hydrants, 
and    water    cates,    tn 
mixed  cartoads^ 

136 

76 

133 

83 

134 

84 

139 

80     144 

94 

161 

101 

100 

110 

113 

118 



125 

136 

Gear  wheels,  roofh,  not  In 

any  manner  maohlne- 
flnuhed.      Same       as 

''Castings  as  from  the 

mold,  etc'' 

Hasps,  hooks,  hoop  keeps, 
staples,  links,  oonnect- 

ttngloLks  (not  Unk  belt- 
ing), lap  links,  and  cold 
shnte.  In  boxes,  kegs,  or 

barreli ...T..... 

lao 

86 

130 

04 

141 

96 

146 

100 

161 

106 

160 

116 

Axles  and  axle  boxes,  carriage 

and  wagon 

176 
130 

115 
80 

187 
138 

127 
88 

189 
140 

139 
90 

196 
144 

136 
94 

304 
150 

144     216 

155 

Box  straps,  In  packages. 

Brick  tiding  (steel)7ln  pack- 

100 

158 

108 

sges. 

176 
136 

126 
80 

188 
133 

138 
88 

191 
186 

141 
90 

198 
139 

148 
94 

206 
146 

166 
100 

219 
163 

169 

Cleviaes,  In  boxes  or  barrels.... 

106 

Conductor  plpe,eaTe  troughs, 
dbows,  and  trough  banters. 
In  cratei.  minimum  carioad 

weight  aD,000  pounds 

170 

130 

182 

133 

186 

136  1  193 

143 

300 

160 

313 

162 

Fence,     knocked      down; 

wrought-fron    fence    nosts, 
fsnoe  picket  tips,  mlnunom 

earload  weight  24.000  pounds. 
Ffre  escapes,  standpipe,  lad- 

m 

100 

160 

110     168 

118 

168 

118 

176 

136 

186 

135 

ders,  platteni?* 

126 

138   

141 

148 

166 

169 

flnlsSed..!T.! 

160 

80 

168 

88 

170 

90 

174 

94 

ISO 

100 

188 

106 

Hasps,   hooks,   hook   keeps. 

stanif'.  and  lap  links,  In 

pttcicages 

lao 

160 

86 
100 

139 

160 

04 
110 

141 

163 

96 
113 

146 
168 

100 
118 

161 
176 

106 
135 

160 
185 

116 

HTdranls.  n.  0.  s. 

Lbik  belting,  tn  packages 

135 

1S6 

85 

U4 

04 

146 

96 

150 

100 

166 

106 

166 

115 

Pipe.  n.  0.  a  (Indudlng  riyeted. 

spiral,  or  sMght  seam  pipe}; 
pipe  or  tubffl,  spiral  weld; 
pipe,  water,  plate  or  sheet 
Iron .  rlTcted— mlnlnmm  car- 

X 

load  weight  24i)00  pounds.. . 
RoOb  for  saw  and  roUlng  mills. 

160 

too 

160 

110 

163 

113 

166 

118 

176 

136 

186 

136 

tnclodlng  door  roOs  for  lum- 

ber  

160 

no 

171 

131 

174 

134 

180 

130 

188 

148 

199 

149 

Bmets,  Uoom,  tngoto,  mnek 
bar,  scrap  sied.  »"l*^hT?"w* 
carload  weight  60,000  pounds. 

100 

60 

106 

66 

106 

06 

111 

n 

lU 

76 

131 

81 
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IHTEB8TATB  OOMMEROB  C0MMI8SI0N  BEPOBTS. 


StaUment  of  propo$ed  commodity  raiet  to  8pokan$,  WaA.t  frcm  eatUm  defined  Uni- 

toTMt— Oontinaed. 


Commodity. 

(Mlnlmam  carload  weight  30,000 

Dounds,  anless  otherwise  sped- 


Inciwork,  conslstiiig  of: 

Archlteotoral  Ironwork.  tU.— 

Door,  window  ana  sky- 
light frames,  and  bronsed 
arehitectunu  Iron,  mini- 
mom  carload  weight 
2OM0  pounds 

Facings  or  fronts,  mini- 
mum carload  wdght 
30/X)0  pounds 

Ironwork  for  etorator  cars 
and  inclosores,  mini- 
mam  carload  weight 
30,000  pounds 

Sidewalk  canopies,  mini- 
mum carload  weight 
30,000  pounds 

Btair  work,  tIx.,  treads, 
stringers,  brackets,  rail- 
faifB,  newels,  risers,  and 
hangers,  minimum  oar- 
loail  weight   30/100 


HiaKNirt 

River 

territory. 


Lathing,  wire  (woren),  corro- 
gated,  perforated,  or  ex- 
panded metal  flooring,  metal 
oonrrete  reenfocoement,  n.  o. 
8.,  iron  studding  and  comer 
beads,  in  boxes,  ormtas,  or 
bundfas 

Pig.  minimum  carload  weight 
60/no  pounds 


Pipe  ftttiogs  and  connections, 
including  clean-cut  fittings, 
eocks  or  ralTes.  wroueht, 
east,  or  malleable,  or  iron 
body  cooks,  valves,  and  pipe 
eonnertions  (the  bodies  or 
principal  parts  of  which  are 
Iron,  but  having  brass  pieces 
or  parts),  screwed,  flanged, 
or  with  hub  ends:  also  , 
wrought-lron  pipe  bends,  > 
with  or  without  wrought  or 
cast-iron  flanges '  150 

Pipe,  castptron,  and  cast-iron  ' 

connections  for  same 150 

NoTX.— Does  not  Include 
cast-Iron  connections  for 
wrought-tron  pipe. 

Pipe,  wrought^iron  or  steel, 
welded,  seamless,  or  lock  bar 
(Including  boiler  flues  not 
over  13  Inches  in  diameter), 
minimum  carload  weight 
40.000pounds I  130 

Rails,  indudlng  mlnlns  rails, 
croastto  (steel),  ana  saw- 
mill track,  minimum  car- 
load wdght  m,000  pounds, 
except  when  length  of  rails 
requires  two  or  more  oars,  In 
which  case  the  minimum 
carload  we^  wfU  be  40,000 
pounds  lor  each  ear  used,  per 

&■  of  2,340  pooDds. 

Non.-Rab,     ci 

(sted),    crosa^le    Im 

and    rail    IhstenlngB.    n 

shipped  tn  mtxed  carloads,  will 

take  carload  rate  prorldea  for 


125 


100 
40 


66 


River 
territory. 


60  ,  i:/. 


Chicago 
territory. 


110    173 
44     105 


141 


113 


Detroit 
territory. 


178      118 


45     107 


72     15R 
(/)     158 


♦V   ,  IM 


73 


1,100 


Pittsburg 
territory. 


155 


New 

York 
territory. 


160 


125 
50 


195 
114 


US 
ft4 


173 
171 


8a 
81 


Ihl 


71      1 


171         M 


1,238    1,288 


1,375 


...    1.4.V 
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StaUmmt  of  propomd  commodity  rates  to  Spokane,  Wash.,  from  eastern  defined  terti- 

tones — Contiiiued. 


Commodity. 
(lODtmom  otrkMd  wdffbt  30,000 
*to,  onkai  otherwise  iped- 


pooDds, 
KdO 


Ironwork,  oonalttlng  of— Cont'd. 
Rail  nistenings,  ▼!»— 

Ancle  ban,  flab  ban,  rail 
^Snts,  nil-Joint  splice 
Dan,  base  plates,  tie 
plates,  tnck  spikes, 
track  bolts,  track  nuts, 
not  waaben,  nutlocks, 
nil  bnuses.  rail  chain, 
and  steel  cup  fastenings 
lor  steel  ties,  minimum 
carload    weijsht    00,000 

pounds 

NoTC.— Rails,  cross-ties 
(steel),  cross-tie  festenlngs 
and  rail  fosteningi,  when 
diipped  in  mixed  carloads, 
wUj  take  carload  rate  pro- 
vided for  each. 


Bbafttng,  plain,  without  oon- 
nectlons,  minimum  carlocul 
wei^t  40,000  pounds 

Sheet,  No.  12  and  lighter 
(black  or  calvanlxed,  but 
•xdosiTe  of  planished  or 
Russia),  not  bent  or 
ponchea;  oorrunted,  n.  o. 
s.,  including  ridge  rolls, 
stnlght  or  mixed  carloads, 
mlnhnnm  weight  40fiO6 
pounds 

Boeet  punched  and  rolled  for 
pipe,  but  not  rireted,  mini- 
mum carload  walght  24,000 
p^^TtyVf 

Hay  and  shinck  bands,  iron  or 
wire,  in  packages,  mtnimum 
carload  wdght  40,000 
pounds 

Shoes,  horae,  mule,  and  ox, 
including  toe  calks,  In  boxes 
or  keip,  minimum  carload 
weight  40,000  pounds. 

8hutt«n  and  rolling  steel  doon . 

Stands,  posts  or  bases  for 
street  lamps. 

Sucker  rods  m  packages 

Tank  or  reservoir  material, 
Tis,  beams,  columns,  and 
drcular  frames  for  top 

Tanks, steel,  glass  linea,mlnl- 
mnm  carload  weight  24,000 


poonds 
Ttes,balli 


!S,t)aIlng(  in  packages,  mini- 
mum carload  wd^t  40,000 
pounds 

Tubing,  open  •  seam  f  not 
bent),  mtnhntnn  carload 
weight,  40,000  pounds 

Tobtng,cat  and  bent  In  ahape 
lor  bra  ends 

Vault.  work,vis,safety-deixisit 
▼ault  boxes,  vault  carriages 
and  omnibuses,  vault  tabba, 
▼atilt  flttines,  Inctodlng  Iron 
saffs  and  jail  work 

19  L  C.  O.  Rep. 


MIsBoari 

River 

territory. 


125 


200 


UD 


150 


lao 


56 


175 
80 


05 


100 


70 


70 
100 


100 
80 


80 

150 

70 

00 
100 

185 


River 

territory. 


131 


218 


140 


100 


137 


193 


106 


110 


77 


137        77 
100      110 


IflO      110 
138        88 


105 

n 

66 


Chicago 
territory. 


132 


222 


142 


163 


130 


130 


133 


110     163 


ao« 


62 


107 

00 


107 


118 


70 
113 


113 
00 


90 

160 

79 

68 
113 

208 


Detroit 
territory. 


135 


232 


147 


166 


143 


143 


65 


207 
94 


112 


118 


Pittsburg 
territory. 


140 


244 


154 


175 


149 


83     149 

118     175 


118     175 
94  I  1£0 


94 

in 


71 
118 


218 


70 


219 
100 


119 


125 


89 
125 


125 
100 


100 
188 


75 
125 


231 


New 

York 

territory. 


144 


261 


163 


185 


155 


74 


236 
106 


138 


185 


95 
135 


135 
106 


106 

203 

95 

81 
135 

250 
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8tatemerU  of  propa$ed  eommodUjf  raiu  to  Spokane,  Wash.,  from  eattem  defined  tenu 

toriei — Gontiiiued . 


Commodity. 

Rl?er 
territory. 

Ifteissippl 

River 
territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 

York 

territory. 

(Mlnlmmn  carload  wofbt  80,000 

A 

I-) 

J 

•4 

*4 

•J 

d 

^ 

Q 

^ 

d 

^ 

d 

h5 

d 

^ 

d 

^ 

A 

d 

^ 

d 

J 

d 

*i 

d 

•4 

d 

J 

d 

Ik 

Lainps  and  flztons: 

L«np«,  glas,  plain  or  deoo- 
rated,  net  oost  not  exceeding 

93  per  dosen,  minimum  car> 
load  weight  HOOO  poondfl. . . 

170 

130 

182 

132 

186 

186 

193 

142 

200 

160 

312 

103 

Lamps,  glan,  and  glav  lamps, 
witn  metal  cops  and  trim- 

mlna,  plain  or  decorated 
(Including  ahades  and  globes 
for  same),  net  cost  not  ex- 

ceeding t24  per  doien,  mini- 

mum carload  weight  16,000 

pounds 

160 

166 

160 

177 

188 

30i 

Lamp  temes,  street,  mini- 
mum carload  weight  24,000 

pounds 

300 

220 

336 

236 

380 

370 

Liunp,  ns  or  electric,  ahades 

blown)  n.  o.  s..  minimum 
carload  weight 24,000pounds. 

130 

132 

136 

142 

ISO 

Itt 

LantemsCnot  including  magic. 

boxes,   barralB,   casks,    or 

ciratos-    minimiiiin    oarload 

weight  30,000  pounds 

170 

130 

183 

132 

186 

136 

102 

142 

200 

150 

312 

Itt 

0.  8.).  Inchidlng  cotton-seed 

oooldtag  oil.  In  packages 

180 

136 

103 

138 

106 

141 

303 

148 

211 

156 

224 

M9 

Lawn  moweis,  hand,  with  or 

wtthoot     grass     oatohen, 

boxed  or  crated,  minimum 
oarload  welfitsi^  pounds. 

166 

116 

177 

137 

179 

139 

186 

136 

194 

144 

306 

IM 

mum  carload  weight  40.000 

pounds 

136 

76 

133 

83 

134 

84 

130 

89 

144 

94 

151 

101 

Lead,  black  (or  gi^ihlte),  n. 

0.  s.,  in  paclDMBs 

Lime,    (In^udnig   hydrated 

116 

86 

124 

•4 

136 

96 

130 

100 

136 

106 

145 

m 

lime),  hi  boxes,  bags,  or  In 

bulk,    minimum    carload 

weight  40,000  pounds 

60 

66 

66 

60 



63 

88 

Liquors,  ss  follows: 

Ak»hol  (including  wood  alco- 
hol)and  highwlnes,  in  bulk, 
tn  barrels  or  drums,  mini- 

mum carload  weight  34,000 

pounds 

176 

00 

184 

09 

18G 

101 

191 

106 

108 

113 

207 

123 

Blackberry  brandy  In  wood. . . 

176 

176 

193 

193 

197 

197 

207 

207  1  219 

210 

236 

336 

Champagne 

236 

326 

248 

248 

263 

263     '^*^ 

2C6  1  '^1 

*J1 

304 

304 

Li<inors,  n.  0.  s. .  In  wood,  min^ 
tmum  carload  weight  34,000 

Dounds 

17* 

136 

188 

138 

101 

141 

196 

148 

206 

166 

219 

Ui 

lAqaor^'JL  o,'  'i,'  (Innindlng  ;  '" 

*^ 

fruit  (nice,  n.  0.  8.,  but  not 

Including   champagne),  in 

gISSB 

176 

125 

188 

138 

101 

141 

196 

148 

306 

166 

219 

Ul 

Whkky,  in  bulk.  In  banefai  or 

drums,    tnlntintim    fHUJOtA 

wel^t  34,000  pounds 

176 

136 
110 

188 

138 

m 

191 

141 
134 

196 

148 
130 

306 

166 
138 

219 

1# 

Oin,  In  bulk,'  'in' barreis'Qr' 

drums,  minlmnm  carload 

wiil^  34,000  ponds 17S 

New  inSid  rum  ^  fruit 

136 

188 

138 

191 

141 

198 

148 

300 

166 

219 

Ui 

^taloeiB^asB 17* 

Whisky,  Ida,   brandy,   and  i 
New  inibDdraBln  wood..  17t 

136 

188 

138 

191 

141 

198 

148 

306 

156 

819 

Ml 

136 

188 

188 

191 

141 

196 

148  '  306 

156 

319 

Ml 

WlBas,doiBefde(fai  glass) 

176 

126 

188 

138 

m 

141 

198 

148 

206 

166 

219 

Ml 

i9LaaBcp. 
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StaUment  of  proposed  commodity  raUs  to  Spokane^  Weak.,  from  eastern  defined  terry- 

tories — Continued. 


Commodity. 

(Mtnlmimi  carload  weight  30,000 

DooDdi,  onkn  othcnrtoe  sped- 


Mlssoori 

River 

territory. 


Mississippi 

River 
territory. 


Chicago 
territory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 

territory. 


Lombar,  n.  o.  t.  (Inchidliig  bolit- 
np,  oomblDed  or  veneered 
wood),  except  of  vahie  (i.  e.,  oo- 
eobolo,  ebonv,  Ugnum-yltsB 
and  roaawood),  mlnunum  car> 
load  walght«)iWO  pounds 

Lra  (ooDoentrated),  and  potash, 
m  cans,  boxed,  minimum  car- 
load weight  40,000  pounds 


Ifaoaronl,  noodles,  and  Tarmloelli. 
minlmnm  carload  weight  34,000 
pounds 

Mantuh.  wooden  (including  not  to 
excead  one  grate  for  each  man- 
tal),boxad  or  orated 

Manigis,  iron  and  slate,  boxed  or 


Marble,  nanita,  jasper,  onyx,  and 
alata  blocks  or  slabs  (including 
mantals.  monuments,  and  tomb- 
atones,  lettarad  or  unlettered. 
e umbers'  marble  and  printers^ 
ip<M^  stones),  not  otherwise 

8awad,  dressed,  or  hammered, 
boxed  or  not  boxed 


Chlsalad,  traced,  or  polished, 
boxed  or  (if  chiseled  or  pol- 
ished surfEnes  are  completely 

protected)  crated 

~  '^  paper  or  wooden  boxes, 

in  metallic  or  wooden 

oases,  minlmnm  carload  weight 

HMD 


^pounds. 

Matting  and  mats,  coooa,  in  pack- 
ages  

Matting,  mats,  and  rugs,  grass,  in 

MeSTfrashV  uid  dressed  pouVtrT. 
prepaid  or  guaranteed,  stroi^nt 
or  mixed  oarload5.  minimum 

wal^t  ao,000pounas 

NOTK.— Floor  and  meat 
laoks  and  hooks  of  meat  refrig- 
erator cars  will  be  returned  free. 

Matal,  in  pigs  (stereotype) 

MatersCaxoept electric),  boxed  or 

Milk,  condMttad,  In  hermetically 
seiiad  cans,  boxed,  or  in  bottles 
packed  In  boxes,  or  in  wood, 
mlnimom  cartoad  weight  4O,006 


emaatand  pie  preparations,  in 
glaas,  earthenware,  or  tin  pack- 
■tas,  boxed;  in  paper  boxes, 
boxed:  in  paOs,  or  tubs  when 
packed  in  boxes,  orates,  or  bar^ 
rals;  or  in  bulk  in  barrels,  half 
barrels,  kits,  or  kags 

Mining  cars  and  dump  can.  or 
parts  thereof,  also  tumtablea 
and  portable  track  for  same, 
loaded  on  standard-nuge  cars. . . 

Mining  car  wheels  ( wttn  or  without 
axlas  attached) 

Mineral  water  bottles  returned 

Mineral  wooL  minimum  carload 
weight  34,000  pounds 

Moldmcs,  pkiture  and  l^ame, 
boxeu  or  crated,  minimum  oar- 
load  weight  24,000  pounds 


ISO 


140 


100 

176 
110 


100 


110 
100 
100 

176 


86 


M> 


136 


100 
100 


lU) 


100     160 
1£0     216 


150 


149 


110 

193 
131 


110 

131 
110 
110 

193 

110 
166 

94 

99 

138 


1G3 


161 


161 


99     161 
83    


110     163 
110  >  148 


113 

197 
124 


113 
113 


197 


113 
109 


96 


101 


141 


113 


134     180 


327 


165 


166 


101      160 
84    


113     168 
113  I  163 


118 


118 

130 
118 
118 

307 

118 
177 

100 

106 
148 


160 


307 

130     193 


176 


171 


1G3 


173 


i*9 

I 
118  '  176 

Ub\  160 


126 


160 


319     286 
138     204 


136 


101 

n 


186 

336 
149 


186 


138  109 
125  '  230 
136     230 


219 


136 
188 


106 


113 


156 


113 
94 


180 


173 


183 
136  186 
136  1  170 


136 

1« 
135 
136 

336 

115 
308 

Ui 
133 


133 
101 


135 
136 


19I.aaBep. 
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Statement  of  proposed  eommodUy  rate$  to  Spokane,  Wash,,  from  eattem  defined  tern- 

torie»— Continued. 


Commodity. 

(Mlnimnm  ctrload  welfbt  80,000 

Doonds,  onleflB  otherwise  8i>eci- 


Mops,  mlnlmam  otfload  weight 

34,000  pounds 

Moas,  n.  o.  b.,  hscladlng  sea  grass, 
mhiimum  carload  weight  20,000 

pounds. , 

Ifoslcal  Instruments: 

Organs,  melodeons,  pianos, 
mechanical  pianos,  mechan- 
ical piano  players,  and  auto- 
maoo  slot  pianos,  boxed; 
pipe  organs:  also  organ  and 
piano  Dencnes,  chairs,  and 
stools,  straight  or  mixed, 
minimum  carload  wdght 
12.000  pounds. 


Uprisht  pianos  and  organs 
(cabinet),  wrapped  and^im- 
movably  braced  in  car  (see 
note  below),  straight  or 
mixed,    minimum    carload 

wdght  12^  pounds 

Note.  —  Unboxed  upright 
pianos  shipped  In  carloads 
must  meet  the  following  re- 
Quirements  In  regard  to  load- 


Each  piano  must  be 
completely  covered  (except 
bottom)  with  pcuMT  hood  and 
tarpaulin  or  ruboor  coyer. 

Siecond.  Each  piano  placed 
GO  wooden  shoes  not  less  than 
2  inches  thick,  freeing  casters 
from  car  floor. 

Third.  To  the  back  of  each 
piano  there  must  be  attached 
two  cleats  not  less  than  1  inch 
thkjk  and  6  inches  wide,  ex- 
tendlnff  not  less  than  4  inches 
beyona  either  end  of  piano— 
one  at  top  and  one  at  bottom— 
each  fastened  with  not  less 
than  2f4nch  screws,  ends  at 
cleats  to  be  firmly  secured  to 
horizontal  braces  screwed  to 
sides  and  ends  of  car,  the  whole 
forming  a  fnunework  running 
full  iPDgth  and  width  of  car 
and  90  secured  as  to  absolutely 
prevent  any  end  or  side  motfon 
of  pianos. 

Fourth.  A  snfSdent  space 
must  be  left  between  pianos  to 
prevent  rubbing  or  chafing. 

Fifth.  All  cleats  and  brac- 
ings to  be  of  hard- wood  lumber 
not  leas  than  1  inch  thick  nor 
less  than  6  Inches  wide. 

Unboxed  organs  to  be  se- 
eorely  braced  in  car  in  similar 
maimer,  except  that  It  will  not 
be  required  tnat  cleats  be  fast- 
ened to  instruments  and  II  cas- 
ters are  removed,  it  will  not  be 
required  that  the  organs  be  set 
oo  shoes. 

One  empty  box  for  return  of 
wrapDings  and  hames-t  may  be 
Incluaed  with  carload  ship- 
ments of  upright  pianos  and 


organs. 
UnKn 


Jnboxed  pianos  and  organs 
(cabinet),  which  are  not  bar- 
oessed  as  above  stipulated  will 
Dot  be  accepted  for  timnsporta- 
tloo. 


River 
territory. 


126 
120 


200 


Mississippj 

River 
territory. 


138 
182 


220 


(Chicago 
tflfiltory. 


141 
186 


235 


Detroit 
territory. 


148 
142 


Pittsburg 
territory. 


166 
160 


280 


New 

York 

territory. 


102 


zre 
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StaUmerU  of  propo$ed  eommodity  rates  to  Spokane,   Wash.,  from  eastern  defined  terri- 
tories— Continued. 


Commodity. 
(Mlfitmmn  carload  weight  30,000 
Is,  unless  otherwise  sped- 


DOODds. 
Btd.) 


Missouri 
River 

territory. 


Mississippi 

River 
territory. 


Chicago 
territory. 


Detroit 
territory. 


Pitteburg 
territory. 


New 
York 

territory. 


N. 

NbUs  ftod  sp^es  (out  liicItidlnL' 
nllroad  vptkes  or  shin  and 
boftt  sptkcs).  cut  or  wire,  n. 
0.  a.,  in  boxes  or  kegs,  mixed 
cailbad,     minimum     weight 

10,000  pounds 

Note.— Kstimn  ted  weljtl.t  of 
108  pounds  per  keg  will  apply 
oo  nails  (onlv)  when  shipped 
to  standard  kegs.  Actual 
wdght  win  govern  on  spikes. 
Wire  (fence),  Iron  or  steel— 
Bmooth  annealed,  pla' 

Slvunlxed,  mixed  vm- 
kd.  minbnnm  weight 

40.000  pounds 

Barbed,  galTanUed.  or 
painted,  mixed  carload, 
minimum  weight  40,000 

pounds 

Staples,  mixed  carload, 
minimum  weight  40,000 

pounds 

wire  hoops,  mlxe<l  car- 
load, minimum  weight 

40,000  potmds 

Wfei  lendof ,  In  roUs  (Includ- 
ing^ If  dedred,  staples,  steel 
tigy  CQvdt,  stictobers  and 
wfn  mm  gatet),  and  coarse 
wire  netting  for  fencine,  in 
packages,  mixed  carload. 
mtntmnm     weight     ¥i,ooo 

pounda.. 

Haiti  and  t|dkeB  (not  Inchidlrig 
nfinad  apues  or  ship  and  boat 
spOcci),  cut  or  wire,  n.  o.  s..  In 
I  or  k^,  straight  or  mixed 
"  num  weight  40,000 

NoTK.— EatfaDAted  weight  of 

log  poanda  per  keg  will  apply 

on  nails  (omy)  when  shlp^xHl 

Id   ftandard    kep.       Actual 

weight  win  govern  on  spikes. 

Wire  (fmoe),  Iran  or  steel— 

flmootb-annealed.  plain,  or 

galnalaed.  stnlgbt  or 

nixed  oarlMd,  minim  uni 

wdibt  tt,000  pounds 

Biflied,  galvanlxed,  or 
painted,  stimlght  or 
mixed  eartoad,  miuK 
mtim      weight     40,000 

di 

I,  itralght  or  mixed 

ld«    minimum 

wiWit«>,000poands  ... 

Wfea  DOOps,   straight   or 

nl3ndearkiad,mlnlmum 

_^  _    ^wd^t  #,000  potmds 

Mtfli,  «aMntNOoatcd«*tD  boxes' or 
tek  minimum  carioad  weight 

NoM^  a<rae7iL  o.  s.  (not  sbelted). 
to  Mifeacea.  minlmnm  carkiad 
wdSlMjOOO  potmds 

fMMli^  iballcd  or  not  ebelted.  In 
JHMBl  mlBlaiimi  carload 
WBRLftn  potmds 

19 1.  C.  C.  Rep. 


80 


90 


H 


100 


106 


TO 


83 


90 
70 
150 

lao 


09 
77 
165 
143 


101 
79 
169 
146 


IOC 
83 
177 
153 


ao6 


113 

80 
188 
165 


133 

96 

aos 

176 
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Statement  of  proposed  commodity  rates  to  Spokaney  Wash.,  from  eastern  defined  terri- 
tories— Contiiiued. 


Commodity. 

(MlDlmum  carload  weight  30,000 

Dounds,  unless  otherwise  sp«ci- 


O. 

Oil,  Tit:  Castor,  ooooanot,  com, 
palm,  rubber,  rapeseed,  dead, 
etc,  klloD,  lard,  Imseed.  neat* s- 
foot,  red,  resin,  or  •*  Y,'^  tallow- 
transformer  oils,  minimum  oar- 
load  weight  96,000  pounds 

Petroleum  and  petroleum  products 
as  described  under  heed  of  "OUs" 
In  the  Western  Classification 

OU,luooL 

Oil,  rice 

Oil,  cotton  seed,  in  cans,  boxed,  in 
barrels,  or  In  bulk  in  tank  cars; 
minimum  carload  weight  when 
In  cans,  boxed,  or  in  barrels,  will 
be  20,000  pounds,  and  when  in 
bulk  In  tank  cars,  full  capacity 
of  tank. 

Oil  cake,  oil-cake  meal,  and  cotton- 
teed  meal,  minimum  carload 
weight  40,000  pounds 

OUoloth  (floor),  linoleum,  wood 
crain  flooring  and  cork  carpet, 
Doxed,  crateo.  or  wrapped,  car- 
riers' convenience,  straight  or 
mixed  carload  minimum  weight 
34,000  pounds 

Onions,  in  packages,  or  in  cars  ha  V- 
ing  fixed  or  transient  crates  for 
same,  straight  carloads,  charges 
must  be  prepaid  or  guarant^^I . . . 

Oranges,  m  packaKes,  prepaid  or 
guaranteed,  minimum  carload 

weight  »,000  pounds 

NOT*.— Rate  of  tl.lTJ  per  100 

Kunds  will  apply  from  8t. 
uis,  Mo..and  EastSt.Louis, 
m.,  on  shipments  originating 
at  points  in  Florida. 
Ore,  iron,  ground,  minimnm  car- 
load weight  60,000  pounds 

F. 

Packing-house l>rodaots,  viz:  Ba- 
ooD.  hams,  beef,  pork,  lard,  and 
lard  substitutes  (n.o.s.),  in  hid- 
ing cotton-seed  cooking  oU  ( in 
packages)  Jiweetplckled  ton  cues, 
pkkled  tripe,  pijfs'  feet,  sau.Naee, 
Musage  casings  (parked  solid,  in 
kegs,  barrels,  or  casks),  and 
nteats  (canned  or  in  glass),  mini- 
mum   carload    weti^t    20,000 

pounds 

Oroup  C  rate  will  apply  from 
Cedar  Rapids,  Det  Mohies, 
Marshalltown,  Mason  City, 
Ottumwa,  Iowa,  and  Austin, 
Minn. 

N(>TK  1.— Salt  (not  exceed- 
ing 1,000  pounds)  will  be  trans- 
ported free  with  oars  of  bulk 
meat,  the  amount  to  be  ascer- 
tained by  weighing  the  salt 
remaining  In  cars  at  destina- 
tion. No  charge  will  be  made 
for  weight  of  salu  used  as  pre- 
•ervatlve  In  hanlliug  ship- 
*nents  of  dry  salted  meats,  In 
Ik,  in  carloada. 


Mlssoori 

River 
territory. 


ISO 


150 


IfiO 


150 


•  90 
75 

100 

76 
125 

60 


Mfastaslppl 

River 
territory. 


160 


160 


IGO 


158 


133 


a  99 

83 

110 

S3 

138 


Chicago 
territonr. 


161 


101 


101 
101 
101 


161     clOl 
84 


163 


159 


113 

84 

141 

68 


150 


Detroit 
territory. 


166 


16C 


168 


106 


100 

loi; 

106 


•100 
80 

118 

80 
148 


Pittsburg 
territory. 


157 


173 


175 


160 


113 


113 
113 
113 


•113 
M 

125 

04 
156 

75 


New 

York 
territory. 


182 


182 


185 


176 


la 


121 

122 

121 


•121 
101 

135 

101 
160 


•Subject  to  n-riiuu ;  In  transiL 
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StaUment  of  proposed  commodity  raUs  to  Spokane ,   Wash.,  from  eastern  defined  terri" 

lories— Continued. 


Commodity. 

(lanlmmn  carkMd  weight  30,000 

DOODds,  anlcn  otherwise  tpeol- 


PMldiif-hociae  product»— Cont'd. 

Nor  2.— Rates  named  on 

packlDff-hoQse  products  will 

not  tm>tj  on  shipments  of 

dzessed  beef  or  dressed  pork. 

NoTB  S.'On  shipments  of 
tweet  pickled  meats  In  balk, 
net  InTotoe  weight  will  be  ac- 
e»ted,  sabjeot  to  supervision 
of  western  Railway  weighing 
Association  and  inspection  bu- 
reau. 
Meat  (fresh),  prepaid  of  guaran- 
taed,  In  mizad  carload,  mini- 
mom  weight  90,000  pounds 

Paeklng-hoase  products,  riz:  Ba- 
con, hams,  beef,  pork,  lard,  and 
lard  substitutes  (n.  o.  s.),  includ- 
ing cottonseed  cooking  oil  (in 
packages),  sweet  piokledtongues, 
plokled  tripe,  pin'  feet,  sausage, 
sausage  casings  (jMoked  solid,  in 
kags,  barrels,  or  casks),  and 
meab  (canned  or  In  gloss),  in 
mixed  carload,  minimum  weight 

S),000  pounds 

Not*  1.— Salt  (not  exceed- 
ing l  ,000  pounds)  will  be  trans- 
ported free  with  cars  of  bulk 
meat,  the  amount  to  be  ascer- 
tained by  weighing  the  salt 
remaining  In  cars  at  destina- 
tion. No  charge  will  be  made 
for  weight  of  salt  used  as  pre- 
•er\'atiTe  in  handling  *  snip- 
ments  of  dry  salted  meats,  m 
bulk,  In  carloads. 

Nor  2.— Empty  reCHgera- 
tor  boxes,  floor  and  meat  recks 
and  hooks  of  meat  refrigerators 
wID  be  returned  free. 

Not*  3.— If  ixed  carloads  of 
fiTHh  meats  and  packing-house 
products  will  be  Uken  at  the 
carload  rate  on  actual  weipht 
of  each  commodity,  subject  to 
minimum  charge  of  2t^000 
pounds  at  the  fresh-meat  rate 
oo  entire  shipment. 

NoTB  4.— On  shipments  of 
tweet  pickled  meats  in  bulk, 
net  InTolct  weight  will  be  ac- 
cepted, subject  to  supervision 
cTWestem  Railway  weighing 
Association  and  InqMctlon  bu- 
reau. 

IdLaaBepL 


Missouri 

River 
territory. 


Ippi 
River 
territory. 


175 


193 


Chicago 
territory. 


197 


Detroit 
territory 


207 


Pittsburg 
territory. 


219 


New 

York 
territory. 


236 
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StaUmerU  of  proposed  commodity  rales  to  Spokane,  Wash.,  from  eastern  defined  terri- 
tories— Continued. 


Commodity. 

(Minimum  carload  weight  30.000 

Doonds,  unleai  otherwise  speci- 


Palnts,  In  cans  (packed  in  boxes  or 
barrtU),  or  m  barrels,  casks, 
kees,  kits,  boxes,  or  iron  drums 
or  In  tin  kegs  (flat  tops,  im  losed 
Id  veneer  or  sheet-metal  Jackets): 

Paint,  earth  or  mineral  (in- 
cloolng  colored  clay  and 
nuMtar  color),  mini  mam 
carload  weight  40,000  pounds. 

Paint  enamel,  and  enamel 
finish,  mlniTT»um  carload 
weight  40/)00  pounds. 

Paint,  dry  sine,  oxide  of  sine, 
leaded  sine,  white  or  red 
lead,  minimum  carload 
wel^t  40,000  pounds 

Paint,  ground  zinc  In  oil,  min- 
imum carload  weight  40,000 
pounds. 

Paint,  whlta  or  red  lead  or 
litharge,  dry  or  In  oil,  mini- 
mum carload  weight  40/)00 
pounds 

Paint,  white  lead,  ground  In 
oil,  mlntmom  carload  weight 
40,000  pounds 

Pain  t ,  bulk,  minimum  carload 
we  i  t;bt  40,000  pounds. 

Paint,  dry.  chemical,  mini- 
mum carload  weight  40,000 
pounds 

Paint,  n.o.  8., and  paint  drier, 
minimum  carload  weight 
40,000  pounds 

Putty,  In  cans,  kegs,  boxes, 
or  barrels,  minimum  carload 
weight  40/)00  pounds. 

Wall  coating  and  waU  finish, 
minimum   carload    weight 

40/)00  pounds 

Note  1.— WaU  ooatbig  and 

wall  finish  may  1m  shipped  in 


Missouri 

River 

territory. 


,116 


P^Mtr  and  articles  of  ^ttper. 

Paper  Building.  n.o.s.,  roof- 
ing,* and  Kit  (including 

indented  paper) 

•  NoTi.— With  cahoad  ship- 
ments  of  roofing  paper  there 
may  be  included  roofing  ce- 
ment or  composition.  Tin 
roofing  caps  and  nails,  not  to 
excee  1 10  per  cent  of  weight  of 
the  tfniire  carload,  at  the  rate 
named. 
Paper:  Book  p^>er,  not  sur- 

faceK^rtted,  n.  o.  s 

Paper:  NVws  and  poster 

Paper:  T .  i<ue  paper  and  Imlt  | 

paper  (not  printed) 

Paper:  W  nipping  p^>er,  n.o.f. 
(including  wrapping  v^per, 
Dot  printed,  manila  tag 
board ,  and  taOocs'  pattern 

piiper) 

Paper:  Wrapping  (printed).  In 
straight  carloods,  or  mixed 
carloads  of  wrapping  paper 
(printed  or  not  printed), 
manila  tag  board,  and  tai- 
lors' pattern  paper 


110 


110 


110 


Mlssiaslppi 

River 
territory. 


«85     124 


06  I  117 


75 
76 


76     118 


76 


100  ' 


118 


Chicago 
territory. 


94     126 


72     lli» 


83     119 
S3     119 

&3  !  119 


83    no 


no 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 

territory. 


•  9r>     130       100     130       IOC  '  146       lU 


122 


133 


84     124 
84     124 


89     129  ,      »4     13A 
SO     129         94     136 


84     124        80     129        94     136       UM 


84     124 


80  :  129 


113 


lis 


94     136       UM 


US' 


IM 


■  Opinion  82U  fixes  raU  oo  "paint,  dry," and  "paint  in  oU"  at  90  tram 


St.  Paul  and  106  tnm  Chieaca. 


Digitized  by 


Google 


OITT  OF  SPOKANE  V.  N.  P.  BY.  CO. 


205 


Statement  oj  propoud  commodity  rain  to  Spokane^  Wath.^  from  eastern  defined  tenir 

(orie»— Continued . 


Commodity. 

Missouri 

River 

territory. 

Mississippi 

River 
territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 
York 

territory. 

(Minimum  carload  weight  30,000 

pounds,  unleas  otherwise  specl- 

7" 

n9 

A 

J 

pS 

4 

d 

i4 

d 

^ 

d 

h) 

d 

a 

d 

^ 

d 

4 

^i 

d 

•i 

d 

J 

d 

•i 

d 

^i 

d 

4 

d 

Pspcr  and  articles  of  paper— Con. 

Paper  bags,  plain  or  printed, 

minimum  carload  weicht 

40,000  Donnds  (see  Note) . . . 

NOTK.— I'rinted  paper  bags 

IfiO 

♦100 

160 

110 

163 

m 

168 

118 

176 

125 

185 

136 

mast  be  prepaid  or  guaranteed. 

Tmpm  Book  {saifact  coated  or 

Kiftmeled):  soap  and  cover,  col- 
ored  or  glateo;  detail   manila: 

blolUnE  (not  printed),  and  shelf. 

140 

00 

149 

99 

161 

101 

156 

106 

163 

113 

172 

123 

Paper:  Toiletand  medicated  toilet. 

140 

go 

149 

99 

151 

101 

15G 

106 

163 

113 

172 

123 

Paper:  Envelopea  (In  boxes);  ship- 
puiK  ta^,  paper,  cloth,  or  cloth- 
lined;  papeterics;  cardboard,  in- 

doding  cut  cards  (not  printed) 
and  paper  photographic  cards 
(cut  or  uncut);  picture  matting; 

ehtck  paper  for  cash  registers: 

eifwette    paper    and    wax  or 

fommed  paper 

175 

175 

120 

120 

187 
lg7 

132 
132 

190 
190 

136 
135 

197 
197 

142 

142 

205 

205 

150 

217 

103 

Paper,  fl/... 

160     217 

163 

Paper:  Oiled  or  glaied  wrapping. . . 

Paper:  Writing   (fiat),    pteln   or 

rittod.  Indoding  maolla  writing; 

140 

90 

149 

99 

161 

101 

166 

106 

163 

113  1  172 

133 

' 

Mgvr,  Uocn  and  bond  papers, 
ftod  paper  tablets ^  . . . . . 

m 

100 

IGO 

no 

163 

113 

168 

118 

175 

125 

185 

136 

Note.— Will  not  apply  on  en- 
velopes, puateries,  folded  writ- 
Ing  and   folded  note  papers,  or 
foldad  papers  of  anv  description. 
Paper:  Writine.   plain  or  ruled; 

fod(ff;   deckle   edge;   note,    in 

boxes  or  cases;  paper  napkins; 
Uthosraphed  bookbinders  Vper 

and  vegetable  parchment 

175 

120 

187 

132 

190 

135 

197 

142 

206 

ISO 

217 

183 

Piper    hangings    (not    Including 
aeroraUon  sets),  veneering  ana 

' 

carload  welfbt  24,000  pounds. . . . 
Paper,  sand,  fttnt,  and  emery 

175 

120 

187 

132 

190 

136 

197 

142 

205 

150     217 

163 

160 

110 

171 

121 

174 

124 

180 

130 

188 

138     199 

148 

Strawboard,  tar  board  or  binders' 

board,  wood  pulp,  box  board,  fn- 

1 

eladlng  oolorad  palp  board 

lankatlng  or  deafening  paper  for 

125 

76 

133 

83 

134 

84 

138 

89 

144 

04     161 

101 

bulMlng    porpoees,    minimum 

arfoad  welrhf  24,000  pounds. . . . 

Paper  labeb,  boxed  or  crated 

175 

100 

185 

110 

1S8 

113 

193 

118 

200 

135     210 

136 

175 

120 

187 

132 

190 

135 

197 

142 

206 

150     217 

163 

PiralBn  wax,  boxed 

150 

90 

lu9 

99 

161 

101 

166 

106 

173 

118 

1S2 

133 

PleUit,  n.  0  3  .  Including  capers; 
eateop;  cauliflower;  chili  sauce; 

dmtiiqr-  euciunber;  dill  weed; 

bone-radlsli;  India  relish;  kraut; 

mangoes;  mustard  (prepared); 

oUve  oil;  olives;  oolons;  pepper 
saaos;  picUed  peppers;  salad  oil; 

table  sauoa,  n.  o.  ■.;  tomato:  via- 

9m*j  Worowtw  fluioa;  In  glass. 

pMkad  In  boxei,  cratas,  or  bar- 

itii;  or  In  bulk  In  barrels,  half 

tamlB.kltB,orkni 

Ptettpplia,  In  pao&cM,  prepaid 

150 

100 

160 

110 

163 

113 

166 

118 

175 

136 

185 

136 

m  goanntaed.  dhargv  to  b« 

eoanited  on  Ms  of  railroad 
wallet  as  sacertaioed  at  point  of 

ihtpment,    nUnimtun    carload 
WMght  30,000  pounds. 

m 

1S8 

141 
73 

148 

n 

15« 
81 

168 

Pim,  sewer  (clay)  and  drain  tUa... 

66 

88 

19LaC.Itei». 
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SUUemeni  of  proposed  commodUy  rain  to  Spokane.  WaA.^  from  easUm  defined  terri- 

torict— Oontinuea. 


Commodltj. 

(Mlnhnmn  oarlotd  weight  30,000 

potmda,  nolMi  otherwise  tpeol- 


Missouri 

Biver 

territory. 


Idsslsatppi 

River 
territory. 


Chioafo 
territory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 

territory. 


Plastsr,  bolldliif,  In 
mioimimi  otrkwd  wei^t  60] 
Dds. 


pounds 

Bats  from  Hope,  Irrlng,  Long- 
ford, and  BfaM  Bwiids,  Kans.,  wfll 
be  86  cents  p«r  100  pounds;  Modi- 
dne  LodM,  Kans.,  40  oeots  per 
lOOpouads. 

Bate  tram  Garbon,  Fort  Dodge, 
and  Oypenm,  Iowa,  will  be  86 
oents  per  100  pounds. 
Potatoes 

Note.— No  ohaige  wiU  be  made 
for  stOTSS  and  linings  used  to  pro- 
taet  carload  dUpments  of  potatoes 
from  October  1  to  May  1.  the  maxi- 
mum aUowanoe  in  weight  therefor 
to  be  1,600  pounds.  Storesand  lin- 
ings so  used  wiU  be  returned  fkw  to 
original  point  of  shipment. 
Poultry,  allTt,  in  ooops,  or  in  Uto- 

pouloy  palace  cars,  prepaid  or 

guaranteed,  minimum  carload 

weight  ao,dOO  pounds  (subject 

to  oar  rental  charges). 

NoraL— WhendUpmentsofUTe 
poultry,  in  carloads,  ars  weighed 
at  or  near  point  of  origin.  It  will  be 
permissible  to  makt  an  allowance 
of  8,000  pounds  to  cover  feed,  wa- 
ter, etc,  when  loaded  In  box, 
stock,  or  live-poultrr  oars,  pro- 
Tided  that  in  no  case  shall  less  than 
ths  prsscribed  minimum  carload 
weight  be  charnd  for.  No  aUow- 
anoe will  be  maoa  from  weights  aa- 
osrtalned  at  point  of  destination. 

NoTS  2.— with  one  or  mors  cars 
of  Hve  poultry,  ooa  man  in  charge 
of  same  will  be  passed  in  both  (fi. 


Betum  trip  must  be 
made  within  seren  days  after  ar- 
rtval  at  destination. 
Potash,  ehlorate  of,  in  cans  boxed, 

or  in  Darrels  or  casks 

Powder,  gun  and  black  blastiDg 
powder  of  the  same  composition , 
minimum  carload  weight  24,000 

pounds  (see  note) 

Note.— Rates  named  above 
for  explostves  are  ^ypUcable  in 
connection  and  in  compllanoe 
with  the  regulatSoDS  fbr  trans- 
portation thereof  fixed  by  the 
Intentate  Ommiefce  Commis- 


frultbutten,andjdlles),  in  glass, 
earthenware,  or  tin  padages. 
boxed:  in  paUs  or  tubs  wboi 
packed  In  boxes,  crates,  or  bar- 
rels; or  in  bulk  In  bwrels,  half 

harrelSt  kits,  or  kegs. 

PnlleysTaxIe,  friime,  and  window 


sssh ).  in  boxes  or 

NOTB.— Will  not  M>ply  on 
power  shafting  or  other  ma- 
chinery puDeys. 
Pumps,  faros,  steam,  electrlo,  or 
other  power,  n.  o.  s.,  oomUna- 
doo  brass  and  Iron  (parts  thereof 
when  boxed),  minimum  carload 
weight,  M,000  pounds 


40 


76 


44 


84 


900 


330 


226 


236 


260 


100 


230 


110 


263 


113 


269 


118 


2n 


126 


su 


110     Ibo 
110     171 


138 


146 


189       124     106 
174       124     180 


180     203 
130     188 


138     214 
138  '  190 


110 


U7 


166 


i9LaaB«pL 
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StaUmeni  of  propoted  commodity  rais$  to  Spokane,  Woih.,  from  eattem  defined  terri- 

(ort«t— Gontinaea. 


Commodity. 

(Mtailmimi  owkwd  weight  80,000 

Doonds,  nolMi  ottienrlM  tped- 


Mlaoari 

River 

territory. 


Mbriaatppl 

River 
territory. 


Cbloago 
territory. 


Detroit 
territory. 


Plttaburg 
territory. 


New 

York 

territory. 


Pimqit,  tpnytat  (h»oA  uid 
power),  mlmmom  carload 
wd^u  24,000  poandf 

Pmiqif,  hMid  (not  Inrindlfii  bicy- 
cle pompc),  force,  made  oftron  or 
wood  (not  rotary),  with  or  with- 
OQt  bfiH  TaIvea,eyUiiderB,  drive- 
well  pdnti  and  strainers  for 
Hona  UMtfts  thereof  when  boxed); 
alK»  hydranllo  rams,  hand-spray 
piimM,handspiaylng  machines 
and  imapsack  q>rayeri,  mlnl- 
mnm  carload  wdght  24,000 
poonds 

Pumloe  stone,  mtnhnnm  carload 
waifht,  24,000  pounds 


Badlatois,  cast-iron.  In  straight 
carload,  mlntmom  weight,  40,000 

pounds 

Railway  aqalpment:  Cars,  nai^ 
row  faoge  or  parts  thereof, 
knoend    down,     loaded    on 
standard-gaact  cars;  in   cents 
per  100  pounds.......  >..«....■.. 

Railway  supplies,  tot  steam  or 
street  raOways,  vis.: 
Air-brake  equipment  (Includ- 
ing motors  or  air  compress- 
ors), bolsters  and  bolster 
bearing8,chatf8,track  braces, 
froBB,  crossings,  spikes, 
spUoes  and  bolts.  Miller 
hooks,  buflerB,  links,  pins, 
truck  frames,  n>ring8,  equal- 
IscTL  braka  beams,  brake 
beadk  braka  shoes.  Journal 
or  ofl  boxes,  kxxmiotlve 
tires,  car  «flif  and  under 
frames,  set  up  or  knocked 
down,  transoms,  car  brakes, 
car  couplers  and  parts,  car 
springs,  drawban,  draw- 
beads,  foUowen,  switch 
stands  and  attachments, 
cattle  guards  (Iron),  car 
wheels  and  axles,  railroad 
Iron,  water  stand  pipe  and 
parts    thereof,    turntables, 

and  water  tank  fixtures 

Brake  shoes,  minimum  car^ 

load  weight,  60,000  pounds. . 

Car  wheels  and  txles,  minl- 

rnnm  carload  weight  40,000 


pounds. 
Ltaks,   pi 


pins,  truck  fhunes, 
equalisers,  bolsters  and  bol- 
ster bearlnn,  brake  beams, 
brake  heads,  brake  shoes, 
brake  stafZs,  brake  wheels. 
brake  chains.  Journal  or  (m 
boxes,  car  oouplen  and 
parts,  car  springs,  drawbars, 
diawheads  (not  automatio), 
foUowen,  raO  guards, 
switches  and  mates,  switch 
points,  frogs,  crossina,  car 
wheels  and  axles,  mlmmum 
flark)ad       wdght      40,000 


IdLaaBeik 


220 


183 


236 


140 


160 


247 


126 


100 


186 


183 


146 
83 


110 


140 


184 


160 
84 


113 


162 


189 


160 


160 


138 
66 

66 


146 
72 

72 


160 
73 

73 


160 


100 


167 


268 


167 
89 


118 


169 


144 


167 

77 

77 


100      110  I  108      US     168      118     178      126     185      IJ8 


166 


273 


180 


166 
04 


126 


160 


161 


180 
101 


188 


188 


166 
81 

81 


180 
88 
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StaUmenl  of  propoted  eommodUif  rotet  to  Spokane,  WM.,  from  muUm  defined  tenv 

fortf»— Continuea. 


Commodity. 
(Mlnimom  cvloftd  weU;bt  30,000 

llisaoori 
River 

territory. 

Ulsslsslppl 

River 
territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 

York 
territory. 

iiouxids,  imleai  otherwise  tped- 
fc«L) 

4 

4 

4 
d 
.4 

4 

d 

d 

d 

4 
d 

4 
d 

d 

d 

d 

fttor   dlsplBT   cases,   minimum 

cttrUMd  wciicht  ifi.nofj  noundi .... 
RaiUi,  Id  barrels,  minimum  car- 

load  wat^t  4O,0O0  pouads 

Ratorta  and  retort  MtUnn,  clay 

anehidlng  tank  blocks  for  flaai 

carload  walcht  34,000  ponndt. . . . 

m 

100 

i» 

i6 
00 

86 

n 

in 
in 

180 
106 

lie 

U4 

in 

140 
61 

iO& 
86 

M 
S3 

166 

m 

IS 

UO 

118 
188 

230 

M 

10 

102 

107 

118 
136 

ia» 

3S7 
161 
101 

in 

141 
186 

163 
63 

107 
68 

06 
84 

166 

107 
136 

113 

lU 
141 

06 

88 
188 

109 
UO 

in 

140 
164 

1B7 

108 

lOA 
198 

146 
M 

66 

113 
71 

100 

80 

m 

307 
143 
118 

148 
148 

308 

100 

141 

200 

116 

136 

146 

160 

879 

176 

806 
306 

ISl 
808 

160 
70 

UO 
78 

106 
M 

188 

«0 
180 

m 

188 
188 

108 
180 

323 

UO 

la 

166 
171 

800 
ISO 

no 
at 

too 
sit 

U8 
78 

m 

Rtoaand  brolun  rtoa  and  bnTwcfa* 
ffM  mini  mm  cartoad  walght 
4B3»pomida 

BloiL  rtoa  tkmx.  rtoa  maal,  rloa 
flakaa  or  flakaa  rioa,  and  broken 
rtoa,  minimum  carload  welgbt 
40,000  pounds 

no 
m 

lao 

SI 
lU 

Roof  ooatinc,  roo&ng  oemant,  ce- 
ment roonng,  n.  o.  a,  aabeetoe 
roofing,  asbestoe  cement,  roofing 
paint  or  coating  and  roofing  pa- 
per eaturated  with  oompodtlon 

fOTK.-Wllf^ffload  ehiiH' 
maota  of  abova^naoUoned  ar- 
tides,  tbara  may  ba  Included 
tin  foofinf  cape  and  nalle  not 
to  exceed  10  per  cent  of  weight 
of  enUre  caAoad  at  the  rata 

Robber  boots  and  riioaa,  ioehidint 
iMiilirtiiiee  (canvae  tope),  boxed, 
■•■"Hntmi  cartoad  wafght  24.000 

Ml 

Not*.— Rubber  booU  hav- 

laf  laalber  eoiee  ara  ratable  m 

robber  boota. 

Bobber  elothloff  (not  hieladlng 

maeklnloabes  or   garmanta  of 

ibnllar  character)  and  robber 

ctoTes  and   eoft  rubber  bata, 

boxed,  minimum  car kiad  weight 

34,000  pounds 

w 

Rubbtf  packing  and  robber  balw 
Ing 

uo' 

100    leo 

18B 

Robber  rin^  tor  trolt)afa,  la  boxas 
orbarrali ...    . 

in 

ITS 
17f 

118 

Robber  Urai  (not  paaomatlc)  tor 
boggr    and    carrlace    wheek. 
boxad.  minimum  carload  weight 
M^OOOpoonds .... 

»s 
aoo 

M 

UO 

188 
188 

U0 

ua 

MS 

Hffl^in^B^ 

MS 

■iddlvy  and  baroaM:  TTarnaaa. 
B.    a.    a.,    mhilmnm    carload 

SM 

Sadliona  (not  TnclDdlii|  akactrto 
■adlroaa  nor  gaa,  gaaoffne.  char- 

and    bandlee   tor   Muna  wbao 
packad  with  aMllrooa,  lo  boxaa 
arbamto 

UO 

US 

wbao  ehlppad  wttt  aadlfon, 
wiU  tAketbaauMfBtaaaepro- 
TldadtoraadlRMia. 
BaJntoB  aad  bkarbooata  of  aoda 

MB 

i9LaaRflpi 
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Statement  of  propoded  commodity  ratei  to  Spokane.  Waeh.,  from  eastern  defined  terri- 

toriet— Continued. 


Commodity. 

(lllnlmam  c«rlo«d  weight  30,000 

Doonds,  anlcn  otherwise  specie 


lUssonrl 

River 

territory. 


Miasladppi 

Biyer 
territory. 


Chicago 
territory. 


Detroit 
territory. 


Pittsburg 
territory. 


New 

York 
territory. 


Bait,  minimum  carload  weight 
40,000  pounds 

Band,  sand  facing,  flint  sand,  Ore 
sand,  and  ground  sand,  mini> 
mum  carload  wei^t  60,000 
pounds 

Bash  weiehts  and  balance  weights 
for  foldmg  beds  and  lounges:  also 
oounterwelehts,  minimum  car- 
load weight,  60,000  pounds 

Bash,  doors,  and  blinds,  wooden 
(glased  surfaces  must  be  pro- 
moted by  boards  not  less  man 
three^gfaths  inch  in  thickness); 
door,  window,  and  screen  ftames; 
carpenters'  moldiufls  for  door 
frames  and  for  inside  finishing, 
and  Inside  finishing,  in  the 
white;      lumber,    Sth,    and 

shingles 

NOTE.  — The  above  provi- 
sion Ibr  sash  and  doors  will  not 
apply  on  sash  and  doors  glased 
with  other  than  oommon  win- 
dow glass. 

Bash,  doors,  and  blinds,  woodeo 
(ghtfed  surfaces  must  be  pro- 
tected by  boards  not  less  than 
three-eigoths  inch  in  thickness), 
door  and  window  frames,  car- 
penters' moldings  for  door 
names  and  for  inside  finishing, 
and  Inside  finishing,  covered 
with  iron  or  steel,  plain,  bronsed, 
orooppered 

Bash,  doors,  and  blinds,  wooden 
(glazed  surfaces  must  be  pro- 
tected by  boards  not  less  than 
three-eighths  inch  in  thickness), 
door,  window,  and  screen  fkames, 
carpenters'  moldings  for  door 
frames  and  for  ioside  finishing, 
and  inside  finishing  (including 
dothes  closets,  completely 
knocked  down),  rubbed,  oUea, 
and  varnished 

Badi,  doors,  and  blinds  (glased 
suraoes  must  be  protected  by 
boards  not  less  than  three- 
eighths  inch  in  thickness),  door, 
wmdow,  and  screen  frames, 
moVUngs  for  door  frames  and  for 
Inside  onishing,  and  inside  fin- 
ishing, made  of  iron  or  steel, 
plain,  bronsod,  or  coppered 

Baws,  circular,  mill,  croescut,  and 


drag,  on  boards  or  boxed;  saw 
plates.  In  packages;  also  band 
saws,  orated,  minimum  carload 
wel^t    34,000    pounds.     (See 


aws, 
rel^i 
tote). 

N< 


^fon.— Saw  handles,  teeth, 
and  saw  tools  may  be  included 
with  above  when  In  mixed 
carfoads,  at  the  carfoad  rate. 
Scales  and  scale  beams,  n.  o.  a  (not 
Including  computing  scalss.  gold 
weighing  scales,  nor  assayers'  or 
^wthecaries'  scales),  all  fragile 
parts  boxed  or  crated,  minimum 
carkMd  weight  34,0U)  pounds 

71325*"— VOL  19— li- 


no 


100 


116 


104 


65 


65 


44 


116 


105 


56 


56 


45 


85 


00 


106 


107 


130 


UO 


143 


143 


146 


110 


123 


128 


107 


50 


47 


no 


50 


64 


100 


106 


116 


112 


110 


128 


.<    146 


230 


•150  ,  235      165 


153 


153 


163 


170 


239      160     247 


177     258 


163   176 


188 


170      130  '  183       132 
—14 


185       135     103  '    143     300  '    150  >  212       163 
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210  IKTEBSTATB  OOMMEBOE  OOMBCISSION  SEPOBTS. 

Statement  oj  proposed  commodity  rates  to  Spokane,  Waeh.,  from  eastern  defined  tori- 

toriM— Oontinued. 


Commodity. 
(>nnlmmn  cftrloAd  wpight  30,000 

Uissourl 

RlTcr 

territory. 

Mtebstppi 

Biver 
territory. 

Chicago 
territory. 

Detroit 
territory. 

Pittsburg 
territory. 

New 

York 
territory. 

'  pooiuls,  onless  otherwise  specie 

h4 

pi 
d 

pi 
d 
pi 

*i 
d 

pi 
d 

pi 
d 

d 

d 

►4 
d 

d 

pi 
d 
pi 

pi 
d 

Beourlng,  washing,  polishing,  and 
■weeping  compounds,  n.  o.  s. 
(not    Inchiding    liquid    com- 
pounds, except  when  in  tin  cans, 
boxed);   also  washing  crystals, 
minimum  carload  wetgbt  40,000 

130 
200 

126 

230 
190 

100 

130 
126 

175 

176 
136 

80 
140 

100 

160 
66 

86 

90 
76 

126 

136 
86 

116 
86 

80 

66 

80 

136 
UO 

138 
214 

136 

235 

1»7 

190 

130 
133 

188 

188 
144 

139 
188 

116 
133 

189 

88 

164 

no 

166 
72 

•4 

99 

83 

188 

188 
94 

127 
94 
88 

61 
88 

US 

140 
218 

138 

239 
198 

301 

141 
134 

191 

191 
146 

141 
140 

117 
136 

191 

90 
168 

113 

109 
73 

96 

101 
84 

141 

141 
96 

129 
96 
90 

83 
90 

141 

144 

226 

143 

247 
202 

205 

146 
139 

198 

196 
160 

146 
144 

120 
139 

196 
196 

04 

166 

118 

177 
77 

100 

106 
89 

148 

148 
100 

136 
100 
04 

06 
04 

148 
110 

160 
286 

160 

258 
206 

211 

163 
144 

200 

206 

166 

161 
160 

126 
145 

206 

208 

100 
176 

126 

188 
81 

106 

113 
94 

166 

166 
106 

144 

106 
100 

70 
100 

166 
138 

166 
240 

160 

271 
213 

230 

102 
Ul 

219 

319 
166 

160 
166 

129 
168 

219 
214 

186 

Borapera,    road,    road   machine. 

street  rollers,  minimum  carload 
weight  24,000  pounds 

181 

fiaed:  Alfklla,  beet,  dover,  mm, 
hemp,    mustard,    rape,    Dird, 
timothy,   millet,  anooaoary; 
Kaffir-com    seed,    broom'Corn 
seed;  also  wheat,  oom,  pop  com, 
oats,  pease,  and  beans. 

181 

Seed,  hax;  seed,  garden,  and  sun- 
flower  

fieed,  sorghuin 

Sawing  Tnanhtnes  and  component 
parts,  in  boxes  or  crates,  mini- 
mum   carload    weight    ao/XX) 
pounds 

Sbeepdip  liquid    .. 

88 

Sheep  d^',  Uquld,  paste,  or  pow- 
dered  

Shoes,  heads,  rings,  tires,  or  dies 
(for  quarts  mills),  also  cams  and 
taimets,  Iron  or  steel,  minimum 
carload  wei^t  40,000  pounds. . . . 

Shot,  In  h«gs 

Ul 

123 
Ml 

Sinks  (and^'baolcs  for  same),  cast- 
Inm,  plain,  painted,  galvanised, 

minimum  carload  weight  24,000 
poonds 

108 

Sinks  (and  backs  for  same),  sheet- 
Iron  or  sheet^teel,  plain,  painted, 
galTanlzed,  porceiain-Uned.  or 
granite-Uned,  minimum  oarwad 
weiriit34^i00O  pounds. 

188 

Slat^'schobl.  iMxed 

lU 

Sleds,    bob,    minimum    carload 

m 

Sledges,  wedges,  and  manb,  Iron 
or  steel,  in  boxes,  barrels,  or 
orates  ..  ...  ..s..  ............. 

lao 

130 

110 
126 

176 
176 

118 

Soap,  soap  chips,  and  soap  powder. 
In  packages,  fntniirurm  gariflad 
weight  40,000  pounds. 

Soda  ash  (may  be  shipped  In 
sacks),  soda  crystals,  caustic 
soda  and  hyposulphite,  nitrate 
(may  be  shfi^>ed  in  sacks),  sili- 
cate (mar  be  shipped  In  sacks), 
and  sulphate  of  soda,  sulphide  of 
sodium,  chloride  of  Ifane  (may  be 
shipped  In  casks)  In  kegs,  boxes, 
or  Iron  dryTtny^igptfrnfiTn  carload 
weight  40,000  pounds 

Solder,  minimum  carload  weight 
40,000  pounds 

MB 

T4 
106 

Sploes,  n.  0.  a..  Including  cassia, 

cdery,  coriander,  cummm,  cara- 
way seeds,  ground  sage.  In  pack- 
tges,  mtniraum  carloaa  weight 
S4j000  pounds 

188 

8prings,'bed.  spiral,  in  bdx€«  or 
orates,  mlnimam  carload  weight 
24  4W0  pounds 

! 

186  ■    121 

181'    124 

1« 
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StatenurU  of  propoied  oomntodUy  rain  to  Spoktau,  Wuh.,  from  eastern  defined  ieni- 

(oru»— Continaea. 


Comxnodltj. 
(Mlnlmam  ovIomI  weight  30,000 
'  \,  onkM  othenrbe  ipeel- 


ssr 


Mlaoari 

RtTcr 

territory. 


River 
territory 


ChlcHO 
teniUMry. 


Detroit 
territory. 


Plttsbarf 
territory. 


New 

York 
territory. 


Bprlnss,  wire,  n.  o.  t.,  In  boxes  or 
ctsla.  minlmimi  otrioad  weight 

34/)00  pounds 

Springs,  automobile,  cvrisge. 
wBgon  and  wagon  bolster,  and 
wagon  seat  springs,  n.  o.  s.;  also 
IroQ  or  steel  axles  and  axle  boxes 

and  nuts 

Btsmped  ware: 

Agate  or  enameled,  n.  o.  s., 
also  granite  Ironware,  n.  o.  s., 
in  boxes,  barreb,  or  crates, 
minimum   carload   weight 

22,000  poonds 

Stamped  ware,  n.  o.  s.,  nested 
(not  agate,  granite,  or  enam- 
eled ware),  in  boxes,  barrels, 
or  crates,  minimum  carload 
weight  22/)00  pounds. 


tThe  following  articles  mav 
be  taken  In  mixed  carloaos 
with  stamped  ware  at  rate 
■amed  betow:  Cans,  kegs,  and 
palls  made  of  sheet  Iron  or  steel, 
n.  o.  s.;  ooal  hods  or  scuttles, 
nested;  copper  wash  boilers; 
copper  tea  kettles  (not  plated); 
gaJTanized  children's  batn 
Uibs;  galvanized  foot  tubs;  gal- 
vanized garbage  and  ash  bar- 
rels; galvanised-lron  buckete 
and  tubs;  galvanised  Iron  wash 
boilers;  galvanized  Iron  wash 
bowls  and  pans:  galvanised 
cans;  galvanized  sheet-Iron 
mangers;  Iron  ladlfs,  skimmers, 
and  cake  turners;  Japanned  or 
lacquered  tinware,  including 
Japanned  tin  water  coolers; 
metal  toasters;  milk  shipping 
cans  (may  be  taken  loose); 


nested;  stamped  iron  dripping 
pans;  stamped  Russia  iron 
mining  pans;  tin  broom  locks: 
tinned  Ducket  ears;  tinned 
Iron  handles;  tinners'  stamped 
trimmings;  Un  scoops,  nested: 
tin  spoons,  boxed;  tinned 
spoons,  boxed;  tubed  cake 
pans,  nested;  sine  or  tin  can 
screws.) 

Non.— Oa  I  t  a  n  I  s  e  d-lroo 
bockete,  tubs,  bowls,  and  pans 
may  be  taken  nested,  In  pack- 
~  ces  securely  bound. 
1  carloads  of  articles  de<*rribed 
In  the  bracketed  oaragraph,  In- 
dodlng.  If  desired,  tinware,  in 
boxes,  barrels,  or  crates,  mini- 
mum   carload    weight    22,000 


agesfl 

Mlxeacai 


ouch  (Including 
dextrine 


com  starch)  and 


Staves  and  beading,  hoops,  and 
bolU  (win  not  apply  on  tank  or 
vat  stuff) 

Stone,  rough,  sawed,  hammered, 
chiseled,  or  cut  to  dimension, 
not  poUshH  or  letterrd  and  not 
Includlni;  tiiarble,  minimum  car- 
load weight  «M)00  pounds , 


176 


175 


170 


170 


UO 


116 


190 


190 


186 


187 


182 


183 


131 


127 


183 


183 


188 


180 


186 


186 


124 


130 


186 


186 


106 


106 


103 


103 


180 


136 


143 


143 


309 


204 


200 


200 


138 


144 


180 


160 


214 


316 


213 


213 


188 


lO 


130 
100 

86 


183   136 

168  I    lis 


110 
94 


146 


142 
118 

100 


IfiO 
136 


186 


I 


181 
186 


106    166  I    U6 
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StaUment  of  propo$ed  eommodUif  rats$  to  Spokane,  Wuk,,  from  eoMUm  defined  tent' 

(oriet— Oontinuea. 


Cominodltj. 

(Mlnhnnm  carloMl  wd^t  80,000 

Doands,  anlcn  otherwiie  tped- 


Stove   furaltare. 

wire.) 


(See    HoUow- 


Stovepipe  Iron  (cat  to  thipe), 
nested,  soUd,  boxed,  or  crated, 
wilnlmnm  carkwd  weli^t  40,000 
pounds. 

Stoves,  as  follows:  Stoves,  beat- 
iDf .  alr-tigbt,  sbeet-lnm,  witb  or 
without  cast-iron  tops  and 
base;  portable  bake  ovens;  sheet- 
Iron  amms  (for  beating);  also, 
tDcdodlng,  It  desired,  stoves 
(oast4ron).  oooking.  heating  (In- 
otodlng  stoves  with  cast-Iron 
tops,  bottoms,  and  linings,  or 
oast-iron  ends  and  Uxungs); 
laondry  stoves;  cast-iron  or  steel 
ranges,  with  or  without  gas- 
itove  attachments;  Carmen' 
combination  stoves  with  cal- 
drons for  same,  and  extra  cast- 
iron  parts  of  the  above-men- 
tfonea  articles,  minimum  car- 
foad  weight  30,000  pounds 

Iroo  flreplaoes  and  grates  for  same. 
n.  o.  s..  made  of  wrought  or  oast 
iron;  also  ftimaoe  grates,  gas 
grates  fboxed  or  crated);  port- 
ftble  flreplaoes  and  portable 
steam  radiating  mantels;  iron 
linings;  grate  dampers  and  and- 
irons (iron),  minimum  carload 
weight  24,000  pounds. 

Stoves  or  grates,  gas,  oH,  and  gaso- 
line, and  ovens,  cabinets  and 
extra  iron  or  steel  parts  of  above- 
mentloned  artioies,  boxed  or 
crated,  mjnjmnm  carload  weight 
aO,000  pounds 

Furnaces,  air  or  steam;  ftimaoe 
castings;  radiators,  registers,  and 
Iron  floor  or  waU  ventilaton; 
rotary  blowers  (not  forge  blow- 
ers), without  power  apparatus; 
cast-iron  fire  doors  for  pSuHtfoos; 
steam  or  hot-water  heating  ap- 
paratus, vis,  boUers,  iron  plpf>, 
bon  pipe  fittings,  radiators,  reg- 
isters,  steam  gauges,  steam  traps, 
and  valvo,  minimum  carload 
weight  24,000  pounds 

(2as  and  gasoline  water  heaters, 
boxed  or  crated,  minimum  car- 
load weight  30,000  pounds 

Sugar,  maple 

Sweat  and  collar  pads,  and  harness 
pads  (not  leatbar),  boxed  or  in 
bales,  minimum  oarioad  weight 
30,000  pounds 

Strnp  (oom,  glucose,  matt,  maple, 
and  rock  candr)  molasses:  elu- 
eose  (in  barrels);  glucose  >«'lly(tn 
barrels,  kegs,  kits,  or  palU) 


Tacks,  tron^  n.  o.8..ln  boxes,  keirs. 
or  barrels,  miolraum  rarlosd 
weight  24.n00  pounds 

Terra  "otta,  building 

Tile,  roofing. 


Mlaoari 

River 

territory. 


05 


133 


133 


133 


»^«  -«■■»■■  « 
Mnsunppi 

River 
territory. 


Chicago 
territory. 


Detroit      Pittoburg  I     SZH 
territory,     territory.    J[«^ 


105 


14C 


146 


130 


143 


250    •170     2«7       1S7 


107 


150 


150 


150 


146 


150 


175 


191     281 


100    100     110  ;  1G3  ;   113 


112 


157    .   . 


157 


157       . 


153 


301     293 
118     175 


135     188      138 


125         C5     132         72 


191       141     108       148     206 


145         9rt     155 

.....      75    ... 
....I      70      .. 


105  '  157 

K3      .... 

77  ) 


73 


137  I 


141 


107  •  162       11? 

84  1 1       K> 

Ti  I I      83 


119  • 


166 


166 


If^.      ...  I 


213     310 
135     Ibi 


171 


Itt 


156 

i 
319 

81 

1 
148  , 

1 

119 

89 

178 

1» 

101 

96 


•  See  opinion  830. 
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Statement  of  propo$ed  oommodUy  rate$  to  Spohme^  Woih.,  from  eastern  defined  teni' 

torie$ — Continued . 


Commodity. 

(Minimum  carload  weight  80,000 

Dooods,  onlets  otherwise  fpecl- 


Tlk,  earthen  or  encaustic  for  (loor> 
Ing  and  fadnc,  plain  or  figured, 
glased  or  ungmed,  also  enamel- 
ed brick 

Tiling,   opallte  glass,   boxed   or 

craletl 

Tin  and  articles  of  tin: 

Tin  and  teme  plate  (flat  aa 
from  the  mill,  not  further 
manufactured).  In  boxes, 
minimum    carload    weight 

40,000  pounds 

Tln\irare,  in  boxes,  barrels,  or 
crates,    minimum    carload 

weight  22,000  pounds 

Tobacco,  domestic,  unmanulso* 
tured,  in  cases  or  in  hogsheads, 
minimum  carload  weight  20,000 

pounds 

Note.— Porto    Rican    and 
Cuban  tobacco  will  not  be  con- 
sidered domestic  tobaooo. 
Tobaooo,  amoUng,  in  bales  or  oases, 
minimum  carload  weight  40,000 

pounds 

Tobacco  stems  and  refuse  tobaooo 
for  sheep  dip,  in  packages,  mini- 
mum   carload    weight    30,000 

pounds 

Tomatoes,  fresh,  minimum  carload 

weight  34,000  pounds 

Toys,  as  follows:  Children's  tea  sets 
(orookerr  or  other):  marbles;  toy 
alphabet  and  building  blocks, 
wood  or  stone;  toy  banks,  iron; 
toys,  n.  o.  s.;  children's  and  toy 
wagons;  hobby-horses;  rooking 
teams;  doll  carriages;  children's 
sleds;  hoops,  rolling;  toy  hand- 

ewer  ** merry-go-rounds;"  tee- 
a  and  seesaws;  instniotlTe 
toys  for  use  in  Undergartens, 
made  of  wood  and  paper;  toy 
games;  games,  n.  o.  a.  (Indoding 
game  boards);  toy  books;  toy 
musical  instruments,  n.  o.  s.,  in- 
etndlng  harmonicas,  net  cost  not 
more  than  25  cents  per  dosen, 
boxed;  toys,  tin,  lead,  or  Iron, 
n.  o.  s.  including  toy  sad  irons; 
toy  torpedoes  and  toy  caps;  toy 
trumpets;  tov  furniture  (not 
including  children's  furniture); 
toy  banks,  n.  o.  s.;  toys,  mathe- 
matical and  mechanical,  in 
ftraljUit  or  mixed  carloads,  mini- 
mum weight  20,000  pounds 

Trucks,  store,  and  warehouse,  In- 
dnding  baginige  wagons  (hand) 
knocked  down,  bagease  bar- 
rows, knocked  down,  doules  and 
dry  kiln  and  lumber  trucks,  but 
excluding  willow  basket  and 
leathcrald  tracks,  minimum  car- 
load weight  34,000  pounds 

Tricydcs  and  velodpedta,  chil- 
dren's toy  wagons,  and  toy 
wbeefbarrows,  mlnnnnm  car- 
load weight  20,000  pounds 

Trunks  and  valises,  traTden'  can- 
Tsa  tdescopes,  mintmum  oar- 
load  weight  12,000  pounds 


Missouri 

River 
territory. 


Mississippi 

Uiver 
territory. 


176 


190 


65 
120 

IfiO 

176 

190 
100 


160 


140 


160 


187 


204 


61 
132 

105 

103 

182 
110 


105 


154 


166 


Chicago 
territory. 


Detroit 
territory. 


Pittsburg 
territory. 


100 


208 


62 
135 

160 
197 


135  I  197 
113 


160 


158     215 


160 


94     146 
94     145 


65     115 


142 


177 


307 


143 
118 


177 


165 

177 
107 


250 


213 


206 


100 
100 


70 
150 

188 

219 

160 
125 


335 


188 


175 

188 
S26 


New 

York 

territory. 


217 


239 


108 
106 


74 
163 


163 
188 


203 


180 


30S 
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Statement  of  propo9ed  eommodiijf  rate$  to  Spohau,  Wnk,,  from  mutem  defined  terri- 

eoTMf— Ckmtinaea. 


C<mmiodltT. 

Mlssonrl 

River 
territory. 

Mississippi 

River 
teiTltory. 

Chicago 
territory. 

Detroit 
Urritory. 

Pittsburg 
territory. 

New 

York 
tcrrttotx. 

(MtatmtixD  carload  wel^t  80.000 

pounds,  oolen  otherwise  sped- 

J 

^  ; 

^' 

J 

a 

4 

O 

^ 

d 

J 

u 

^ 

d 

J 

d 

pi 

d 

J 

J 

d 

d 

Q 

J 

d 

4 

d 

d 

d 

J 

d 

Tnmlcs,  empty,  or  packed  with 

valises;  or  traveUng  baus,  tela- 

scopes,  and  valises,  minlraum 
(Htfload  weight  12,000  pounds... 

!   aeo 

386 

283 

907 

325 

981 

Tnha,  ttatlootfT  wtth,  cast-inm 
(pWD,     pdnted.     r>lTsnlxed, 

gnmlte^ned,  or  porcelain-lined). 

mlDlmmn  carload  weight  24,000 

poun  lis 

140 
••128 

188 

154 
138 

191 

158 
141 

196 

165 
148 

206 

in 

198 

219 

199 

Twine  and  eordace,  lis:  Cottoo, 
lUx,    hemp,  jute,  fleeee,  aall, 
wphn^,  ilsal,  mmlu,  and  eottoo 
adDe  twine  and  eordan,  and  flah 
nettinc  twine  (eottoo),  in  balei, 

175 

199 

boxciyOrboncli. 

Rope,  all  klnda»  except  win  or 
ImIt. ............................ 

ITS 

110 

186 

m 

188 

194 

105 

190 

908 

198 

214 

Tjpo^  boxed 

1« 

T. 

VanUh,  !■  IwielL  or  in  euf 
boxed,  in  atni^  evIoMla,  or 

in  mixed  cvVMda  with  pidnti. 

■•  deaeribod  on  page  an  taklnf 
Mme  r»te  In  oarloads 

lU 

81 

134 

04 

196 

86 

190 

100 

196 

106 

145 

lU 

Non.~lllxed  earlond  difp- 
mcnti  of  ramlih  and  palnti 

win  bo  sabjeet  to  mlnhnmn 

flvlOMl     wdcht    of    «MXn 

poondi. 

W. 

bonndL  wagoo  polea,  and  plow 
beamaCwoodenjTMMwed  bom 

rough  lumber,  and  hub  blookB; 

alK»  dob  ipokai,  rooghod  oat  aa 

from  the  kthe. 

140 

75 

148 

81 

140 

84 

154 

80 

150 

•4 

106 

m 

Non«— Hardwood  lomber 

oarloada  with  artietai  abore 

inmermted,  at  the  oarioad 

Wagona,  ften,  and  oommao 

damp  earta,wlthout  cstjrin  p; 
damp  wagons;  han            rh 

carts.  Q.  o.  s.;  lun             f 
glng  wneda  and  trucks;  aad 

extra    parts    (finished)    of 
above-mentioned  vehkha; 
alao,  term  and  br^         a, 

i.... 

U5 

127 

129 

196 

144 

U6 

fltimigbt  or  mixed             a. 

M/no  pounds 

Wagone,  tank  (Inolodlng 
•prlnkUng  wagooo),  and  cx- 

carlMd  weight  94,000  pounds 

Wall  ooating  and  waU  flntah^n.  o.a.; 

drj .  In  packages .  minlmnm  car- 
toad  wel^rS^  pounds 

115 

n 

166 

78 

77 

129 

72 

123 

127 

81 

198 

99 

•0ia  opinion  820.    B  !•  to  8Mttto  to  96w 
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StaUmeni  of  pnyfxmd  commodiiy  rata  to  Spokane,  Woih.,  from  mutem  dejhud  tenv 

(orier— Continued . 


Commodity, 
carload  weight  30.000 
unless  otherwise  speci- 


Wadilas  machines,  Including 
wrinccn  for  Hune,  also  dlah- 
waahbg  machines,  boxed  or 
crated,  mlnlmnm  carload  weight 

30^000  pounds 

Note.— Mo  tore  for  wtwhInE 
machines  must  be  detachea 
and  boxed. 

Wash  bowls,  Including  stands. 
Iron  knocked  down  (lavatories), 
plain,  [Miinted.  Ralvanlted, gran- 
Ite- lined  or  porcelaln-llned,  min- 
imum carload  weight  24,000 
pounds 

water-doaet  dstona  (with  or 
wlthoQt  flztoni),  seats  and 
flash  Dipt  boards  and  bath  and 
wash  tub  rims,  boxed  or  crated. 
minimum  carload  weight  30,000 
pounds 

Initcs^'elaBet  bowla.  clstemi  and 
nrlnali,  Iron  (pUUn,  pafaited, 
fatrmuiKl.  granitc-llned,  or  por- 
MiMiKlliied),  and  metal  attach- 
!■■!■  thwtfar,  bgjttd  or  crated. 
niBliDiim  oarloAd  wei^t  34,000 
pounds 

WMelbarrows,  knocked  down. 
down,  wheelbarrow  wheels  and 
barrel  carts  (knocked  down), 
minimum  carload  weight  24,000 


low  eortaln  poles,  and  tlx- 
sa  for  same,  rolnliuum  carlood 

welclit  34,000  pounds 

Window  ahM«  rolleca,  wooden  or 
tin ,  witli  or  wttboat  springs,  and 
flxluTM  Ibr  mnu,  minimum  oar- 
load  weight  34:000  pounds 

Window  shade  ilats,  wooden,  and 
flxtunas  for  sasoe,  minimum  car- 
load weight  24,000  pounds 

Windmills  and  parta  of  same,  In- 
cluding tanks  and  towers,  wood 
or  m«t«l,  windmill  pumps,  and 
1  quantity  of  pipe  n< 


iwot  pump  heads  and  cyl< 
i,mlnlmuix       


34,000  pounds, 
Wire  and  wire  goods: 


lum  carload  weight 


Wire  (fence),  barbed.  Includ- 
ing staples,  st«al  stay  guards 
■fid  stretchers,  minimum 
ewioad  weight  40,000  poimds 

Wln»  tasolatcd,  n.  o.  s 

Win,  Ino,  plam,  galranlied, 
^'~~  Aj  or  coppered  (tnclud- 
tf  desired,  vteel  stay 
~  i),  minimum  carkwd 
weight  40/100  pounds. 

WlMow  screen,  door  and  bat- 
t«T  oiotb  (bmd  or  crated); 
wke  doth  and  netting  (In 
pncilragMj);  coaite  wire  net^ 
Cing  lor  ftndng  (In  bundle 
orrolle) 

Wire  fencinr,  In  rolls.  Includ- 
ing, U  deored,  staples,  steel 
ay  gtmrdt,  stretcners,  and 


Missouri 
River 

territory. 


300 


220 


200 


195 


195 


165 


115 


160 


175 


150 


140 


140 


140 


•90 


110 


Itl.CC.IUp, 


•135 


•80 
110 


70 


130 


80 


Mississippi 

River 
territory. 


216 


234 


314 


204 


209 


123 


172 


165 


154 


154 


154 


99 


131 


149 


131 


133 


Chicago        Detroit 
territory .     terri  tory . 


219 


218 


206 


217 


179 


134 


175 


820. 


169 


158 


158 


158 


101 


134 


•157 


124 


70 


185 


90 


227 


245 


225 


211 


219 


185 


128 


183 


189 


177 


165 


165 


165 


106 


130 


ISO 


94 
130 


83 


143 


IH 


Pittsburg 
territory. 


255 


235 


218 


229 


103 


134 


190 


175 


175 


175 


New 

York 
territory. 


253 


269 


249 


113  I  227 


138 


109 


150 


343 


204 


140 


303 


3tt 


181 


Ui 


181 


133 


149 


183 


106 
149 


i«a 
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INTERSTATE  COMMEKCE  COMMISSION   REPORTS. 


StaUmrnt  of  proposed  commodity  ratei  to  Spokane ,  Wtuh,,  from  eastern  defined  terri- 
tories—Continued . 


Cominodlty. 

(Minimmn  carload  weight  30,000 

Dotinds,  unless  otherwise  speci- 


Wlre  and  wire  goods— Continued. 
Wire  rods,  mialmum  carloftd 

weight  40,uoO  pounds 

Wire  rope  and  cable,  iron  or 
steel,   n.   o.   t.;   wire   guy 

8trau<ls 

WlfH  telepnone  or  electric  Ughl 
cabira,  consisting  of  cable 
made  up  of  insulated  copper 
wires  in  lead  pipes:  also  cop- 
per wire,  copper  rope,  or  cop- 
per cable,  with  or  without 

in.^ulation 

Wire,  aluminum,  also  alumi- 
num rope  and  cable 

Wire,  mattress  (woven),  mini- 
mum carload  weight  20,000 

pounds 

Fsodng  wire  (consisting  of  or- 
namental atrip,  wire  fenca 
board,  and  wire  panel,  wire 
nattlngs,  and  Iron  ana  steel 
wire  cloth,  exclusive,  30- 
mesh  or  flner).  In  packages. . . 
Wire  screens,  door  and  win- 
dow, mlnlmnm  carload 

weight  24,000  poonds 

Wire,  copper 

Woodenware.  In  packages,  as  fol- 
lows: Bale  boxes  (wooden),  bale 
handles,  barrel  covers,  barrels 
(paper),  baskets  (wooden),  bot- 
tle corkers  (wooden),  bowls, 
boxes  (nested),  boxes  (wooden), 
bungs,  bung  starters,  butter 
boxes,  butter  dishes  (must  be 
packed  In  boxes,  crates,  or  bun- 
dles), butter  molds,  butter 
trays,  butter  tubs,  cheeee  boxes, 
chums  (hand),  clothes  folding 
racks,  clothes  horses,  clothes 
lifters,  clothes  pins,  coat  racks  or 
hangers,  cocoa  dippers,  curtain 
stretchers,  dowels  (must  be 
packed  In  orates  or  sacks) ,  dnmis 
(set  up),  dust  pans,  faucets, 
firkins,  fish  barrels,  nat  racks 
(hall)  In  the  white  (not  furni- 
ture), hoops,  hoes  mend  ers ,  Iron- 
ing Doaros.  kegs,  kits,  knife 
boxes,  ladder  rungs  (must  be 
packed  tn  boxes,  crates  or  saoka) , 
ladders,  ladles,  lapboards,  lemoo 
■queexers,  mallets,  match  safes, 
measures  (nested ),  pails,  Includ- 
ing fiber  ware  pails  (nested), 
puis  (with  mop  wringer  attach- 
ments), pastrr  boards,  plates 
(Including  pu^  pie  plates  and 
pulp  batter  dtohes),  nested, 
plugs,  potato  maahers,  rolling 
pins,  rope  reels,  salt  boxes, 
■Qoops,  sheaves,  shot  cAum, 
sieves  and  rlma.  skewers,  skirt 
boards,  snow  ahovela,  spades, 
gpUx  cabinets,  spools,  n.  o.  s., 
•poons.  steak  mauls,  tea  caddies, 
toothpicks,  towel  racks  (with- 
out mirrors ),  towel  roDsrs,  trays, 
tuba,  Including  fiber  ware  tube 
(nested),  veeeUbleeatterB,waeh- 
boards,  wed^'fs,  well  buckets.  In 
•tralght  or  mixed  carloads,  mini- 
mum weight  ir>,ooo  pounds 


Missouri 

River 
territory. 


Mississippi 

River 
territory. 


130 


70     137 


leo      110 


165 


165 


175 


125 


200 


171 


Chicago 
territory. 


77     139  I 

I  ! 

121     174 


110     176       121     179  ' 
150  ,  240       165     244  , 


120 


80 


100 
»110 


177 


132     180 


88     185 


110     138 
121 


•135     2U      UB    216 

lao. 


79 


124 
160 

135 


113 
124 


141 


Detroit 
territory. 


Pittsburg 
territory. 


83  1  149 

130     IhS 


130     103 


177 
142 


118 
130 


80 
138 


138 
18S 

150 


100 


m 

138 


New 

York 

terrlKiry. 


100 


96 
14* 


149 
209 

163 


lot 


US 

1« 
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Statement  of  proposed  commodity  ratee  to  Spokane,  Waeh.,  from  eastern  defined  terri- 

tories— Continued, 


Commodity. 
(Mlnfanom  carload  w^lftbt  30,000 

MIssoiul 

River 
territory. 

Mississippi 

Klver 
territory. 

Chicago 
territory. 

Detroit 
territory. 

*i 

d      J 

^   '   d 

Pittsburg 
territory. 

New 

York 

territory. 

Dounds,  aoless  otherwise  specl- 

i4 

pi 

^ 

d 

1^ 
d 

d 

pS 
d 

d 

d 

d 

1^ 
d 

4 

d 

Wooda  of  value:  Rosewood,  ebony, 
lignum- vita-,  aud  eocobolo 

Wiappera,  bottles,  Indentetl  and 
corrugated  paper,  aud   (t>rru- 
g^ed  ttrawboard.  In  packages. 
minimum  carload  wel^sb I  24, uoO 

IKKmdj.             ...........  TT...   rr   ...   . 

150 

150 

150 

175 

125 
170 
170 

100 

100 
100 

m 

75 
100 
80 

160 

100 

160 
1K8 

110 
110 

no 

163 
163 

113 

113 
113 

168 
168 

118 

118 

118 
148 

175 

175 

175 
206 

125 

135 

125 

156 

94 
126 
100 

185 

185 

185 

219 

151 
206 

196 

135 
135 

mapp«n,   bottle,  eraas,   wood, 
iheet,  or  atraw,  hi   packages, 
minimum  carload  walght  24,000 

PQQIIfJj        ....,.,,,.T..rrT,T 

135 

Zuo  plata,  tine  sheet,  in  casks  or 
boxes,  minimum  carload  weight 
40,000pounds 

138     101 

141     IM 

169 

Yrim^  slab  (spelter),  minimum  car- 

load  weUht  40,000  pounds 

ZtDO  chloride,  in  barrels  or  boxes. . . 
Zlno  sulphate,  in  packages 

133 
180 
178 

83 
110 
88 

134 
183 
.80 

84 
113 
90 

139 

188 

89 
118 
94 

144 
195 
190 

109 
135 
106 
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No.  2662. 
COMMERCIAL  CLUB,  TRAFFIC  BUREAU,  OF  SALT  LAKE 

CITY,  UTAH, 

V. 

ATCmSON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY 

ET  AL. 


Submitted  December  16,  1909,    Bedded  June  7, 1910. 


1.  This  CommiflBion  has  said  that  in  detennining  a  frdght  rate  which  must  of  necearity 

be  charged  by  competing  lines,  it  would  not  look  exclusively  to  that  line  iHiidi 
could  handle  the  business  the  cheapest  or  which  was  the  strongest  financially, 
but  would  consider  as  well  the  weaker  rival;  yet  it  has  never  intimated  that  the 
rate  should  be  fixed  solely  with  reference  to  the  weakest  line,  and  it  would  cer- 
tainly be  most  unjust  to  the  public,  in  establishing  these  rates,  to  consider 
merely  the  expensive  and  circuitous  route. 

2.  Present  class  rates  in  both  directions  between  Chicago,  the  IfiasisBippi  River,  and 

the  Missouri  River,  upon  the  one  hand,  and  Utah  common  points,  upon  the 
other,  found  unjust  and  unreasonable  to  the  extent  that  they  exceed  thoee 
named  in  this  report. 

5.  Present  westbound  commodity  rates  from  the  above-named  eastern  points  of  origia 

to  Utah  common  points  found  unreasonable  to  the  extent  that  they  exceed  thoee 
named  in  this  report. 
4«  Present  eastbound  rates  on  certain  products  of  Utah  to  the  Missouri  River,  the 
MissLssippi  River,  and  Chicago  found  unreasonable  to  the  extent  that  they 
exceed  those  named  in  this  report. 

6.  Present  rates  on  deciduous  and  citrus  fruits  from  points  of  production  in  Califbmia 

to  Utah  common  points  found  unreasonable  to  the  extent  that  they  exceed  those 
named  in  this  report. 

6.  Defendants  should  establish  to  Utah  points  proportional  import  rates  upon  certain 

named  articles  which  do  not  exceed  those  contemporaneously  in  force  to  the 
Missouri  River,  and  the  present  rates  upon  sago,  tapioca,  tea,  and  tea  dust  foand 
unreasonable  to  the  extent  that  they  exceed  those  now  in  effect  to  MisKHui 
River  points. 

7.  Present  passenger  fares  between  Utah  common  points,  on  the  one  hand,  and 

between  Ogden,  Omaha,  and  Portland,  on  the  other,  not  found  unreaaonable; 
but  present  fares  between  Salt  Lake  City  and  Los  Angeles,  Salt  Lake  City 
and  San  Francisco,  and  between  Ogden  and  Prove  and  San  Frandeco  found 
unreasonable. 

8.  The  complaint  alleges  that  defendants  pool  traffic  from  the  east  to  Utah  points; 

but  the  record  contains  no  proof  of  this  allegation,  and  the  point  was  not  prewid 
npon  the  argument. 
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9.  An  order  will  be  issued  in  accordance  with  the  opinion  herein,  except  in  case  of 
class  and  commodity  rates  between  eastern  defined  territories  and  Utah  points, 
as  to  which  no  order  at  present  will  be  made;  but  defendants  will  be  required 
to  keep  account  for  three  months,  showing  the  difference  between  their  receipts 
upon  traffic  actually  moved  under  present  rates  and  what  those  receipts  would 
have  been  had  these  proposed  rates  been  in  effect. 

Charles  C.  Dey  and  S.  H.  Bdbcock  for  complainant. 

N.  H.  Loomi8,  P.  L.  WiOiams,  O.  W.  Durbrow,  TF.  W.  CoUon,  P.  F. 
Dunne,  and  F.  0.  DiUard  for  Union  Pacific  Railroad  Company,  Oregon 
Short  Line  Railroad  Company,  Oregon  Railroad  &  Navigation  Com- 
pany, and  Southern  Pacific  Company. 

James  0.  Jeffery  and  Martin  L.  Clardy  for  Missouri  Pacific  Railway 
Company. 

E.  N.  Clark  for  Denver  &  Rio  Grande  Railroad  Company. 

W.  R.  KeUy  and  A.  S.  Hoisted  for  San  Pedro,  Los  Angeles  &  Salt 
Lake  Railroad  Company. 

Hale  Holden  and  C  6.  BumJiam  for  Chicago,  Burlington  &  Quincy 
Railroad  Company. 

E.  B.  Peirce  and  S.  H.  Johnson  for  Chicago,  Rock  Island  &  Pacific 
Railway  Company. 

8.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 

E.  J.  McVann  for  Commercial  Club  of  Omaha,  Nebr.,  intervener. 

H,  0.  Wilson  for  Commercial  Club,  of  Kansas  City,  Mo.,  intervener. 

Report  of  the  Commission. 

Pboutt,  Commissioner: 

This  complaint  is  brought  by  the  business  interests  of  Salt  Lake 
City,  but  is  for  the  equal  advantage  of  Provo  and  Ogden,  which, 
together  with  Salt  Lake  City,  are  known  as  Utah  common  points. 
Whenever  in  this  opinion  reference  is  made  to  Salt  Lake  City  it  will  be 
understood  that  the  three  points  are  intended,  unless  the  contrary 
expressly  appears. 

The  rates  put  in  issue  are  the  following: 

1.  Class  rates  in  both  directions  between  Chicago,  the  Mississippi 
River,  and  the  Missouri  River,  upon  the  one  hand,  and  Salt  Lake 
City  upon  the  other. 

2.  Westbound  commodity  rates  from  the  above-named  eastern 
points  of  origin  to  Salt  Lake  City. 

3.  Eastbound  rates  on  certain  products  of  Utah  to  the  Missouri 
River,  the  Mississippi  River,  and  Chicago. 

4.  Rates  on  deciduous  and  citrus  fruits  from  points  of  production  in 
California  to  Salt  Lake  City. 

5.  Import  rates  upon  certain  commodities  through  Pacific  coast 
ports  to  Salt  Lake  City. 
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6.  Passenger  fares  in  both  directions  between  Salt  Lake  City, 
Ogden,  and  Provo,  upon  the  one  hand,  and  Denver,  Omaha,  Los 
Angeles,  San  Francisco,  and  Portland,  upon  the  other. 

The  above  statement  of  the  issues  involved  shows  that  sweeping 
reductions  are  asked  by  the  complainant.  It  is  well  understood 
that  if  these  reductions  are  made  they  must  be  accompanied  by  other 
reductions  in  other  locahties,  all  of  which  will  involve  serious  diminu- 
tion in  the  revenues  of  interested  carriers.  The  two  lines  mainly 
involved  in  this  case  are  the  Union  Pacific  and  the  Denver  &  Rio 
Grande,  and  these  companies  have  assumed  the  burden  of  this  defense. 
They  both  claim  that  the  reductions  asked  for  would  so  impair  their 
revenues  as  to  work,  if  not  the  absolute  confiscation  of  their  property, 
against  which  the  constitution  protects  them,  at  least  such  an  impair- 
ment of  income  as  would  deprive  them  of  a  just  and  reasonable  return 
upon  the  value  of  that  property. 

For  the  purpose  of  substantiating  this  claim  a  great  mass  of  testi- 
mony and  statements  has  been  introduced,  tending  to  show  the 
original  cost  of  the  properties,  the  cost  of  their  reproduction  at 
the  present  time,  and  their  value,  together  with  the  results  of  opera- 
tion under  present  rates  and  the  losses  which  would  result  from  the 
reductions  asked  for. 

The  Union  Pacific  Company  introduced  a  statement  showing  the 
cost  of  the  property,  year  by  year,  from  1899  down  to  1909,  and  the 
net  earnings,  after  the  payment  of  taxes,  from  the  operation  of  the 
property  during  each  of  these  years.  From  this  it  appeared  that 
the  average  per  cent  of  return  for  the  eleven  years  upon  the  cost  of 
the  property  was  between  six  and  seven.  For  the  last  four  years 
the  per  cent  of  return  has  been — 


Y«tf. 

Percent. 

1906 
1907 
1906 
1909 

7.65 
8.04 

7.41 
8.66 

This  statement  treats  the  lines  of  railroad  of  the  Union  Pacific 
Railroad  Company,  the  Oregon  Short  Line  Railroad  Company,  and 
the  Oregon  Railroad  &  Navigation  Company,  as  a  single  prop- 
erty. The  road  interested  in  these  rates  between  eastern  desti- 
nations and  Utah  pomts  is  the  Union  Pacific.  The  last  statistical 
report  of  that  company  to  tlus  (commission  shows  a  main  line  mileage 
of  1,893  miles,  with  branches  of  1,415  miles,  a  total  of  3,308  miles. 
In  round  nimibers  its  funded  debt  was  $226,000,000  and  its  capital 
stock  $299,000,000,  a  total  of  $525,000,000,  or  $159,000  per  mile.  Tn 
the  year  1909  it  paid  its  taxes,  the  interest  upon  its  funded  debt,  a 
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dividend  of  4  per  cent  upon  its  preferred  stock,  a  dividend  of  10  per 
cent  upon  its  common  stock,  and  had  remaining  $7,748,000. 

The  Union  Pacific  Company  has  issued  large  amounts  of  seciurities 
for  investment  purposes,  and  those  investments  have,  in  the  main, 
proved  fortunate,  so  that  the  income  above  referred  to  is  not  derived 
wholly  from  the  operation  of  its  property.  But  for  this  same  year 
it  earned  net  from  operation,  after  the  payment  of  taxes,  $22,816,000, 
or  about  $6,900  per  mile,  for  both  main  line  and  branches.  These 
earnings  exceed  those  of  any  group  in  the  United  States  except  group 
No.  2,  which  they  nearly  equal. 

The  Union  Pacific  Railroad  between  Omaha  and  Ogden  is  double 
tracked  for  a  considerable  portion  of  the  distance.  Its  tonnage  is 
large  and  its  cost  of  operation  low.  In  the  year  1909  its  per- ton-mile 
earnings  were  1.004  cents  and  its  per  cent  of  operating  expenses  to 
gross  income  48.52. 

The  financial  showing  of  the  Denver  &  Rio  Grande  is  nothing  like 
as  favorable  as  that  of  the  Union  Pacific.  This  company  introduced 
and  placed  great  stress  upon  a  statement  showing  its  net  income 
from  operation  for  the  years  1899  to  1909,  inclusive,  from  which  it 
appeared  that  for  the  years  1903,  1906,  and  1909  there  had  been 
what  was  styled  a  '^  deficit,''  that  for  1909  being  much  the  largest 
and  amounting  to  $650,000.  It  was  urged  that  to  reduce  these  rates 
would  further  increase  this  so-called  deficit. 

The  main  line  of  the  Denver  &  Rio  Grande  is  716  miles  in  length, 
and  its  branches,  usually  short,  aggregate  1,813  miles.  Its  funded 
debt  is  now  $107,000,000,  or  $42,479  per  mile.  Its  capital  stock  is 
divided  between  common  and  preferred,  $38,000,000  of  the  former 
and  $46,000,000  of  the  latter,  totaling  $33,127  per  mile. 

A  portion  of  these  securities  seem  to  have  been  issued  for  invest- 
ment purposes,  since  this  company  derives  a  considerable  income 
from  securities  owned  by  it.  The  net  result  of  its  financial  operations 
for  the  year  1909,  that  being  the  year  of  its  largest  deficit,  was, 
according  to  its  report  filed  with  this  Conmiission,  as  follows :  It  paid 
interest  upon  its  funded  debt,  paid  a  dividend  of  5  per  cent  upon  its 
entire  preferred  stock,  carried  $120,000  to  sinking  fund,  charged  to 
additions  and  betterments  $361,000,  and  had  remaining  $286,000. 

The  Denver  &  Rio  Grande  is  situated,  for  the  most  part,  among 
the  mountains.  Its  cost  of  construction  was  high,  and  the  expense 
of  operation  is  much  greater  than  that  of  the  Union  Pacific.  It  is 
the  claim  of  this  company  that  we  should  determine  the  reasonable- 
ness of  these  rates  with  reference  to  the  cost  of  handling  the  traffic 
by  its  line  and  with  reference  to  its  financial  necessities  and  not 
with  reference  to  the  Union  Pacific. 

The  Denver  &  Rio  Grande  was  built  for  the  purpose  of  handling 
the  local  business  tributary  to  its  line.     No  railroad  w  ould  ever  have 
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been  built  where  this  one  is  for  the  main  purpose  of  handling  throu^ 
business  like  that  under  consideration.  To-day  its  branch  lines 
aggregate  two  and  one-half  times  the  mileage  of  its  main  line,  over 
which  this  traffic  passes.  The  great  bulk  of  its  tonnage  to-day  is 
from  local  business.  Its  line  is  longer  than  that  of  the  Union  Pacific 
between  all  points. 

The  Commission  has  said  that  in  determining  a  freight  rate  which 
must  of  necessity  be  charged  by  competing  lines,  it  would  not  look 
exclusively  to  that  line  which  could  handle  the  business  the  cheapest 
or  which  was  the  strongest  financially,  but  would  consider  as  well 
the  weaker  rival.  We  have  never  intimated  that  the  rate  should  be 
fixed  solely  with  reference  to  the  weakest  line,  and  it  would  certainly 
be  most  unjust  to  the  public,  in  establishing  these  rates,  to  consider 
merely  this  expensive  and  circuitous  route.  The  Denver  &  Rio 
Grande  handles  about  40  per  cent  of  this  Utah  business  from  the  east 
at  the  present  time.  It  will  continue  to  handle  a  considerable  part 
of  it,  and  it  must  accept  the  rate  established  by  us.  This  we  must 
and  do  take  into  account  in  the  fixing  of  that  rate,  but  we  must  be 
largely  influenced  by  the  cost  of  handling  that  business  over  the  short 
and  easy  line.  While  this  traffic  is  important  to  the  Denver  &  Rio 
Grande,  its  revenue  from  this  source  is  but  a  small  part  of  its  entire 
income,  and  we  certainly  could  not  permit  the  maintenance  of  unreit- 
sonable  rates  simply  because  the  entire  result  of  the  operations  of  this 
company  might  not  be  as  favorable  as  would  otherwise  be  proper. 

Both  defendants  dwelt  with  much  earnestness  upon  the  effect  of  the 
increased  cost  of  operation  which  must  result  from  an  increase  in 
wages  and  in  the  price  of  materials. 

It  is  weU  imderstood  that  in  recent  years  there  has  been  a  continu- 
ous advance  in  the  price  of  most  materials  and  supplies  used  in  con- 
structing and  operating  a  railroad,  that  there  has  been  a  constant 
tendency  to  advance  wages,  and  that  all  this  has  tended  to  increase 
the  cost  of  operation. 

Upon  the  other  hand,  there  has  been  a  steady  improvement  in  the 
method  of  handling  freight;  trains  are  longer;  cars  are  larger  and 
more  heavily  loaded;  grades  are  easier;  the  amount  hauled  by  a 
given  engine  is  greater;  the  density  of  traffic  is  much  greater.  All 
this  tends  to  reduce  the  expense  of  transportation. 

These  two  sets  of  causes  work  in  opposite  directions  and  tend 

to  balance  one  another.     It  is  not  certain  what  the  net  result  has 

been  at  any  time  in  the  past  or  is  to-day.     It  is  not  improbable  that 

at  the  outset  the  economies  of  operation  more  than  outweighed  the 

increased  cost  of  labor  and  supplies,  but  that  of  late  the  reverse  has 

been  true.     The  Union  Pacific  Company  professed  to  show  that  the 

cost  of  handling  a  ton  of  freight  per  mile  was  slightly  greater  in  1909 

1  it  had  been  in  1899. 
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The  amount  of  tonnage  handled  has  very  much  increased  upon 
these  defendant  lineS;  in  common  with  all  other  lines,  during  these 
eleven  years.  If  the  rate  of  transportation  remains  the  same,  and  the 
cost  of  handling  the  business  per  ton-mile  continues  the  same,  plainly 
an  increase  in  tonnage  must  produce  a  corresponding  increase  in  net 
revenue,  and  the  net  revenues  of  the  Union  Pacific  have  very  largely 
increased  during  this  period.  It  is  evident  that  the  total  result  to 
net  revenues  from  the  operation  of  these  conflicting  causes  can  not 
be  foretold  with  accuracy.  It  is  perhaps  probable  that  the  effect  of 
increased  wages  and  increased  cost  of  supplies  will  be  more  seriously 
felt  in  the  future  than  it  has  been  in  the  past. 

We  have  examined  with  great  care  all  the  evidence  and  arguments 
adduced  by  the  defendants  bearing  upon  these  matters ;  the  value  of 
their  properties,  the  cost  of  operation,  the  financial  results  from 
operation.  Our  conclusion  is  here,  as  in  case  of  the  Great  Northern  and 
Northern  Pacific  in  the  Spokane  case,  19 1.  C.  C.  Rep.  162,  that  there  is 
nothing  to  justify  the  maintenance  of  abnormal  rates.  Rates  of  trans- 
portation may  properly  be  somewhat  higher  west  of  the  Missouri  River 
than  east,  but  there  is  no  reason  why  such  rates  upon  the  lines  of 
the  Union  Pacific  between  the  Missouri  River  and  Utah  points  should 
greatly  exceed  similar  rates  upon  railroads  in  other  portions  of  the 
country,  where  the  density  of  traffic  and  the  conditions  of  operation 
are  analogous.  The  rates  involved  in  this  proceeding  may  well  be 
adjusted  upon  substantially  the  same  basis  as  was  applied  in  case  of 
the  northern  lines  to  Spokane. 

With  these  general  observations,  we  proceed  to  consider  the  several 
rates  involved. 

I. 

The  complaint  attacks  class  rates  in  both  directions  between 
Chicago,  Mississippi  River,  and  Missouri  River  rate  territories,  upon 
the  one  hand,  and  Utah  points,  upon  the  other. 

Below  is  a  table  showing  present  westbound  class  rates  from  the 
points  of  origin  named  to  Salt  Lake  City,  the  rates  prayed  for  in  the 
complaint,  and  the  difference  between  the  two. 

CUut  ratet,  in  cerU$  par  100  poundi. 


1. 

X 

8. 

4. 

6. 

A. 

B. 

a 

D. 

B. 

CUeMo: 

RmUstn  etfcot 

286 
190 

80 

26C 
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75 

205 
168 
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70 

320 
164 
M 

175 
14f. 

29 

108 
144 
64 

188 
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49 

153 
123 
30 

IfiO 
134 
80 

160 
128 
36 

128 
106 
22 

133 
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26 

128 
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34 
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92 

188 
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83 
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29* 
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90 
16 

110 
83 
28 
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79 
28) 

83 
70 
18 

97 
06 
33 

03 
03 
39 

76 
60 

19 

00 
06 

4 

04 
08 

68 
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68 
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0 
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43 
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Eastbound  and  westbound  rates  between  these  points  are  usuaUy 
the  same  at  the  present  time,  and  it  was  agreed  by  both  parties  that 
there  was  no  reason  why  they  should  not  be  the  same  in  all  cases. 

After  full  hearing  and  due  consideration,  we  are  of  the  opinion  that 
the  class  rates  given  below  are  just  and  reasonable  rates  to  apply  be- 
tween these  points  in  both  directions,  and  that  the  rates  now  in 
effect  are  unjust  and  imreasonable  to  the  extent  that  they  exceed  those 
named: 

Clou  raU$,  in  cenU  per  100  pounds. 


Classes. 

1. 

2. 

207 
189 
162 

8. 

4. 

S. 

A. 

B. 

c. 

84 
80 
70 

D. 

S. 

ChlrafTo 

246 
227 
190 

172 
163 
142 

139 
134 
119 

115 
111 
98 

115 
111 
98 

95 
88 
77 

62 
67 

60 

82 

Mlssl«slnnl  RWer 

48 

Mis&oun  River 

4i 

n. 

The  complaint  attacks  commodity  rates  from  Chicago,  the  Missis- 
sippi River,  and  the  Missouri  River,  to  Utah  points.  The  com- 
modities upon  which  the  rates  complained  of  apply,  together  with 
the  present  rate,  and  the  rate  asked  for,  are  set  forth  in  detail  in  the 
complaint. 

The  Commission  has  prepared  a  schedule  marked  "X,"  hereto 
attached,  naming  rates  on  certain  of  these  commodities  from  these 
originating  territories  to  Salt  Lake  City,  Ogden,  and  Provo,  which,  in 
its  opinion,  are  just  and  reasonable  rates  to  be  applied  to  the  trans- 
portation of  those  commodities,  with  the  carload  minimums  which 
are  specified,  when  the  rate  is  by  the  carload.  We  are  of  the  opinion 
that  the  present  rates  upon  those  commodities  are  unjust  and  unrea- 
sonable in  so  far  as  they  exceed  the  rates  named  in  this  schedule. 

m. 

The  complaint  puts  in  issue  eastbound  rates  upon  certain  com- 
modities named  in  statement  B  attached  to  the  complaint. 

These  commodities  are  14  in  number.  They  are  all,  with  the  pos- 
sible exception  of  petroleum  oils  and  greases,  produced  in  Utah, 
usually  in  considerable  quantities.  No  testimony  was  given  as  to 
specific  rates,  but  the  general  claim  is  that  the  rates  in  effect  from 
Utah  points  are  unreasonable  as  compared  with  those  from  Pacific 
coast  terminals. 

These  same  commodities  are  also  produced  in  California  and  other 
coast  states.  The  terminal  rates  generally  apply  as  blanket  rates  to 
the  Missouri  River  and  territory  east.  Rates  from  Utah  are  some- 
times the  same  to  the  Missouri  River  and  to  Chicago,  whUe  in  other 
cases  they  increase  as  the  distance  increases.     Upon  most  of  the 
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commodities  the  rate  from  Utah  to  Chicago  does  not  exceed  that 
from  the  Pacific  coast  terminal  to  Chicago. 

The  rate  on  catsup,  in  tin,  glass,  or  earthenware,  hoxed,  minimum 
40,000  pounds,  is  85  cents  from  coast  terminals  to  the  Missouri  River 
and  east.  From  Salt  Lake  City  the  rate  is  $1.28  to  the  Mississippi 
River,  and  $1.33  to  Chicago,  minimum  36,000  pounds.  We  are  of  the 
opinion  that  the  present  rates  to  the  Mississippi  River  and  Chicago 
are  unreasonable,  and  that  those  rates  ought  not  to  exceed  85  cents, 
with  a  minimum  of  40,000  pounds. 

In  case  of  hides,  green  and  dried,  sheep  pelts,  tallow,  and  wool, 
rates  from  the  coast  terminals  to  the  Missouri  River  and  east  are 
lower  than  those  from  Utah  points  to  Chicago,  and  sometimes  lower 
than  those  from  Utah  points  to  the  Missouri  River.  These  articles 
are  moved  in  large  quantities  not  only  from  Utah,  but  from  other 
states  and  territories  in  this  same  general  locality.  At  the  present 
time  the  Conunission  has  before  it  rates  upon  these  commodities  from 
other  points  of  origin  in  several  complaints.  There  is  no  testimony 
in  this  record  from  which  a  satisfactory  conclusion  could  be  reached. 
It  may,  however,  seem  advisable  to  make  such  inquiry  hereafter  in 
this  and  other  cases  as  will  enable  us  to  establish  just  and  consistent 
rates  for  the  movement  of  these  articles,  and  in  this  view  these  rates 
will  be  reserved  for  future  consideration. 

IV. 

The  complainant  attacks  rates  on  citrus  and  deciduous  fruits  from 
California  points  of  production  to  Utah  points.  When  the  complaint 
was  filed  the  rate  on  oranges  was  $1.15,  on  lemons  $1.  To-day  the 
rate  upon  both  conmiodities  is  $1.15,  and  that  is  also  the  rate  appli- 
cable to  most  deciduous  fruits  and  vegetables. 

Rates  upon  citrus  fruits  from  California  to  eastern  destinations 
have  been  several  times  before  the  Commission,  and  their  history  is 
well  understood.  When  the  orange  industry  first  began  to  develop 
in  California  competition  was  encountered  both  from  Florida  groves 
and  from  foreign  production,  and  this  competition  in  both  cases  was 
most  active  upon  the  Atlantic  seaboard.  In  view  of  these  competi- 
tive conditions  the  same  rate  was  made  to  New  York  as  to  more 
westerly  points,  and  this  finally  resulted  in  applying  a  blanket  rate 
from  the  Missouri  River  and  all  points  east,  which  was  later  extended 
westward  to  Colorado  points.  For  many  years  this  rate  was  $1.25, 
but  in  1904  it  was  reduced  to  $1  on  lemons  and  in  1907  to  $1.15  upon 
oranges. 

While  the  blanket  rate  of  $1.25  was  in  force  the  rate  to  Utah  points 

was  $1.12^,  but  when  the  blanket  rate  was  reduced  to  $1.15  the  Utah 

rate  was  advanced  to  the  same  figure,  so  that  to-day  the  blanket 

extends  from  Salt  Lake  City  to  the  Atlantic  seaboard.    The  com- 
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plainant  insists  that  the  rate  to  Salt  Lake  City  is  inherently  unreason- 
able. 

This  Commission  has  often  approved  blanket  rates.  It  undoubt- 
edly should,  in  so  far  as  it  consistently  can,  approve  this  rate  upon 
citrus  and  deciduous  fruits  from  California.  That  feature  of  the  rate 
is  highly  satisfactory  to  the  grower  and  brings  this  article  into  more 
general  use  at  remote  points  than  would  otherwise  be  possible.  In 
passing  upon  the  reasonableness  of  the  blanket  rate  we  must  im- 
doubtedly  offset  the  rate  to  the  nearer  point  against  that  to  the  more 
distant  point.  But  where  the  application  of  such  a  rate  clearly 
results  in  imposing  unjust  and  unreasonable  transportation  charges 
at  the  nearer  point  this  fact  can  not  be  ignored  or  excused  simply 
because  a  rate  less  than  is  just  is  granted  at  the  more  distant  points. 

It  is  something  less  than  800  miles  by  the  San  Pedro,  Los  Angeles 
&  Salt  Lake  Railroad  from  southern  California  to  Utah;  via  the 
Southern  Pacific  to  Sacramento  and  east  it  would  be  some  350  miles 
farther.  From  most  deciduous  fruit-producing  points  in  California 
and  from  the  orange  groves  in  central  California  the  distance  to  Salt 
Lake  City  doos  not  exceed  from  700  to  800  miles.  Upon  no  theory  can 
we  sanction  a  rate  of  $1.15  per  100  pounds  for  these  distances.  We 
are  of  the  opinion  that  the  present  rate  of  $1.15  upon  citrus  and 
deciduous  fruits  from  producing  points  in  California  to  Utah  points 
is  unreasonable,  and  that  this  rate  should  not  exceed  $1  per  100 
pounds,  for  the  future,  the  minimum  to  be  that  contemporaneously 
applied  to  eastern  destinations. 


The  complainant  asks  that  certain  proportional  import  rates  upon 
Asiatic  business  moving  through  Pacific  coast  ports  be  established  to 
Utah  points,  and  these  rates  are  specified  in  statement  D  attached 
to  the  complaint. 

It  is  well  understood  that  these  import  rates  via  the  Pacific  coast 
are  made  in  competition  with  the  Suez  Canal.  The  rates  complained 
of  are  in  all  cases  blanket  rates  applying  to  the  Missouri  River  and 
territory  east.  There  are  but  nine  of  these  commodities — antimony 
ware,  baskets,  brushes,  camphor,  earthenware,  gums,  rugs,  sago,  and 
tea.  Upon  the  first  seven  of  these  there  are  at  the  present  time  no 
rates  to  Utah  points.  Upon  the  last  two,  rates  are  named  which  are 
slightly  higher  than  those  to  eastern  territory;  thus  the  less- than- 
carload  and  carload  rates  on  sago  to  eastern  territory  are  $1.25  and 
80  cents,  as  compared  with  $1.31  and  96  cents  to  Utah  points,  and, 
upon  tea,  $1.25  and  $1,  as  against  $1.50  and  $1  to  Utah  points. 

We  are  of  the  opinion  that  the  defendants  should  establish  to  Utah 
points  import  rates  upon  the  articles  above  named  which  do  not 
exceed  those  contemporaneously  in  force  to  the  Missouri  River,  and 
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that  the  present  rates  upon  sago  and  tapioca  and  tea  and  tea  dust  are 
unreasonable  to  the  extent  that  they  exceed  those  now  in  effect  to 
Missouri  River  points. 

VI. 

The  complainant  assails  first  class  one-way  passenger  fares  in  both 
directions,  between  Salt  Lake  City,  Ogden,  and  Provo,  upon  the  one 
hand,  and  Denver,  Omaha,  Portland,  San  Francisco,  and  Los  Angeles, 
upon  the  other. 

Fares  from  Provo,  Salt  Lake  City,  and  Ogden  to  Denver  and  Omaha 
are  the  same  for  the  following  reason.  The  Denver  &  Rio  Grande 
begins  at  Ogden  and  runs  south  through  Salt  Lake  City  and  Provo. 
Whatever  rate  is  made  by  the  Union  Pacific  from  Ogden  to  Denver 
must  be  met  by  the  Denver  &  Rio  Grande,  which  applies  the  same  rate 
at  Salt  I^^ke  City  and  Provo.  The  Union  Pacific,  beginning  at  Provo 
upon  the  south,  runs  north  through  Salt  Lake  City  and  Ogden  to 
Denver  and  Omaha.  It  must  meet  at  Provo  and  Salt  Lake  City  the 
rate  fixed  by  the  Denver  &  Rio  Grande,  which,  in  turn,  is  the  rate 
established  by  the  Union  Pacific  itself  from  Ogden. 

The  present  rate  from  all  these  points  to  Denver  and  Omaha  is 
obtained  by  applying  a  3-cent  mileage  scale  to  the  actual  distance 
via  the  Union  Pacific  from  Ogden,  that  being  in  all  cases  the  short- 
line  distance.  If  the  3-cent  scale  is  reasonable,  then  these  rates  are 
not  excessive. 

Not  long  ago  rates  upon  the  Union  Pacific  lines,  including  the 
Oregon  Short  line  and  the  Oregon  Railroad  &  Navigation  Company, 
were  often  as  high  as  4  cents  per  mile.  They  were  reduced  first  to 
3i  cents  and  subsequently,  some  three  or  four  years  ago,  to  a  uniform 
basis  of  3  cents  per  mile,  at  which  figure  they  are  now  maintained 
upon  the  entire  main  line  of  the  system. 

An  examination  of  the  local  rates  of  the  Great  Northern  and  the 
Northern  Pacific  shows  that  those  of  the  Great  Northern  are  just  about 
3  cents  per  mile  and  those  of  the  Northern  Pacific  a  trifle  less.  The 
local  rates  of  tlie  Denver  and  Rio  Grande  are  nearly  4  cents  per  mile. 
The  average  passenger  receipts  of  that  company  are  only  2  cents  per 
mile,  but  a  large  part  of  its  passenger  business  is  handled  imder  com- 
petitive rates,  wliich,  over  its  long  fine,  yield  a  reduced  mileage  rate. 

The  3-cent  fares  of  the  Union  Pacific  are  fairly  in  line  with  the  rates 
charged  by  other  railroads  in  tliis  territory.  The  real  question  is 
whether  the  passenger  fares  upon  all  these  lines  are  excessive. 

The  defendants  urge  that  passenger  fares  may  properly  be  high  in 
this  part  of  the  country  because  population  is  sparse;  but  this  is 
hardly  the  controlling  inquiry.  The  question  is  rather  how  much 
passenger  business  do  these  lines  handle  and  under  what  conditions 
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do  they  handle  it.  It  makes  no  difference  so  far  as  the  rate  is  con- 
cerned whether  the  business  ori^natcs  at  Omaha  and  east  or  whether 
it  originates  at  numerous  local  stations.  Indeed,  the  through  business, 
which  is  necessarily  long-haul  business,  is  more  desirable  and  can  be 
carried  at  lower  rates  than  strictly  local  business. 

Below  is  a  table  showing,  for  the  year  ending  June  30,  1909,  in  case 
of  the  railroads  named,  and  for  the  yeiir  ending  June  30,  1908,  in  case 
of  the  groups  and  the  general  average  for  the  whole  United  States,  the 
passenger  earnings  per  mile  of  road,  the  passenger  earnings  per  train- 
mile,  and  the  number  of  passengers  per  train  mile.  The  year  1908 
has  been  selected  in  case  of  the  groups  and  the  whole  United  States 
because  these  figures  are  not  yet  available  for  the  year  1909. 
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An  examination  of  the  aboye  table  discloses  that  the  earnings  per 
mile  of  road  from  passenger  traffic  upon  the  l^nion  Pacific  are  very 
much  larger  than  those  of  the  Chicago  &  North  Western,  Chicago, 
Milwaukee  &  St.  Paul,  Chicago,  Burlington  &  Quincy;  somewhat  in 
excess  of  the  Wabash  and  the  Illinois  Central,  and  only  slightly  leas 
than  the  Baltimore  &  Oliio,  the  Chicago  &  Alton,  and  the  Mirliigan 
Central;  that  they  exceed  the  average  of  the  several  g7X)up8  in  the 
United  States  except  Groups  I  and  II,  and  that  they  also  exceed  the 
average  for  all  the  railroads  in  the  United  States. 

An  important  inquiry  is  as  to  the  conditions  under  which  this  busi- 
ness is  handled.  Are  the  passenger  trains  well  loaded,  or  do  they 
run  light  1 

It  appears  from  the  alH>ve  table  that  the  earnings  per  train-mile 
upon  the  Union  Pacific,  the  Oregon  Short  linei  and  the  On  gon  Rail- 
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road  and  Navigation  Company  exceed  those  of  all  the  other  railroads 
named,  save  only  the  Southern  Pacific^  and  that  the  number  of  passen- 
gers carried  per  train-mile  is  usually  greater  than  upon  other  lines. 

The  above  figures  strongly  suggest  that  the  present  3-cent  fare 
upon  the  Union  Pacific  lines  might  be  somewhat  reduced,  but  we 
are  not  prepared  upon  the  present  investigation,  to  which  these  pas- 
senger rates  are  rather  incidental,  to  so  hold. 

From  tliis  it  follows  that  the  complaint  against  the  present  pas- 
senger fare  between  these  Utah  points  and  Ogden  and  Omaha  is  not  sus- 
tained. And  this  is  also  true  of  the  rate  to  Portland,  which  from  Salt 
Lake  City  is  $27  for  a  distance  of  945  mile^ — about  2.86  cents  per  mile. 

The  short  line  from  Salt  Imke  City  to  Los  Angeles  is  at  the  present 
time  via  the  San  Pedro,  lios  Angeles  &  Salt  Lake  Railroad,  the  dis- 
tance being  781  mile^.  The  present  first  class  rate  of  that  company 
is  $30,  yielding  over  3  J  cents  per  mile.  The  complainant  insists  that 
it  ought  not  to  charge  in  excess  of  2J  cents  per  mile. 

Tliis  road  is  comparatively  new.  As  with  most  railroads  built  in 
that  country,  serious  engineering  difficulties  were  encountered  in  its 
construction,  and  up  to  the  present  time  it  has  been  unfortunate  in 
its  operation.  For  each  of  the  past  three  seasons  it  has  sustained 
damage  so  serious  as  to  interrupt  for  a  time  the  entire  operation  of 
the  road.  The  showing  made  by  its  passenger  business  is  not  a  bad 
one.  For  the  year  ending  June  30,  1909,  its  passenger  receipts  per 
mile  of  road  were  $2,602.  It  averaged  to  carry  57  passengers  to  the 
train  and  its  average  earnings  per  train-mile  were  $1.54. 

It  is  alleged  in  its  behalf  that  many  special  excursion  rates  of 
Tarious  kinds  are  established,  so  that,  in  point  of  fact,  the  passenger 
between  Salt  Lake  City  and  Los  Angeles  seldom  pays  $30.  This  is 
undoubtedly  true,  but  it  seems  to  us  that  when  a  passenger  is  obliged 
to  pay  this  rate,  an  unjust  charge  is  levied.  Under  all  the  circum- 
stances we  are  of  the  opinion  that  the  fare  between  Salt  Lake  City 
and  Provo  on  the  one  hand  and  Los  Angeles  on  the  other  should  not 
exceed  $25,  and  that  between  Ogden  and  Los  Angeles  the  maximum 
should  be  $26.10. 

The  last  passenger  fare  in  issue  is  that  from  Ogden  to  San  Francisco. 
The  fare  is  $30,  and  the  distance  787  miles,  yielding  about  3f  cents 
per  mile. 

It  will  be  seen  from  the  table  already  referred  to  that  the  Southern 
Pacific,  in  all  the  elements  which  should  make  for  a  low  passenger 
rate,  surpasses  most  railroad  systems  in  the  United  States.  In  our 
opinion,  the  first  class  passenger  fares  between  these  points  should 
not  exceed  the  following: 

Ogden  and  San  Franriaco $23. 68 

Salt  Lake  City  and  San  Francieco 24. 69 

Provo  and  San  Francisco 26. 04 
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The  complaint  alleges  that  the  defendants  are  pooling  traffic  from 
the  east  to  Utah  points;  but  the  record  contains  no  proof  of  this 
allegation,  and  the  point  was  not  pressed  upon  the  argument. 

An  order  will  be  issued  in  accordance  with  the  foregoing  opinion, 
except  in  case  of  class  and  commodity  rates  between  eastern  defined 
territories  and  Utah  points.  With  respect  to  these  rates,  no  order 
will  at  present  be  made,  but  the  defendants  will  be  required  to  furnish 
an  accurate  account  for  the  months  of  July,  August,  and  September, 
1910,  or  for  such  other  representative  months  as  may  be  determined 
upon  by  the  Commission  after  conference  with  the  defendants, 
showing  the  difference  between  the  receipts  upon  traffic  actually 
moved  under  present  rates  and  what  those  receipts  would  have  been 
on  the  same  tralFic  had  these  proposed  rates  been  in  effect.  Carriers 
may  also  indicate  any  changes  in  other  rates  which  would,  in  their 
opinion  be  necessitated  by  the  putting  in  of  the  rates  established  by 
this  opinion,  and  may  show  the  reduction  in  revenue  so  occasioned; 
but  the  changes  should  be  definitely  indicated,  and  the  loss  of  revenue 
due  to  other  reductions  should  be  kept  entirely  distinct  from  that  due 
to  the  rates  here  specified. 

Either  party  may,  on  or  before  August  15,  1910,  file  with  the 
Conmiission  any  objection  to  the  rates  here  found  reasonable,  but  not 
now  made  the  subject  of  an  order.  If,  upon  an  examination  of  the 
objections  so  filed,  it  seems  proper,  the  parties  will  be  allowed,  during 
the  month  of  September,  to  present  testimony  to  the  Commission  and 
will  be  further  heard  in  that  behalf. 

Carriers  should  at  once  begin  the  preparation  of  schedules,  so  that 
these  may  be  ready  for  filing  not  later  than  November  1. 


SCHEDULE  X. 

Showing   Commodity   Rates   in   Cents   per   100   Pouni>s  from 
Defined  Eastern  Terrttories  to  Salt  Lake  Cttt,  Ogdbn, 

AND   PrOVO,   in  the   StATE   OF   UtAH. 

The  territories  used  in  this  schedule  in  naming  rates  to  Utah  points, 
are  the  following: 

Territory  No.  1:  Missoiui  River  and  common  points,  designated 
"Missouri  River." 

Territory  No.  2:  Mississippi  River  and  common  points,  designated 
"Mississippi  River." 

Territory  No.  3:  Chicago  and  common  points,  designated  "Chi- 
cago." 

The  above  territorial  groups  are  particularly  defined  in  Joint 
Freight  TariflF  Trans-Missouri  No.  20-E,  L  C.  C.  No.  207,  effective 
March  25,  1908,  which  description  b  here  referred  to. 
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Bah^Hsi  to  Wcftcrn  ClaailflotttiQO  No.  48  (Agent  F.  O.  Becker's  I.  C.  C.  No.  6),  sapplemooti  thereto  and 

reissues  thereof.] 


Artlctot. 


Froni 
Missi»> 
slppi 
River. 


From 
Mis. 
sourl 

RiTW. 


Acricultural  impWuieuts,  vii:  Krapers,  mowers,  liettders,  raower-kntle  grinders. 
nATvestcrs,  h«7  tedders.  h«yrscla  and  extra  parts  for  same,  straight  or  mixed 
carloads,  minimiifn  caTioad  welgtit  24jOOO  pounds 

Agrlcaltural  Implements,  hand,  yli:  Forks,  barley  (wooden);  forks,  hav  or 
manure;  forks,  spadlnf ;  hoes,  potato  books,  rakes  (wooden  or  Iron),  scythes, 
and  snaths,  In  packages,  minimum  carkMtd  weight  24,000  pounds. 

Potato  sorters,  minimum  oarkMtd  weight  24,000  pounds 

Shovels,  spades,  and  scoops.  In  packages,  minlmnm  carkiad  weight  24,000  pounds, 

Arsenate  of  lead,  In  packages,  minimum  carload  weight  40,000  pounds 

Ast>estos,  n.  o.  s.:  Asbestos  roofing  slate,  asbestos  building  paper  and  felting, 
asbestos,  magnesia  cork,  hair  felt,  and  mineral  wool,  boiler  and  pipe  coverini; 
and  oork  InsuJatlon  used  In  the  oonstnictlon  of  oold  storage  plants,  and  similar 
material  for  same  purposes.  In  bundles,  bags,  crates,  or  cases,  minimum  car- 
load  weight  24,000  pounds 

BabMtt  metal,  minimum  carload  weight  40.000  pounds 

Bags  and  bagging,  burlap,  gunny,  hemp  or  Jute,  not  colored  artlfldallv  nor  flg- 
ived,  painted  or  printed,  nor  backed  with  paper  or  sizing,  oompreaeea  in  bales, 
minimum  carload  welf^ht  30,000  pounds 

Bags,  cotton.  In  UUes  or  trusses,  minimum  carload  weight  30,000  pounds 

Bais,  sugar  (burlap,  cotton  lined),  minimum  carload  weight  30,000  pounds   . . , 

Baiinf  powders,  and  baking  powder  compound,  boxed,  minimum  carload 
wHcnt  30,1000  pounds 

Bath  tuba,  sfamifss  steel  (enameled),  minimum  carload  weight  24.000  pounds. . 

Bath  tuba,  watcroloaet  bowls,  cisterns,  urinals,  washbowls  (including  stands, 
II  d.),  And  stationary  wash  tuba,  oast-iron  or  seamless  steel,  plain  painted, 
gahranlaad,  nanlte-llned,  or  poroelaln-lined,  boxed  or  crated,  minimum  car- 
load weight  34.000  pounds 

Bath  tuba,  cast  iron,  plain,  painted,  galvanised,  nanlte-Uned,  poroelaln-lined, 
straight  carloads,  minlmnm  carload  weight  24,000  pounds 

Beans  and  peas,  dried,  split  or  whole,  in  sacks  or  barrels,  minimum  carload 
weight  40/100  pounds 

Belting,  leather,  minimum  carkMtd  weight  30,000  pounds 

Bicycles  (complete  or  stripped,  with  or  without  the  stripped  ports),  boxed  or 
ented,  minimum  carktad  weifdit  10,000  pounds 

Billiard  tables  (includlnc  toy  bOl^rd  tables)  k.  d..  Including  slates  or  marbles, 
oocs,  cue  racks,  ball  racks,  composition  pool  or  billiard  balls,  composition  shake 
balls  (snuOl  balls  used  In  bottles),  shake  botUes,  pin-pool  boards,  billiard 
marker  buttons,  billiard  bridges,  billiard  eue  Ups,  bUliard  chalk  and  billiard 
table  covers  (rubber),  minimum  carload  weight  24,000  pounds 

Books,  blank.  Including  school  composition  books,  blank  books  and  tablets  ior 
sehool  purposes  in  paper  covers,  boxed ,  minimum  carload  weight  30/)00  pounds . 

Books,  scrap  and  stub  file,  boxed,  minimum  carload  weight  30,000  pounds 

Books,  n.  o.  s.,  minimum  carload  weight  30,000  pounds 

Bottks,  siphon,  eonfectionary  and  tobacco,  and  druggist  and  museum  bottles 
or  lait,  of  capacity  of  1  gaUon  or  lass.  In  boxas  or  casks,  minimum  carload 
weight  24,000  pounds 

Bottles,  wins  or  beer,  and  whisky  or  brandy  bottles  of  similar  shapo,  common 
flint  green,  black  or  amber  (not  Inoinding  druggists'  prescription  botUes  and 
bottlas  of  nmllar  shapo,  or  flasks,  any  style  finish);  common  soda-water  bot- 
tles (not  siphon),  in  bulK,  or  In  boxas,  casks  or  oratea,  minimum  carload  weight 
10,000  pounds 

Bottles,  wins  or  bear,  and  whisky  or  brandy,  bottles  of  similar  shapo,  common 
flint,  green,  black  or  amber;  oommoa  aoda-watar  bottles  (not  siphon);  in 
boxas,  caaks  or  crates,  minimum  carload  weight  30.000  pounds 

Boxas,  p^ter,  pasteboard  or  flberboard,  minimum  canoad  weight  24,000  pounds. . 

Boxes,  poper  or  pasteboard  (inchiding  paraflUned  pasteboard  boxes),  k.  d.,  flat; 
also  folding  egg  carriers  (fdlded  flat),  and  egg  trays  (nested),  in  boxes,  crates, 
or  bundles,  mmimum  carload  weight  30,000  pounds 

Brsss  goods,  not  silver  plated;  butts,  bolts,  caMlngs,  liuioets,  n.  o.  s.,  pipe  bends 
and  traps,  pipe  connections  (n.  o.  s.),  hinges,  moldings,  nails,  rivets,  tacks, 
bluks,  screws,  comers  for  ploturs  frames,  and  door  rails,  boxed,  minimum 
carload  wolcht30i)00poun<& 

Broom  com  (In  36-Bot  cars),  minimum  carload  weight  14,000  pounds 

Candles  and  wax  tapers,  minimum  carload  weight  30,000  pounds , 

Cumed  goods,  vis,  fish,  fruits  (not  preserves),  meats  (inchiding  pottad  or 
dovilod),  oUves,  vegetables,  catsup,  kraut,  baked  macaroni  and  cheese,  soups, 
breads  and  pudding  in  tin,  glass  or  earthenware  packages  harmetioally  sealed, 
boxad,  tftiwiwitrm  csrload  weight  40,000  pounds , 

Caanad  corn,  boxod.  mlntnmm  carload  weight  40,000  pounds 

Oamiad  fldi,  canned  clam  julca,  and  eannad  clam  chowder,  boxad,  minimum 
carload  wolght  40,000  pounds 

Oannodmaau  or  moats  In  glass,  hermetically  sealed  (inchiding  potted  or  deviled) 
boxod,  straight  or  mlxad  carloads,  minlmnm  carload  weight  40/XK)  pounds.. . 

Canned  baans  and  canned  peas,  boxed,  minimum  carload  weight  40,000  pounds . . 

Cans,  tin  (Including  tin  boxes,  tin  lard  cans,  tin  lard  pails  and  milk  cans),  in 
paekagss  or  bulk,  minimum  carload  weight  90,000  pounds 

oThls  rata  will  opply  on  *'pork  and  beans." 
lOLaCRep. 
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Arttdet. 


lOIIll 

RlTer. 


I  with  paint  slmOar 


Carpets,  n.  o.  s,,  Includlof  art  carpet  (heavy  burlap  stamped  w._ 

to  oUcloth):  rugs  (Invoice  value  not  exceeding $100 each)  and  mats,  id 

carl  oad  weight  24,000  pounds 

Oarpa  t  lining,  in  rolls  or  compreosed  in  bales,  minimum  carload  weight  24,000 


pounds - 

Cartr  dges  (metallic  or  paper  for  small  arms  only),  loaded,  if  ao  marked  oo  outside 

of  packages,  minimum  carload  weight  30,000  pounds 

Cereals  and  cereal  preparations,  vis.:  Flour  (wheat,  rye  or  buckwheat).  In  pack- 
ages, minimum  carload  weight  50,000  pounds 

Chmmeys  and  lantern  globes,  glass,  in  boxes,  barrels,  or  orates;  also  class  lamp 
chimneys  packed  in  cfouble-fiBced  oorrugated  pasteboard  boxes,  minimum  car- 
load weight  16,000  pounds 

Clothespins,  boxed,  minimum  carload  weight  24,000  pounds 

Ck>thes  wringers,  and  parts  thereof  (including  combination  wash  bench  and 
clothes  wringers),  map  wrint^rs,and  hand  mangles,  boxed  or  crated,  minimum 

carload  wei^t  30,000  pounds 

Cfcythlng,  vis:  Merino  and  cotton  knit  underwear,  cardigan  Jackets  (cotton  or 
woolen),  and  sweaters  (cotton  or  woolen),  in  bales  or  in  cases,  cotton  merino 
and  woolen  hosiery,  cotton  knit  ribbing,  and  cotton  knit  wristbands,  boxed, 

minimum  carload  weight  20,000  pounds 

Cocoa  and  chocolate,  in  boxes,  minimum  carload  weight  30,000  pounds 

Cocoa  beans,  straight  carloads,  minimum  carload  weight  30,000  pounds 

Coffee,  green,  in  sacks,  minimum  carload  weicht  30,000  pounds 

Coffee  (Inchiding  cereal  coffee),  roasted  or  ground,  in  boxes,  baneb,  or  drums, 

minimum  carload  weight  30,000  pounds 

Cotton  waste,  in  bales,  machine  compressed,  minimum  carload  weight  24,000 

pounds 

Cnnberries,  In  packages,  minimum  carload  weight  24,000  poimds 

Creamery  and  cneese-bictory  machinery,  minimum  carload  weight  24.000  pounds. 

Crucibles  and  retorts,  n.  o.  s..  mininnim  carload  weight  30,000  pounds 

Dressing,  harness,  shoe  or  belt,  and  shoe  and  furrier's  blackine,  llauid  or  paste, 
in  glass  or  stone,  boxed  or  in  barrels,  minimum  carload  weif;nt  30,000  pounds . . 
Drugs,  medlcines,and  chemicals,  nitrate  of  ammonia,  medicinal  oils,  witch  hazel, 
mediclnal  and  flavoring  extracts,  and  djrestuffs,  n.  o.  s.,  in  packages,  mini- 
mum carload  weight  24,000  pounds 

Medicinal  and  surgical  plaster,  surgical  dreasfaigs,  and  absorbent  cotton, 

boxed  .minimum  carload  weight  24,000  pounds 

Dry  goods:  Blankets,  horse:  burlap,  duck,  and  shoddy,  any  quantity 

Any  of  the  following  artiolei  made  whoUv  of  cotton,  vis: 

Caliooet,  cambrics,  glaxed,  flat  (not  including  tracing  cloth),  canton  or 
cotton  flannels,oottonades,cottonoorduroy  .cotton  or  shoddy  blankets, 
•hoddy  blanketing.  cotUm  crash,  cotton  prints,  cotton  damask  (n.cs., 
not  Including  upholstering  damask),  cotton  Jeans,  ootton  bunting,  cot- 
tondress  llnlngs,cotton  dress  goods  of  domestic  manufacture  In  the  orie- 
lnalplece,cotton  yam,  buckram,cotton  shirtings,  canvas  (notembrola- 


«ry  )^  domestic  checks,  stripes,  and  cheviots,  domestic  ghighams,  sUa- 
sias, ticking,  and  scrims,  ootton  sheets  and  pillowcases,  any  quantity. 

Cotton  piece  goods:  Cotton  &kbrics(  made  wholly  of  cotton)  Intheorigfnal 
piece  (but  not  finished  articles  ready  for  Immediate  use),  packed  In 
rolls,  covered  with  burlap,  or  In  boxes  or  bales,  ootton  shoddy  lining, 
oottoo  warp,  ootton  yam,  Aiade  cfoth  and  window  hoUands,  plam 
nneut  and  undeoorated.  In  bales,  any  quantity 

Cotton  duck  and  denims,  minimum  carload  weight  30,000  pounds. 


Cotton  drtUs,  oottoo  sheetings,  and  ootton  bagring.  Ueacbed  or  un- 
bleached, mhilmimi  carload  weight  30,000  pounds. . 


Barthenwarei.  stoneware,  and  orookery.  In  boxes,  barrels,  casks,  Uerces,  cnXm, 
or  hogsheads,  minimum  carload  weight  24,000  pounds 

Earthenware,  plumber's,  vis:  Washbowls,  water-closet  bowls,  and  urinals,  mtail- 
mum  carload  weight  24,000  pounds. 


Food,  poultry,  vis:  Oroond  meat  and  bone,  alfUfa  meal,  blood  meal,  ghiten  meal, 
clover  mesi.  gluten  feed,  cut  aUslfa,  cut  cfover,  omin  screenings,  millet  seed, 
orashed  shells,  and  charcoal.  In  packages,  mfaumum  oarioad  weight  80,000 
pounds 

Fieaiers,lce-crBam  (hand  or  maohfaM),and  lc»«ream  freeser  tubs,  mininram  car- 
load weight  24,000  pounds 

Fruit  boxes  or  baskeb,  wooden,  nested.  In  packages,  minimum  carload  weight 
24,000  pounds 

Furniture,  net  cost  of  each  piece  enumerated  not  to  exceed  the  following,  vis: 
Bedsteids  or  folding  beds  (wooden),  vahie  fl4  each,  bureaus  $20  each,  chlffo- 
nien  tSOeach.  small  Ubles  (not  faidudlng extension  tables)  16 each,  washstands 
tSead^ straight  or  mixed  carloads,  minimum  carfoad  weight  20,000  pounds. . 

Fnmltare,  vis: 

Mattresses  and  frames,  metallic,  wire  oots,  wooden  folding  eribe  with  woven 
wire  bottoms  (k.d.  or  folded  fiat),  wire  and  spring  beds  and  bottoms,  and 


cots,  not  upholstered.  In  packages,  le«  than  carload. 
Ie8,fai|  " 
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Articks. 


rurnltiue— CootlniMd. 

Bedfteads  (iron),  folding  beds  (Iron),  cribs  (Iron),  Institution  beds  (Iron), 
k.  d.  metallic  couch  frames,  k.  d. ,  or  metallic  folding  couches  (folded),  plain 
or  with  brass  trimmings,  metallic  mattreses  and  spring  beds  (com pressed), 
wire  cots,  wooden  foldiiu  cribs  with  woven  wire  oottoms  (k.  d.  or  folded 
flat),  wire  and  spring  beds  and  bottoms  and  canvas  cots  (not  upholstered), 

minimum  carload  weii^t  34,000  pounds , 

Gamp  fumiture,  foldedflat,  consisting  of  canvas  cots,  canvas  seat  chairs, 
oanvai  seat  stools,  and  camp  tables,  nUnlmum  carload  weight  30,000  pounds. 


Church  pews,  k.  d..  In  packsges  or  bundles,  mlnlmimi  carload  weight  MflOO 

pounds 

Glass,  window,  common,  boxed,  minimum  carload  weight  dOflOU  pounds 

Glassware,  (except  cut)  n.  o.  s.  (In  boxes  or  barreU),  and  glass  lamns.  plain.  In 

no  way  ornamented  or  decorated  (In  boxes,  ban.  is,  or  casks);  fruit  or  Jelly 

glasses  (value  not  to  exceed  2S  cents  per  doxen)  and  tops  and  top  fastenings  for 

same,  in  boxes  or  JMurels;  patch  boxes  (In  boxes  or  barreb) ,  also  opal  glassware. 

not  metal  trimmed  (In  boxes,  barrels,  or  casks),  minimum  carload  weight 

34/)00  pounds 

Olnoote,  in  barrels,  In  straight  carloads,  minimum  carload  weii^ht  30,000  pounds. 

Glue,  in  boxes,  barrels,  or  baes,  minimum  carload  weight  30,000  pounds 

Grease,  axle  (not  machine  lubriiimt),  Including  mineral  or  petroleum  axle  grease, 

in  neiokages.  minimum  carload  weight  30,000  pounds 

Grindstones  (and  frames)  mounted  or  unmounted,  minimum  carload  weight 

30,000  poHBtdw. 

Barnes,  wooden,  In  boxes,  crates,  or  bundles,  minimum  carload  wel^t  30,000 

pounds 

Bandies,  wooden.  In  boxes,  crates,  or  bundles,  as  follows:  Axe,  adse,  pick, 

sledge,  hatchet,  hammer,  mallet,  fork,  hoe,  rake,  shovel  and  peavy,  minimum 

carload  weight  dOfiM  poimds. 


Handles,  wooden.  In  boxes,  crates,  or  bundles,  as  follows:  If  op  with  or  without 
matal  fixtures  attached,  but  without  heads,  and  pfow,  rough,  handles,  wooden, 

in  the  white,  minimum  carload  weight  30.000  pounds 

Handles,  viz:  Mop  handles,  without  metal  utures  attached,  minimum  carload 

weight  ¥)fiOO  pounds 

Hardware  articles:  Chain,  trace,  and  hobble,  minimum  carload  weight  30,000 

pounds 

Hardware,  rls: 

Adses,  with  or  without  handles,  boxed;  axes,  with  or  without  handles, 
boxed;  and  axes,  with  handles,  handles  exposed  and  blades  boxed  or  crated, 

minimum  carload  weight  30,000  pounds 

Hangers,  rollers,  and  rail,  barn-door  hancera,  parlor-door  (Including  tracks 

for  same),  minimum  carload  weight  30,000  pounds 

Rail  or  track  (iron)  door,  minimum  carload  weight,  30,000  pounds 

Knobs  for  fiimiture,  locks,  and  pictures,  in  packages,  locks  in  packages,  sash 

fMtcners  In  packages,  minimum  carioad  weight  30/)00  pounds 

Vises,  Iron,  mmlmum  carload  weight  30.000  poimds 

Hollow  ware  ofoast  iron  only,  i^aln  or  enameled,  as  follows:  Pot8,kettles,skillet8, 

spiders,  Sootch  bowls,  long  pans,  sad-iron  heaters,  griddles,  waffle  Irons,  broilers, 

caldron  kettles,  sugar  kettles,  pitch  pots,  bake  ovens,  sauce  pans,  broilers,  gem 

.    Dans,  tea  kettles,  and  hoppers  (slop);   also  the  following  stove  fumiture: 

Bfowers,  cover  lifters,  pokers,  scrapers,  shakers,  dampers,  stove  shovels,  and 

tongs,  minimum  carload  weight  24,000  pounds 

Hose,  rubber  (with  or  without  covering),  In  cases,  crates,  or  bales,  minimum  oar- 
load  wei^t  30,000  TMW"»^ff 

Incnbators  and  brooaers,  minimum  carioad  weif^t  24,000  pounds 

Ink,  In  glass,  stone,  or  paper  bottles,  boxed,  or  In  tin  cans,  boxed  or  In  wood: 
mocDagef  in  boxes,  barrels,  or  kegs,  and  stationers'  paste  (not  confectioners' 

pasta),  straight  or  mixed  oarioads,  minimum  carload  weight  30,000  poimds 

Insulators,  terra  ootta,  day.  glass,  or  porcelain.  Including  insulators  (similar  to 
Moiults),  for  use  in  buildingi  fbr  protection  against  fire:  also  telegraj  " 


ti  ■««■    u^  lu  i/mwjiii»»  MM    |Mwi^^»«vu  ii^miian  ••««,     im«u  tmegTaph  pUlS 
ets.  In  boxes,  barrels,  crates,  or  hogsheads,  minimum  carload  weight 

30  jOOO  pounds 

Irooandsteel .  articles  of,  vts: 


Bridge,  w&ari,  gas  house,  and  structural  Iron  and  steel,  fabricated  or  unfabri- 
cated,  consist  hg  of  angle,  channel,  beams,  columns,  trusses,  circular  frames, 
girders,  piling,  brMSS,  bridge  railmc,  floor  plates  (comigated),  riveted  and 
east  shoes;  tnbing,  pier,  bars  (with  Bead,  eye,  or  screw  threads);  rods  (with 
"  *  ,  or  screw  threads);  pulleys,  (tank  or  reservoir);  weishts,  sees, 
t  caps  and  naaes;  plate  (No.  II  and  heavier), 
'    truss  bars  and  comigated  bars 


bsad,  eye,  ».  ^^^  ».,..s»/, 

toss,  rails.  Joist  hangers,  post     , 

pODdied  or  unpunched,  Sent  or  not  bent; 
ferrelnfo    '  


reinforcing  concrete  construction:  sidewalk  and  floor  plates  (without 
B);  rtveCi  (not  less  than  one-half  Inch  In  diameter);  washers;  anchor 
fn^^  *''*'  t^Mg!'*^  or  telephone  poles),  minimum  carload  weight  30,000 

i-L^iuus  Ittr  eAcii  car  used 

Anvils,  or  anvils  and  vfoesoombtned,  minimum  carload  weight  30,000pouiids. 

Boiler,  ptatc  and  sheet  iron.  No.  11  and  heavier  (black  or  lalvanlxad).  not 

bentjiacUidtng  t><>ller  heads  and  ends,  flat,  unllanged,  minimum  carioad 

weight  40,000  po    r  1i 

Boilers,  plate  and  .    et,  n.  o.  §.,  Noa.  11  to  16,  both  inchislve  (black  or  gal- 
TtDlzed),  not  ben  I  or  punofaed,  mintattum  carload  weight  40,000  pounds. .. . 
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From 
Chi- 
c«CO. 


Fnun 
Mlasis- 


From 
Mis- 
souri 
BiTsr. 


Iron  and  steeL  srUcles  o^-Gontinued.  .  . 

Bolts,  nats,  washers.  nuUocka,  riTets,  lag  bolts  and  lag  soraws,  mlnimmn 

carload  weight  30,000  pounds 

Butts  and  hlnccs  (ezoept  spring),  tn  boxes,  kegs,  barrels,  or  casks,  mlnhnnm 

carkwdwel^t  30,000  pounds 

BUleto.  blooms.  Ingots,  muck  bar  and  scnp  steel,  minimum  carload  weight 

Casings,  car  seat^'cwriagei  'wBion^MJiit'ia^  Impiement,'  farnltun, 
hose,  plow,  school  desk  and  stq;>-laader,ln  boxes,  barrels,  or  crates,  mini- 
mum carload  weight  30,000  pounds 

Chain,  n.  o.  s.,  mlmmum  carload  wei^t  40,000  pounds 

ClcTlses.  in  boxes  or  barrels,  minimum  carload  wel^t  30,000  pounds. 

Fence,  K.  D.,  in  crates  or  bundles  (induding,  if  desired,  iron  gates  and 
wTought4ron  fence  posts),  and  fence  pfeket  tlps(in  boxes,  barrels,  or  casks), 

minimum  carload  weight  24,000  pounds. 

Fire  plucs,  fire  hydrants,  and  water  gates,  in  mixed  carioads,  minimum 

oarloaawei^t  30,000  pounds 

Hasps,  hooks,  hoop  keeps,  staples,  links,  connecting  links  (not  link  belting). 
1H>  links,  and  cold  shuts,  m  boxes,  icegs,  or  barrels,  minimum  carload 

weight  30,000  pounds 

Hinges,  spring,  boxed,  minimum  carload  wei^t  30,000  pounds 

Iron  work,  consisting  of  architectural  Iron  work,  vis:  Door,  window,  and 
skylight  frames,  and  bronsed  architectural  iron  fMlngB  and  fronts,  mini- 
mum carload  weight  30,000  pounds 

Lathing,  wire  (woven),  corrugated,  perforated  or  expanded,  expanded  metal 
fkMrIng,  metal  concrete  remforoement,  n.  o.  s.,  iron  studding  and  comer 
beads, In  boxes,  crates,  or  bundles,  minimum  carload  weight  30,000  pounds. 

Pig,  TniniTnnin  carload  weight  00/)00  pounds ..., 

Pipe  fittings  and  connections,  including  deanout  flttinp,  cocks,  or  valves, 
wrought,  cast,  or  malleable,  or  iron  body  oocks,  valves  and  pipe  oonneo- 
tioos  (the  bodies  and  principal  parts  of  which  are  iron,  but  having  brass 
pieoes  or  parts)  screwed,  flangea  or  with  hub  ends;  also  wrought4ron  pipe 
bends,  with  or  without  wrought  or  cast-iron  flanges,  minlmnm  carload 

weight  30/)00  pounds 

Ptpe.casMron,  and  cast-Iron  connections  for  same,  minimum  carload  weight 

S>AX>  pounds 

Pipe,  wrought-lron  or  steel  wekied,  sfamless,  or  lock  bar  (induding  boHer 
flues  not  over  12  inches  in  diameter),  minlmnm  carkwd  welghf  40,000 

pounds 

Shafting,  plain,  without  connections*  minimum  cark)ad  weight  ¥iflOO  pounds. 
Sheet,  planished  or  polished  sheet  sted  (Imitation  planished)  in  packages, 

minimum  carload  weight  30,000  pounds 

Shingle  bands,  iron  or  wire,  in  packages,  minlmnm  cark)ad  welfht  40,000 

pounds 

Shoes,  horse,  mule,  and  ox,  induding  toe  calks.  In  boxes  or  k^,  mtnhnmn 

oarkiad  wcuht  40i)00  pounds 

Ties,  baling.  In  packages,  minimum  carload  weight  40,000  pounds 

Tubing,  open-seam  (not  bent),  n.  o.  s.,  mlnhnum  carload  weight  30,000 

pounds 

Lanterns  (not  Induding  magic,  paper,  or  toy  lanterns),  In  boxes,  barrels,  casks, 

or  crates,  minlmnm  carload  weight  20  AX)  pounds 

Lawn  mowers,  hand,  with  or  without  grass  catchers,  boxed  or  cn^,  mlnbnum 

carload  wdght  24fiOO  pft^»n4# 

Lead.  bar.  pig,  sheet,  or  pipe,  minimum  carload  weU^t  40,000  pounds  .*..!.'!!*! 

Leather,  bi  boxes  or  roOs,  of  the  following  kindr  Bellies,  belting  bntu.  collar, 

beads,  pieoes,  harness,  rough,  scrap  (in  sacks),  tufts  (In  sacks),  seal,  skirting, 

sole.  spnU,  tanned  goat  skins  (wltiiout  hair),  tanned  thtep  skins  (without 

wool),  walrus,  any  quantity 

Leatlier,  sole,  minimum  carload  weight  90,000  pounds 

Liquors,  as  follows: 

Aksohol  (induding  wood  alcohol),  and  high  wines.  In  bulk,  in  barrels,  or 

drums,  minlmnm  oarkiad  weidit  2ifi00  pounds 

Alcohol  (induding  wood  alcohol),  and  hikh  wines.  In  tank  cars,  minimum 

capadty  of  tank,  minimum  carload  wel^t  dOfiOO  pounds 

Lye  (eoooentrated)  and  potash.  In  cans,  boxed,  minlmnm  carkwd  weight  40,000 

pounds 

Uaoaronl,  noodks,  and  vermicelli,  boxed,  minlmnm  carload  weight  14,000 

pounds 

Mantels,  wooden  (induding  not  to  exceed  one  grate  for  each  mantd),  minimum 

carload  wdght  16AX)  pounds 

Matches,  tn  paper  or  wooden  boxes,  packed  In  mctaUio  or  wooden  cases,  minl- 
mnm carload  wclcht  24,000  pounds 

Mattlnr,  mats,  and  rugs,  grass.  In  packages,  minimum  carload  wdght  30,000 

pounds 

Mica,  ground ,  In  packages,  minlmnm  carload  weln^t  30^000pounds 

Milk,  condensed.  In  h^rmetloally  sealed  cans,  boxed,  or  In  bottles  packed  tn 

boxes,  or  In  wood,  minimum  carload  wdght  40,000  pounds. 

Mlnoe^neat  and  pie  preparations,  In  glaas,  earthenware,  or  ttn  packages,  boxed; 
in  paper  boxes,  boxed;  in  pails  or  tubs  when  packed  in  boxes,  crates,  or  bar- 
rels: In  kits  or  kegs;  or  In  oolk  In  barrels,  or  naif  barrels,  minimum  carload 
"*dght30/X)0  pounds 
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Chi- 
cago. 
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River. 


r  wheels  (with  or  without  axles  attached),  jnlnimum  carload  wHgbt 

ttmds 

If  luieal  Instnunents:  Orfans,  melodeons,  pianos,  meohanlcal  pianos,  mechanical 
plaoo  players,  and  automaoo  slot  pianos,  boxea;  also  organ  and  piano  benches, 
chairs,  and  stools,  upright  pianos  and  organs  (cabinet),  wrapped  and  immov- 
ably braced  in  ear,  minimum  carload  weight  12,000  pounds 

Nails  and  spikes  (not  including  railroad  spikes  or  ship  and  boat  spikes),  out  or 
wire,  n.  o.  s.,  in  boxes  or  kegs:  wire  (fence).  Iron  or  steel;  smooth  annealed, 
plain  or  galvanised;  barbed,  galvanized  or  painted  staples;  wire  hoops,  miui- 

mum  carload  weight  40,000  pounds 

Nails,  horse,  in  boxes,  minimum  carload  weight  30,000  pounds 

Nuts,  edible,  n.  o.  s.  (not  shelled),  in  packages,  minimum  carload  weight  24,000 
nnds 


poan4 

Oil-cake  and  oil-cake  meal,  minimum  carload  weight  40,000  pounds 

Oilcloth  (floor),  linoleum,  wood  grain  flooring  and  cork  carpet,  boxed  or  crat«d. 
carrier's  convenience,  straight  or  mixed  carload,  minimum  carload  weight 
24  jOOO  pounds 

OUcloth,  n.  o.  s.,  boxed,  crated,  or  wrapped,  minimum  carload  weight  30,000 
pounds 

Paint,  earth  or  mineral  (including  colored  clav  and  mortar  color),  paint  enamels. 
Miamel  finish,  paint,  dry  sine,  oxide  of  sine,  leaded  sine,  white  or  red  lead 
paint,  ground  sine  In  oil;  paint,  white  or  red  lead  or  litharge,  dry  or  In  oil; 
paint,  white  lead,  ground  in  oil;  paint,  bulk;  paint,  dry  chemical;  paint,  n.  o. 
s.,  and  paint  driers;  putty,  In  cans,  kMs,  boxes,  or  barrels;  wall  coating,  and 
wall  finish,  minimum  carkMd  weight  40,000  pounds 

Paints,  white  or  red  lead  or  litharge,  dry  or  In  oil.  In  cans  (packed  in  boxes  or 
barrels),  or  in  barrels,  casks,  kepi,  kits,  boxes,  or  iron  drums,  minimum  car- 
load weight  60,000  pounds 

Paper,  building,  n.  o.  s..  roofing  and  felt  (including  indented  paper),  minimum 

oarlood  weight  30,000  pounds 

Newsprint,  in  boxes,  bundles,  rolls,  or  orates,  minimum  carload  weight 
80,000  poonds. 


Wrapping  paper,  n.  o.  s.,  in  bundles,  boxes,  or  crates,  minimum  carload 
^  weight  »)/)00  pounds 


Box  board,  strawboard,  minimum  carload  weight  30,000  pounds  . 


Paper  baei,  plain  or  printed,  nilniiuum  carload  weight  40,000  pounds , 

Paper,  writing  (flat),  plain  or  ruled,  including  Manila  wriUng,  ledf;cr,  linen,  and 
bona  papers  and  paper  tablets,  minimum  carload  weight  dOfiOQ  pounds , 

Paper  hangings  (not  including  decoration  sets),  veneering  and  lincrusla  walton, 
mlnfanom  carload  weight  24,000  pounds 

Paper,  news.  In  rolls,  minimum  carload  weight  30.000  pounds 

PlcKlea,  n.  o.  s.,  including  capers,  catsup,  cauliflower,  chlU  sauce,  chutney, 
cucumber,  dill  weed,  horse-radish,  India  relish,  kraut,  mangoes,  mustard  (pre- 
pared), dive  oU,  olives,  onions,  pepper  sauce,  pickled  peppers,  salad  oil,  table 
sauce,  n.  o.  s.;  tomato,  vinegar,  Worcester  sauce,  in  glass,  earthenware,  or  tin 
packages,  boxed;  in  tubs  when  packed  In  boxes,  crates,  or  barrels:  or  In  bulk 
In  barrels,  half  barrels,  kits,  or  kegs,  minimum  carload  weight  30.000  pounds. . 

Plaster,  building.  In  paclcages.  minimum  carload  weight  tOMd  pounds 

Potaaslnm,  cyanide  of,  in  packages,  minimum  carkiaa  weight  30,000  pounds. . . . 

Preserves  (including  mince-meat,  fruit  butters,  and  Jellies),  In  glass,  earthen- 
ware, or  tin  packages,  boxed:  In  pails  or  tubs  when  packed  In  boxes,  crates,  or 
barrels;  or  in  bulk  In  barrels,  half  barrels,  kits,  or  kegs,  minimum  carload 
weight  30,000  pouBcla 

Refrigerators,  including  refrigerator  display  cases,  minimum  carload  weight 
16iSX)  pounds , 

ReamTln  barrels,  minimum  carload  weight  40.000  pounds 

Rice,  broken  rioe,  and  brewers'  rice.  In  packages,  straight  carloads,  minimum 
oanoad  weight  40,000  pounds 

RIoe.  rice  flour,  rice  meal,  rice  flakes  or  flaked  rloe^  and  broken  rioe,  minimum 
oanoad  weight  40.000  pounds , 

Rubber  boots  and  shoes,  including  tannls  shoes  (canvas  tops),  boxed,  minimum 
carload  weight  24,000  pounds 

Rubber  rings  for  friilt  Jars,  in  boxes  or  barrels,  minimum  carload  welf^t  30,000 
pounds , 

Sad  irons  (not  including  electric  sad  Irons  nor  gas,  gasoline,  charcoal,  or  akx>hol 
burning  sad  irons),  and  sad-iron  handles  and  stands,  In  boxes  or  barrels,  mini- 
mum carload  weight  30,000  pounds , 

Baleratus  and  bicarbonate  of  soda  and  soda  carbonating  compound,  minimum 
carload  weight  30  AX)  pounds , 

8al  soda,  mlnunum  carload  weight  30,000  pounds 


^ma  viMHi*  iiiiiimmw  %ii»*  i«mmi  wciKUfc  *iu,«mk/  |n»uiiU9 , 

Sash  weights  and  balance  weights  for  folding  beds  and  lounges,  also  counter- 
weights, minimum  carload  weight  eo.OOO  pounds 

Scales  and  scale  beams,  n.  o.  s.  (not  including  computing  scales,  gold-wel^^hing 
scales,  nor  assayers'  or  apothecaries'  scales),  all  flregile  parts  boxed  or  crated, 
minimum  cariosd  weigh 1 24 .000  pounds 

Scouring,  washing,  polishing,  and  sweeping  compounds,  n.  o.  s.  (not  Inrludinj; 
llqula  compounds,  except  when  In  tin  cans  boxed),  also  washing  crystals, 
minimum  carioad  weight  40,000  pounds. 


Seed:  Alfalfa,  beet,  clover,  grass,  hemp,  mustard,  rape,  bird,  timothy,  millet, 
and  canary,  kafljr  com  8f«d,  broom-corn  seed,  also  wheat,  com.  pop  com, 
oats,  peas,  and  t>eans,  minimum  carload  weight  30,000  pounds 
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Seed,  vetch,  in  paclragcs,  mlnimnin  carload  weight  30,000  poandi 

Sheep  dip,  liquid,  minimum  carload  weight  30,000  pounds. , 

Bheep  dip.  liquid,  paste,  or  powdered,  minimum  canoad  weight  dOflOO  pounds. . 
Shinies,  iron  or  metal.  Including  tUa  rooflng  (galvanUed  Iron),  minimum  car- 
load weight  80,000  pounds , 

Shoe  nails,  shoe  tacks,  and  steel  shanks,  boated,  minimum  carload  weight  30/XX> 

pounds 

Shoes,  heads,  rings,  tires,  or  dies  (for  quartz  mlUs),  also  cams  and  tappets,  iron 

or  steel,  minimum  carioad  weight  40,000  pounds , 

Shot,  In  bags,  minimum  carload  weight  30.000  pounds 

Sledges,  wedges,  and  mauls.  Iron  or  steel,  m  boxes,  barrels,  or  orates,  minlmom 

carioad  weight  80,000  pounds 

Soap,  soap  chips,  and  soap  powder.  In  packages,  minlmom  carload  weight  40,000 

pounds 

Soda  ash  (may  be  shipped  In  sacks),  soda  crystals,  canstlc  soda  and  hyposulphite, 
nitrate  (may  be  shipped  In  sacks),  silicate  (may  be  shipped  In  sacks),  and  sul- 
phate of  soda,  sulpmde  of  sodium  and  ohlorfde  of  Ume  (may  be  shipped  In 
casks),  In  kegs,  boxes  or  iron  drums,  minimum  carload  weight  40,000  pounds. . 

Solder,  minimum  carload  wd^t  40,000  pounds 

Springs,  bed,  spiral,  In  boxes,  orates,  or  bundles,  minimum  cartoad  weight  34,000 

pounds 

Stamped  ware: 

The  following  articles  may  be  taken  in  mixed  carloads  with  stamped  ware  at 
rate  named  below:  Cans,  kegs,  and  palls,  made  of  sheet-Iron  or  steel,  n.o.s.: 
ooal  hods  or  scuttles,  nested,  copper  wash  boilers,  copper  tea  kettles,  not 
plated;  galyanixed  dilldren's  bath  tubs,  galvanised  foot  tubs,  galvanised 
garbage  and  ash  barrels,  galvanised  Iron  buckets  and  tubs,  galvanised  iron 
washDoUers,  galvanised  Iron  wash  bowls  and  pans,  galvanised  cans,  gal- 
vanised sheet-iron  mangers.  Iron  ladles,  skimmers,  and  cake  turners.  Jap- 
anned or  lacquered  tinware,  including  jmnned  tin  water  coolers,  metal 
toasters,  mUk  shipping  cans  (may  be  taken  loose),  oilers  (not  Including 
brass  and  glass  oil  cups),  boxed;  pierced,  square,  and  round  pans,  nested; 
stamped  Iron  dripping  pans,  stamped  Russia  Iron  mining  pans,  tin  broom 
k>cks,  tinned  bucket  ears,  tinned  iron  handles,  tinner's  stamped  trimmings, 
tin  scoops,  nested;  tin  spoons,  boxed;  tinned  spoons,  tubed  cake  pans, 
nested;  sine  or  tin  can  screws. 
Mixed  carloads  of  articles  described  In  these  bracketed  paragraphs,  including, 
If  desired,  tinware  In  boxes,  barrels,  or  crates,  minimum  cartoad  weight 

22.000  pounds. 

Starch  (Inohiding  com  starch)  and  dextrine,  minimum  cartoad  weight  30,000 

pounds 

Stoves  Tis.:  Radiators,  cast  iron.  In  straight  carloads,  mlnlmnm  carload  weight 

40,000  pounds. 

Stovepipe,  iron  (cot  to  shape),  nested  solid,  boxed  or  crated,  minimum  carload 

weight  40|000  poonds 

Stove  boards,  boxed  or  orated,  minimum  carload  weight  30,000poands 

Strawboard,  in  orates  or  bundles,  minimum  carload  weight  50,000  pounds 

Strawboard,  tar  board,  or  binders'  board,  or  wood-polp  board,  in  crates  or  bon- 

dies,  minimum  carload  weight  10,000  pounds 

Sweat  and  collar  pads  and  harness  pads  (not  leather),  boxed  or  In  bales,  mini- 
mom  earioad  weight  20,000  pounds 

Simp  (com.  gfaioose.  malt,  maple,  and  rode  candy)  and  motasses,  mlnlmnm  car- 
load weight  30,000  pounds 

Tent  pins  (wooden),  and  tent  keys  In  bandies,  minimum  carload  wel^t  30,000 

jpoimds 

Tile,  earthen  or  enoaostlc,  for  flooring  and  tsdng,  plain  or  figured,  glased  or 

onglased,  mlnlmnm  carload  wel^t  30,000  pounds 

Tobacco  stems,  and  refbae  tobacco  for  sheep  dip,  minimom  cartoad  weight  20,000 

poonds 

Twine  and  cordage,  vis:  Cotton,  flax,  hemp,  lote,  fleece,  sail,  spring,  sisal,  manlla, 
and  oottco  seine  twine  and  cordage,  and  flsh-betting  twine  (cotton).  In  bales, 
boxes  or  barrels;  rope,  aU  kinds  except  wire  or  lialr;  minimum  carload 

weight  lO/XX)  poonds 

Twine,  binding,  for  harvesters,  mtntmom  carload  weight  24,000  poonds 

Vamlih,  in  barrels  or  in  cans,  boxed,  straight  carfoads,  or  in  mixed  carfoads 

with  paints,  as  described  on  page  8i  of  Transcontinental  ^esiboond  Tariff 

1-J  (Agent  R.  H.  Countlas^  I.  C.  0.  004,  sopplements  thereto  or  retamies 

tliereof),  taking  same  rate  In  carloads,  minlmom  carload  weight  30/)0a  pounds. 

Wagon  material,  club  spokes,  rouglied  out  as  fhnn  latlie,  mlnlmnm  cartoad 

weight  30,000  poonds 

Wagons.  fsnn,8Adconunondomp  carta,  without  springs;  dump  wagons;  liand 
or  push  carts,  n.o.s.;  lnml>er  buggies;  logging  wagons  and  logging  wheeb  ana 
trucks;  and  extra  psirts  (flnished)of  above  mentioned  vehklcs;  abo,fsrmand 
bob  sleds,  straight  or  mixed,cark)ads,minlmum  oarfoad  weight  24,000  pounds.. 
Wagons,  tank,  (tbcloding  sprinkling  wagons),  and  extra  parts  for  same,  mini- 
mum cartoad  weight  24  jOOO  poonds 

Wall  coating  and  wall  finish,  n.  o.  s.,  in  boxes,  barrels,  or  casks,  minlmom  car- 
toad weight  40il00  poonds 

Wheelbarrows  (knocked  down),  wheelbarrow  wheels,  and  barrel  carts  (knocked 

down),  minimom  oartoad  weight  24  AX)  poonds 

Wlndow-eortatai  potas,  wooden,  minimum  cartoad  weight  24/XX)  poonds 
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Wtadow-curtain  poles^  window-shade  rollers,  wooden  or  tin,  with  or  wUhoat 
spiingB,  wlnUow-fihade  slata,  wooden,  and  fixtures  for  same,  minimum  carload 
wel^t  24,000  pounds 

Wire  cloth  and  netting,  n.  o.  s.  (In  packages),  straight  or  mixed  carloads  or  in 
mixed  carloa^is  with  coarse  wire  netting  for  fencing  (In  packages),  minimum 
carload  weight  30,000  pounds , 

Wire  rods,  mtnlnmm  carload  weight  40,000  pounds 

Wire  rope  and  cable,  iron  or  steel,  n.  o.  s.,  wire  guy  strands,  minimum  carload 
weight  30,000  pounds 

Wooden  ware,  in  packages,  as  follows:  bale  handles,  barrel  covers,  bowls,  bungs, 
bung  starters,  Dutter  dishes  (must  be  packed  In  boxes,  crates,  or  bundles), 
butter  molds,  clothes  Uftcrs, dowels  (must  be  packed  in  boxes. crates,  or  s:\rks), 
faucets,  ironing  t>oards  (k.  d.),  ladder  rungs  (must  be  packed  in  boxes, crates, 
or  sacks),  ladles,  lapboards,  lemon  squeezers,  mallets,  measure  (nested), 
pastrv  boards,  pUira,  potato  mashers,  rolling-pins,  scoops,  skewers,  skirt 
Doaras,  snow  shoves.  Kpadea.  spoons,  steak  mauls,  towel  rollers,  trays,  wash- 
boards,  wedges,  well  buckeis.  boxes  (nested),  butter  boxes,  butter  tniys, 
batter  tabs,  cheese  boxes,  chains  (hand),  clothes  folding  racks,  clothe^horses, 
elothesptns  (for  straight  carload  rate,  see  page  39),  coat  hangers,  coat  rucks, 
ooooa  dippers,  curtain  stretchers,  dnnns  (set  up),  dustpans,  firkins,  fish  b<v- 
rels,  hatracks  (ball)  in  the  white  (not  furniture),  hoops,  hose  menders,  kits, 
Imlie  boxes,  match  safes,  pails  (including  ftber-ware  pails,  nested),  pails  (with 
sum  wringer  attachments)  paper,  barrels,  plates  (Including  pulp  pie  plates 
aoci  pulp  butter  plates,  nested),  rope  reels,  salt  boxes,  sheaves,  shot  cases, 
SJeves  and  rims,  spice  cabinets, spools,  n.o.  8.,stepladders,tea  caddies,  tootii, 
I^cks,  towel  racks  (without  mirrors),  tubs  (Including  flber-ware  tubs,  nested), 
vegetable  cutters,  womlen  bale  l>oxes,  wooden  Ixittlo  corkers:  stniiirht  or 
mn^ed  (^rloads  of  article^s  of  woodenware  as  described,  also  woo-ien  baskets, 
and  wooden  boxe^,  minimum  carload  weight  10,000  pounds 

Zinc  plate,  minimum  carload  weight,  40,000  pounds 

Zinc,  sheet,  in  casks  or  boxes,  minimum  carioad  weight,  40,000  pounds 

Zinc,  slab  (spelter) ,  minimum  carload  weight ,  40,000  pounds 
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100 
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100 
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No.  1665. 
RAILROAD  COMMISSION  OF  NEVADA 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


Submitted  i V  hruary  7,  1009,    Decided  June  6,  1910. 


Class  rates  from  points  in  eastern  defined  territory  to  points  in  Nerada  foand 
unreasonable ;  reasonable  rates  prescribed  for  the  future. 

H.  F.  Bartine  and  R.  C.  Stoddard  for  complainant. 

F.  C.  DUlardj  P.  F.  Dunne ^  and  C.  TT.  Durhrow  for  Southern 
Pacific  Company  and  Nevada  &  California  Railroad  Company. 

Seth  Mann  for  Traffic  Bureau  of  the  Merchants'  Exchange  of  San 
Francisco,  intervener. 

Edward  G.  Knster  and  Joseph  P.  Loeb  for  Associated  Jobbers  of 
Los  Angeles,  intervener. 

Report  of  the  Commission. 

Lane,  Commissioner: 
The  highest  main-line  rates  to  be  found  in  the  United  States  are 
those  from  eastern  points  to  stations  in  Nevada.  For  carrying  a  car- 
load of  first  class  traffic  containing  20,000  pounds  from  Omaha  to 
Reno  the  Union  Pacific-Southern  Pacific  line  charges  $858.  If  a  like 
carload  is  carried  154  miles  further,  to  Sacramento,  the  charge  is  but 
$600.  The  first  class  rate  to  the  more  distant  point,  Sacramento,  is  $8 
per  100  pomids,  and  to  the  nearer  point,  Reno,  $4.29  per  100  pounds. 
If  a  like  carload  of  freight  originates  at  Denver,  500  miles  west  of 
Omaha,  the  same  rates  to  Reno  and  Sacramento  apply;  and  if  the 
freight  originates  at  Boston,  1,700  miles  east  of  Omaha,  the  rates  are 
the  same.  This  interesting  rate  condition  arises  out  of  two  simple 
facts:  (1)  The  whole  of  the  United  States  from  Colorado  common 
points  to  the  Atlantic  seaboard,  barring  a  few  of  the  southeastern 
states,  is  one  wide  group  or  zone  from  which  practically  uniform 
-«tes  to  Pacific  coast  water  points  are  made,  and  (2)  the  rates  to 
no  are  based  upon  these  blanket  rates  to  coast  citie<^,  and  amount 
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to  the  sum  of  the  rates  to  the  coast  plus  the  local  rates  back  to  point 
of  destination. 

This  great  zone,  extending  from  the  Rocky  Mountains  to  the  At- 
lantic, a  distance  of  over  2,000  miles,  from  which  practically  uni- 
form rates  are  made  to  Pacific  coast  terminal  cities,  is  probably  with- 
out parallel  in  the  railroad  world,  excepting  for  a  similar  eastward 
blanket  extended  to  Pacific  coast  producing  points.  The  zone  in 
which  the  same  rates  apply  on  California  citrus  fruits,  for  instance, 
extends  from  Salt  Lake  City  on  the  west  to  Portland,  Me.  It  is 
manifest  that  the  transcontinental  railroads  have  made  a  near  ap- 
proximation to  the  postage-stamp  system  of  rate  making.  Their  pol- 
icy has  been  to  give  to  all  eastern  producing  markets  an  opportunity 
to  sell  to  the  terminal  cities  upon  a  parity  as  to  transportation 
charges  and  to  give  to  Pacific  coast  producing  points  access  to  all 
eastern  markets  upon  a  like  basis.  To  the  great  basin  lying  between 
the  Rocky  Mountains  and  the  Sienra  Nevadas  the  carriers  have  in  a 
limited  degree  extended  this  same  poliqr  by  making  rates  into  Nevada 
based  on  the  coast  cities,  and  thus,  the  carriers  say,  they  give  to  this 
territory  the  advantage  of  its  proximity  to  the  Pacific  seaboard; 
that  the  rates  to  the  latter  are  made  low  because  of  water  competi- 
tion between  the  Atlantic  and  Pacific  ports — Slower  than  would  be 
justified  were  Sacramento  and  San  Francisco  not  upon  the  water — 
and  that  Nevada  rates  would  be  still  higher  but  for  its  nearness  to 
the  Pacific  coast. 

The  state  of  Nevada,  through  its  railroad  commission,  now  comes 
asking  that  Nevada  points  be  given  the  same  rates  as  are  now  given  to 
Pacific  coast  terminals,  urging  that  these  coast  rates  are  not  unrea- 
sonably low  in  themselves,  and  are  not  the  product  of  any  real  water 
competition. 

The  complaint  originally  filed  in  this  case  made  the  Southern 
Pacific  the  sole  defendant;  the  reasonableness  of  the  rates  from  the 
east  to  Nevada  were  not  attacked,  excepting  in  so  far  as  they  are 
based  on  the  rates  to  further  western  points,  and  include  a  back- 
haul charge.  As  the  complaint  then  stood  the  petition  was  that  this 
Commission  should  hold  it  to  be  unreasonable  for  the  Southern 
Pacific,  delivering  freight  at  Reno  and  other  points  in  Nevada,  to 
charge  for  a  back  haul  which  is  not  in  fact  given,  and  that  we  should 
adjudge  the  rates  to  Sacramento  to  be  reasonable  as  applied  to  the 
intermediate  points.  Later  the  complaint  was  amended  by  adding 
carriers  east  of  Ogden  forming  a  single  through  route  from  the 
Atlantic  coast.  So  that  the  petition  of  Nevada  now  is  that  from  all 
points  upon  this  through  route  reasonable  rates  shall  be  fixed  which 
shall  not  exceed  those  now  applicable  on  shipments  from  such  points 
to  the  more  distant  coast  terminals.  It  is  suggested  by  the  complain- 
ant that  we  bring  in  other  carriers  as  defendants,  so  that  the  entire 
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eastern  territory  may  be  covered  by  our  order.  This  we  think  nn- 
neoessary,  assuming,  as  we  do,  that  the  oonclusi<Mis  here  reached  as  to 
a  throu^  route  from  the  east  to  the  west  will  be  adopted  and  estab- 
lished by  other  lines  similarly  situated. 

GONSTRUCnON  OF  NEVADA  RATES. 

To  reach  a  clear  understanding  of  the  basis  upon  which  Nevada 
rates  in  general  are  now  fixed,  it  is  necessary  to  bear  primarily  in 
mind  the  fact  before  referred  to,  that  the  carriers  of  the  country 
have  united  in  establishing  a  zone  2,000  miles  in  width  from  which 
rates  are  practically  uniform  to  what  are  known  as  ^  coast  terminals.'' 
There  are  152  of  these  coast  terminals,  97  of  which  are  in  California. 
They  are  points  more  or  less  arbitrarily  established  by  the  carriers, 
but  which  are  either*  upon  inlets  from  tiie  ocean  or  rivers  running  to 
such  inlets,  or  are  but  lightly  removed  from  such  water  points.  The 
most  prominent  coast  terminals  are  Seattle,  Tacoma,  Portland,  Sac- 
ramento, San  Jose,  Stockton,  Oakland,  San  Francisco,  Los  Angeles, 
and  San  Diego.  To  these  coast  terminals  are  extended  what  are 
known  as  ^terminal  rates''  on  westbound  transcontinental  traffic. 
These  rates  apply  either  from  all  of  eastern  defined  territory  or  from 
separate  groups  therein.  The  shaded  portion  of  the  accompanying 
map  indicates  eastern  defined  territory  and  Jiie  groups  into  which  it 
is  divided.  These  groups  are  lettered  from  A  to  J.  A  is  limited  to 
New  York  City  piers,  and  has  to  do  only  with  shipments  by  steamship 
via  Gulf  ports;  B  covers  New  England  territory;  C,  New  York  terri- 
torj  and  the  middle  states,  with  New  York  City  as  the  principal 
point;  D,  Chicago  and  adjacent  territory;  E,  the  Mississippi  River, 
with  St  Louis  as  the  principal  city;  F,  the  Missouri  River;  G,  Ejm- 
sas;  H,  Oklahoma;  I,  Texas;  and  J,  Colorado,  with  Denver  as  its 
central  point. 

Class  rates. — Coming,  then,  to  the  construction  of  the  Nevada  class 
rates,  we  find  that  the  carriers  have  employed  three  methods  of  con- 
struction during  the  past  two  years.  Prior  to  January  1, 1909,  there 
existed  a  body  of  what  were  known  as  intermediate  class  rates  to 
Reno  from  certain  designated  eastern  points.  These  rates  were,  on 
first  class — 

From  Chicago-Milwaukee  common  points $3.90 

From  Mississippi  BiTer  common  points 8.70 

From  Missouri  RlTer  common  points 8.60 

lYom  Ck>lorado  common  points 8.00 

An  alternative  clause  gave  Reno  the  right  to  the  combination  rate 
based  on  Sacramento  whenever  that  should  be  lower.  This  indefinite 
method  of  stating  rates  the  Commission  condemned  in  a  general  rul- 
ing.   The  tarifb  were  then  changed  so  as  to  cancel  the  alternative 
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clause  and  the  intermediate  class  rates  and  thus  to  make  all  Nevada 
rates  base  on  Sacramento.  This  was  the  situation  when  the  case  was 
heard.    Later,  however,  in  June  of  last  year,  a  third  plan  was 
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adopted,  and  that  now  obtains,  viz,  to  divide  Nevada  into  two  zones 
with  Humboldt  as  the  dividing  point  Points  west  of  Humboldt 
take  the  Sacramento  combination.  Points  east  of  Humboldt  tak^ 
generally  the  Ogden  combination.  It  is  unnecessary  herein  to  trace 
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the  history  and  the  effect  of  these  various  changes  in  the  method  of 
rate  basing.  We  shall  deal  with  the  rates  to  all  Nevada  points  as 
joint  rates.  And  inasmuch  as  rates  on  all  ten  classes  were  quoted 
by  the  carriers'  tariffs  from  all  eastern  defined  territory  to  coast  ter- 
minals and  therefore  by  combination  to  interior  points,  at  the  time 
when  this  proceeding  was  brought,  we  shall  consider  that  our  juris- 
diction extends  to  the  installation  of  such  rates  to  all  of  such  territory. 
To  ascertain  the  rate  upon  a  shipment  from  New  York  to  Reno 
one  looks  in  vain  for  any  one  tariff  in  which  such  rate  is  to  be  found. 
By  examination  of  the  tariff  of  the  Transcontinental  Freight  Bureau, 
to  which  the  Southern  Pacific  Company  is  a  party,  this  note  is  dis- 
covered: 

Rates  to  intertnediaie  points. 

When  no  speclflc  rate  is  named  to  an  intermediate  point  shown  in  Transcon- 
tinental Freight  Bureau  Circular  No.  16-C  (I.  C.  C.  No.  864),  supplements 
thereto,  or  reissues  thereof,  rate  to  such  an  intermediate  point  will  be  made  bj 
adding  to  the  rate  shown  to  the  point  designated  herein  as  **  TermUial,**  which 
is  nearest  destination  of  shipment,  the  local  rate  from  nearest  terminal  point 
to  destination. 

Turning  to  Transcontinental  Freight  Bureau  Circular  No.  16-C 
(the  issue  at  the  date  at  which  this  complaint  was  brought),  we  find 
Reno  named  as  an  intermediate  point,  and  that  the  nearest  terminal 
to  Reno  is  Sacramento,  154  miles  west  of  Reno.  We  find,  then,  by 
returning  to  the  Transcontinental  Freight  Bureau  west  bound  tariff, 
the  rate  applicable  upon  the  shipment  to  Sacramento.  Then,  having 
ascertained  this  from  a  tariff  to  which  all  of  the  carriers  from  New 
York  to  Sacramento  are  parties,  we  must  next  find  the  local  rate 
from  Sacramento  to  the  destination  of  the  freight,  which  is  east 
of  Sacramento.  This  local  rate,  Sacramento  to  Reno,  we  find  in 
a  tariff  to  which  the  Southern  Pacific  Company  alone  is  a  party. 
Thus  we  have,  through  a  maze  of  tariffs,  at  length  discovered  the 
rate  from  New  York  to  Reno,  which  is  made  up  of  a  joint  through 
rate  to  Sacramento  and  a  local  rate  of  the  Southern  Pacific  Company 
alone  from  Sacramento  back  to  Reno. 

The  all-rail  class  rates,  in  cents,  per  100  pounds  from  eastern  defined 
territory  to  coast  terminals  were,  when  this  case  was  brought,  as 
follows: 


CUm. 

L 

2. 

S. 

4. 

ft. 

A, 

B. 

C 

D. 

B. 

Gioaiw  B,  C.  D,  I,  r,  0.  H,  and  I Woo 

Group  J 1  8.00 

tL90 
2.00 

•2.20 
2.00 

91.90 
L76 

1.60 

Sl.flO 
1.40 

•1.2»'fl.00 
1.20.    .96 

91.00 
.86 

9a  9» 

.80 
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An  examination  of  present  tariffs  will  show  that  from  New  Eng- 
land and  New  York  territories  (Groups  B  and  C)  no  class  rates  below 
fourth  class  are  now  extended.  Prior  to  January  1,  1909,  however, 
and  at  tlie  time  this  complaint  was  brought,  rates  were  given  for  the 
full  10  classes  from  these  groups,  and  such  rates  upon  the  $3  scale  are 
now  given  to  coast  tenninals  from  Group  A,  the  freight  being  car- 
ried from  the  New  York  City  piers  to  New  Orleans  and  Galvestcm 
by  ocean  carriers  and  thence  by  rail.  It  will  also  be  seen  that  frcHn 
Group  J  slightly  lower  rates  are  made  on  all  classes  below  second 
class  than  are  made  from  other  grouj)s.  With  these  exceptions,  how- 
ever, the  rates  are  uniform  throughout  the  whole  eastern  defined  ter- 
ritory as  to  classified  freight. 

The  local  rates  on  classes  from  Sacramento  to  Reno  are  as  follows: 

Class 12846ABODE 


Rate 129  112  102  87  7S  7S  24  23.5  26.5  26.5 

The  result  of  the  combination  on  Sacramento  is  therefore  to  pro- 
duce the  following  rates  to  Reno: 

From  Groups  B,  C,  D,  E,  F,  G,  H,  and  I: 

C       D       B 

133^     1251     120) 


E 


Class 

1 

2 

3 

4 

5 

A 

B 

Rate. 

429 

373 

322 

277 

243 

238 

159 

From  Group  J: 

Class 

1 

2 

8 

4 

5 

A 

B 

Rate 

429 

373 

302 

262 

238 

218 

154 

128i    1101    105i 

Bates  to  points  east  of  Humboldt,  such  as  Winnemucca  and  Elko, 
under  the  present  method  of  making  rates  on  the  Ogden  combinaticm, 
vary  as  the  rate  from  point  of  origin  to  Ogden. 

The  effect  of  this  change  in  method  of  making  rates  may  be  illus- 
trated briefly  by  the  statement  that  the  first  class  rate  to  Beno  from 
Chicago  prior  to  January  1, 1909,  was  $3.90,  whereas  it  is  now  $1.29; 
from  Missouri  Biver  $3.50,  and  now  $4.29.  To  Elko,  on  the  other 
hand,  the  first  class  rate  from  Chicago  is  now  $4.27,  as  against  a 
previous  rate  of  $4.72|,  when  the  rate  based  on  Sacramento. 

For  many  years  the  class  rates  to  interior  points,  such  as  Beno,  were 
no  higher  than  to  the  terminals.  On  April  11,  1893,  the  practice  of 
maintaining  lower  terminal  rates  was  instituted.  The  first  line  of 
figures  in  the  table  below  shows  the  Beno  rates  when  this  case  was 
brought;  the  second  line,  the  rates  in  1892;  and  the  third  line,  the 
difference,  or  the  amount  by  which  the  rates  have  been  increased. 
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To  Reno  from— 

Clam. 

I. 

2. 

878 
300 

8. 

4. 

5. 

A. 

B. 

C. 

D. 

B. 

Miaoari  River  common  points 

1892  rates 

4-29 

322 
260 

277 
200 

21.T 
176 

23M 
176 

169 
156 

188j'    126* 
125  1    110 

1204 

100 

Difference 

79 

T3 

72 

77 

68 

63 

4 

Si       164       201 

Miflrivippi  River  common  points 

1892  ratS. .V. 

429 
370 

373 
3:^ 

322 
260 

277 
20.5 

243 
IK) 

INJ 

1^9 
163 

133*     1261     1304 

ISO  1    115       105 

Difference 

69 

58 

62 

72 

63 

56 

841      104       161 

Clilcago  common  points 

429 
3») 

373 
310 

322 
270 

277 
210 

243 
185 

2:p> 

190 

169 
170 

1334,    1254 
135       120 

1204 
110 

1892rates 

Difference 

89 

83 

62 

67 

68 

48 

6i 

104 

Commodity  rates. — WhUe  there  are  many  hundred  commodity 
rates  extended  to  coast  terminals,  there  are  but  few  given  to  inter- 
mediate points.  On  the  following  articles  the  commodity  rates  are 
the  same  to  Utah  and  Nevada  points  as  to  Pacific  coast  terminals 
from  Groups  D,  E,  F,  G,  H,  I,  and  J  of  eastern  defined  territory, 
which  include  all  poii^ts  from  Chicago  west: 

Apples;  bananas;  beer,  in  wood;  bones;  broom  com;  butter,  but- 
terine,  oleomargarine,  eggs,  cheese,  and  dressed  poultry;  cars,  street; 
barley,  com,  rye,  oats,  and  speltz,  c.  1.  and  L  c.  L;  bran  and  shorts, 
c  L  and  1.  c  1. ;  brewer's  grits,  brewer's  meal,  com  meal,  com  chop  or 
chop  feed,  chopped  com,  cracked  com,  and  hominy;  buckwheat,  c  L 
and  L  c.  1.;  wheat,  c  L  and  L  c.  L;  cooperage,  cranberries;  fertilizers, 
n.  o.  s. ;  household  goods,  c  1.  and  1.  c  1. ;  live  stock ;  machinery,  min- 
ing; mineral-water  bottles,  returning;  oil  cake  and  oil-cake  meal; 
onions;  onion  sets,  1.  c.  1.;  packing-house  products;  pineapples; 
plaster,  building;  poultry,  alive;  railway  equipment;  and  staves  and 
headings. 

As  to  all  but  two  or  three  of  these  commodities,  the  rates  are  the 
same  to  Reno  as  to  Sacramento  from  Chicago.  That  is  to  say,  the 
blanket  rate  made  from  all  eastern  defined  territory  to  coast  terminals 
on  these  commodities  is  applied  from  Chicago  to  Reno.  There  are  a 
few  other  commodities  upon  which  commodity  rates  are  given  to  Reno 
which  are  somewhat  higher  than  the  rates  from  Chicago  to  Sacra- 
mento, viz,  automobiles,  buggies,  carriages,  wagons,  vehicles,  and  coal, 
coke,  and  guano  from  certain  far  western  points.  From  an  examina- 
tion of  the  tariffs  it  appears  that  the  transcontinental  commodity 
rates — urates  from  eastern  defined  territory  to  the  coast  terminals — ^are 
at  the  present  time  higher  than  they  were  ten  years  ago  by  a  very  con- 
siderable percentage  and  this  regardless  of  the  fact  that  the  base  of 
supplies  has  been  constantly  moving  westward,  thereby  narrowing 
the  distance  between  point  of  production  and  consumption. 
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VOLUMB  OP  NEVADA  TRAPFIC. 

Nevada  is  colloquially  known  as  the  "  Sage  Brush  State,"  and  from 
the  car  window  it  presents  the  spectacle  of  an  almost  iminterrupted 
waste.  Railroad  men  speak  of  it  as  a  "  bridge  " — ^unproductive  terri- 
tory across  which  freight  must  be  carried  to  reach  points  of  con- 
sumption. The  figures  of  the  Southern  Pacific  demonstrate,  how- 
ever, that  while  Nevada  traffic  may  at  one  time  have  been  negligible 
such  is  no  longer  the  case. 

Some  time  before  this  proceeding  was  brought  the  Southern  Pacific 
Company,  which  is  the  lessee  of  the  Central  Pacific  running  from 
Ogden  west  into  California,  brought  suit  in  the  United  States  circuit 
court  for  the  district  of  Nevada  attacking  certain  rate  schedules  upon 
state  traffic  established  by  the  state  commission.  In  support  of  its 
case  the  Southern  Pacific  Company  filed  an  affidavit  made  by  Mr. 
C.  B.  Seger,  auditor  of  the  Southern  Pacific  Company,  showing  the 
earnings  of  the  Central  Pacific  on  business  wholly  within  the  state, 
on  business  passing  through  the  state,  on  business  originating  in  and 
passing  out  of  the  state,  and  on  business  originating  outside  and  hav- 
ing its  destination  in  the  state,  for  the  fiscal  year  ending  June  30, 
1907.    Mr.  Seger  said  by  way  of  explaining  his  figures : 

Tbe  fretght  eamiDgs  accrulDg  to  and  made  by  said  Southern  Pacific  Ck)nipan7 
in  Nevada,  t>elug  the  revenue  itself,  without  reference  to  its  disposition  under 
any  lease,  agreement,  or  otherwise,  are  derived  for  the  said  fiscal  year  1907 
from  through  and  local  business,  understanding  by  local  business  such  as  Is 
strictly  intrastate  in  character,  picked  up  and  laid  down  within  the  limits  of 
the  state  of  Nevada,  and  understanding  by  through  business  such  as  is  inter- 
state in  character.  Further  differentiating,  said  interstate  business  consists, 
first,  of  business  originating  outside  and  coming  into  the  state ;  second,  of  busi- 
ness originating  in  and  passing  out  of  the  state;  and,  third,  of  business  origi- 
nating outside  the  state,  having  destination  beyond  the  state,  and,  in  relation 
to  the  state  itself,  simply  passing  through  the  state.  The  freight  earnings  for 
said  fiscal  year,  and  pertaining  to  the  said  business  as  above  classified,  are 
set  forth  under  the  appropriate  heads,  and  are.  In  fact,  as  follows : 


Revenae. 


Percent- 
age of 
total. 


Intrastate 

Oriirlnatinir  mita1<1e  and  coming  Into  the  state . 
OriginatiuK  in  and  paodng  out  of  the  tUte 


PMring  through  tbe  itate. , 
Sum  total 


$100,791.40 

1,683,«K7.69 

831.802.96 


0.02 
.20 
.10 


2.676.282.06 
6.578,282.28 


8,268,664.88 


LOO 


Surprising  as  these  figures  are  they  apparently  do  not  fully  set 
forth  the  extent  of  Nevada  business  at  this  time,  as  is  shown  by  an 
exhibit  filed  by  the  Southern  Pacific  Company  in  the  present  case, 
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giving  the  business  west  of  Ogden  for  the  single  month  of  February, 
1909,  which  may  be  epitomized  thus : 


Rerenne. 

Percent- 
age of 
total. 

Tonnage. 

age  of 

total. 

IntnitoteA 

829,001.00 
314,879.66 

a03 

.38 

4.716 
64.91S7 

0.04 

Into  ftnd  oat  of  Nevada  and  Utah  w<^  of  Oirden ........... 

.60 

Paaaing  throngh  the  itate 

348,880.66 
496,128.37 

.41 
.69 

6^,182 
60,271 

.64 
.46 

Total  for  month  of  Febrnanr.  1909 

838,609.02 

1.00 

130,463 

LOO 

Another  most  interesting  showing  is  made  by  the  Seger  affidavit  as 
to  passenger  business  on  the  Southern  Pacific  in  the  state  of  Nevada 
for  the  year  1907,  the  figures  given  being  these : 


Revenue. 

Percent- 

Intrastate 

1286,286.66 
S67,6U.66 
267,682.86 

1,962,916.33 

10 

Originating  outside  and  coming  into  the  state 

t 

Originating  In  and  passing  oat^f  the  stale 

18 

Faffing  throngh  the  state. 

—   22 

66 

8nm  total 

2,874,246.38 

100 

The  statement  for  the  month  of  February,  1909,  referred  to  above, 
sets  forth  very  clearly  not  only  the  volume  of  business  going  into 
and  out  of  Nevada  and  the  earnings  of  the  Southern  Pacific  thereon, 
but  also  gives  a  specific  analysis  of  the  sources  of  the  traffic,  showing 
the  volume  which  comes  into  Nevada  from  the  east  and  that  which 
comes  from  California.  Under  "  Question  2  "  below  will  be  found 
a  statement  of  the  freight  received  at  Nevada  and  Utah  points  fr(Hn 
points  west  of  Calvada,  which  is  a  station  directly  on  the  California- 
Nevada  state  line.  This  table,  however,  should  not  mislead;  a  con- 
siderable percentage  of  the  traffic  from  California  is  traffic  of  eastern 
origin  reshipped  from  California  to  Nevada.  The  table  also  includes 
coal  and  other  commodities  of  very  large  tonnage  (approximately 
one-half  of  the  total  in  weight)  coming  from  points  west  of  eastern 
defined  territory. 
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TotaL 

T«nltorUl  morement 

Tons. 

Paciflc  earn- 
ings. 

Qnm  total  tonnage  and  earnings  of  the  Soathern  Paciflo  Co.  for  the  month 
of  February,  1909 

9U,802 

$8,422,609.00 

QuaHon  No.  1. 
Frelffht  Yia  Offden  to  California                              

87,886 
'22,886 

820.220.66 

Preiffht  via  Offden  from  California .^..-rr t-- 

174.907.88 

60,271 

496,128.81 

(tiut/tUm  No.  f . 
Freight  viaOgden  to  points  in  Nevada  and  Utah 

17,486 
16,823 
18,381 
11,678 

66.284.88 

Freight  received  at  Nevada  and  Utah  point*  i rom  point!  west  of  Calvada. . . . 
Freight  via  Ogden  from  points  in  Nevada  and  Utah 

144.966.00 
88,462.77 

Freight  forwarded  from  poinU  in  Nevada  and  Utah  to  points  west  of  Calvada. 

69,667.00 

64.867 

814,879.61 

Queatkm  No.  SA, 

Frelf  ht  received  in  California,  San  Francisco  and  north,  from  all  points  in 
Califomla,  indading  interchange  with  connectixffr  lines  in  California 

189,827 

866,168.00 

Queifton  No.  SB. 

Freight  picked  np  and  laid  down  in  Nevada  and  Utah  and  freight  moving 
between  Nevada  and  Utah— 
NAVAda  to  Nevada  

4,046 
144 
499 

26 

21,889.00 

Utah  to  Utah 

948.00 

rt4\h  to  NevHda , 

6.122.00 

Nevada  to  Utah.  1 

1.092.00 

4,716 

29,001.00 

There  was  a  time,  doubtless,  when  Nevada  traffic,  save  to  the  mines 
on  its  westernmost  border,  was  but  trifling.  At  present,  however,  it 
has  a  traffic,  both  freight  and  passenger,  which  is  far  too  consider- 
able to  be  overlooked  under  the  rule  de  minimis.  And  it  is  to  be 
remembered  that  the  figures  given  apply  to  but  one  road,  whereas 
a  second  is  in  operation  across  the  state  to  the  south,  and  a  third  is 
beginning  operations  on  the  north. 

SOURCES  OF  EASTERN  TRAFFIC. 

It  is  interesting  in  this  connection  to  regard  the  point  of  origin 
of  this  eastern  freight  The  railroad  ccnnmission  of  Nevada  had 
access  to  the  billing  of  all  shipments  reaching  Reno,  and  from  these 
compiled  a  series  of  statements  which  appear  to  show  that  the  great 
body  of  Nevada  traffic  which  comes  directly  from  the  east  via  Ogden 
originates  west  of  the  Indiana-Illinois  state  line. 

From  one  exhibit  it  appears  that  of  the  1,063,687  pounds  of  less- 
than-carload  shipments  originating  in  eastern  defined  territory  and 
delivered  at  Reno  during  the  months  of  January,  February,  March, 
and  April,  1908,  only  10  per  cent  originated  at  the  Atlantic  coast 
cities  of  New  York,  Boston,  and  Philadelphia,  and  only  25  per  cent  in 
Connecticut,  District  of  Columbia,  Maine,  Maryland,  Massachusetts, 
New  Jersey,  New  York,  Pennsylvania,  and  Virginia,    This  exhibit 
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further  shows  that  on  the  traffic  moved  the  charges  were  $32,719.30; 
that  if  terminal  rates  had  been  applied  charges  would  have  been 
$21,956.24;  and  that  the  difference  is  $10,748.07.  In  other  words, 
the  charges  on  these  shipments  to  Beno  were  48.3  per  cent  higher  than 
would  have  been  the  charges  on  the  same  shipments  had  they  been 
carried  over  the  mountains  to  Sacramento. 

Another  exhibit  shows  that  of  21,000,000  pounds  of  carload  freight, 
earning  $278,000,  moved  from  eastern  defined  territory  into  Beno, 
9,500,000  pounds,  earning  $120,000,  moved  in  at  rates  no  higher 
than  terminals.  It  further  shows  that  only  4,500,000  pounds  of  the 
21,000,000  originated  east  of  Chicago.  This  exhibit  shows,  aside  from 
the  products  carried  to  Reno  at  terminal  rates,  that  the  charges  were, 
for  the  year  1908,  $157,824.94;  that  the  terminal  charge  would  have 
been  $99,679.90;  and  the  difference,  $58,524.40.  In  other  words,  the 
charges  on  carload  shipments  to  Reno  were  59  per  cent  higher  than 
the  charges  on  the  same  shipments  would  have  been  had  they  been 
carried  to  Sacramento. 

Commissioner  Thurtell  estimated  from  the  figures  at  his  hand  that 
the  total  receipts  under  present  rates  upon  business  brought  into  Reno 
via  Ogden  for  the  year  1908  amounted  to  $454,343.69  and  under  ter- 
minal rates  the  revenue  would  have  been  $363,865.23,  a  reduction  of 
$90,478.46.  The  stat^nent  also  shows  that  the  revenue  to  the  Southern 
Pacific  from  this  business  was  $268,516.40  and  would  have  been  under 
terminal  rates  $178,037.94,  a  reduction  of  $90,478.46,  or  about  33  per 
cent  Expressed  in  revenue  the  Southern  Pacific  on  the  haul  from 
Ogden  to  Reno  earned  $11.51  per  ton,  while  if  terminal  rates  had 
been  charged  its  earnings  would  have  been  $7.63  per  ton. 

On  the  whole,  the  figures  given  in  this  case,  which  are  the  most 
authoritative  thus  far  presented  to  the  Commission  with  reference 
to  the  sources  of  westbound  transcontinental  traffic,  indicate  that 
less  than  25  per  cent  of  the  traffic  into  Reno  from  the  east  originates 
east  of  Chicago,  while  75  per  cent  originates  between  Chicago  and 
Denver.  In  other  words,  the  needs  of  the  people  on  the  west  coast 
may  be  and  are  in  great  part  supplied  from  sources  nearer  home 
than  the  Atlantic  seaboard. 

The  manufacturing  center  of  the  country  has  moved  westward 
and  rates  from  the  Atlantic  seaboard  that  were  once  necessary  are 
now  almost  unused.  It  may  be  historically  the  fact,  as  the  carriers 
assert,  that  the  transcontinental  blanks  rates  given  to  the  Pacific 
coast  cities  were  put  in  to  meet  water  competition  from  the  Atlantic 
coast  points,  and  that  these  rates  were  extended  westward  from  the 
Atlantic  as  matter  of  grace  to  western  manufacturers  and  pro- 
ducers; to-day,  however,  it  might  well  be  said  that  this  blanket  is 
extended  not  westward,  but  eastward,  so  as  to  give  the  eastern  manu- 
&cturer  or  jobber  some  opportunity  to  reach  the  far  western  maricet& 
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WATER    OOMPBTmON. 

As  we  have  seen,  the  rates  are  higher  on  ahnost  all  commodities 
from  eastern  producing  points  to  Reno  than  on  these  same  commodi- 
ties to  Sacramento,  the  more  distant  point.  Without  explanation 
this  constitutes  a  violation  of  the  long-and -short-haul  clause  of  the 
act  The  carriers  justify  the  lower  rates  to  the  more  distant  point 
upon  the  ground  of  water  competition.  They  say  that  the  rates 
charged  to  Reno  and  other  Nevada  cities  are  reasonable  in  themselves 
measured  by  the  cost  of  the  service  to  the  carrier  or  the  value  of 
the  service  to  the  shipper,  and  that  rates  to  the  coast  cities  measured 
by  these  standards  are  too  low  to  be  considered  reasonable  and  would 
not  be  in  effect  but  for  the  force  of  water  competition.  The  Nevada 
commission,  on  the  other  hand,  contends  that  while  some  conmierce 
does  move  from  the  Atlantic  seaboard  by  water,  the  volume  is  so  small 
that  it  is  not  influential  in  determining  the  present  rate  to  the  coast 
terminals;  that  the  coast  rate  itself  is  reasonable,  and  therefore  that 
the  application  of  a  higher  rate  to  an  intermediate  point  can  not  be 
justified.  The  making  of  higher  intermediate  rates,  they  strongly 
urge,  is  a  matter  of  railway  policy  and  not  of  railway  necessity,  in 
that  the  railways  wish  to  develop  the  coast  cities  as  jobbing  centers 
to  the  exclusion  of  interior  points;  that  the  revenues  of  the  carriers 
would  not  be  seriously  impaired  were  this  policy  abrogated  and  as 
low  rates  given  to  the  intermountain  country  as  are  now  extended 
to  the  coast  cities. 

It  is  no  reflection  upon  the  traffic  manager  of  a  railroad  to  say 
that  he  bases  his  rates  upon  some  line  of  policy.  He  deals  directly, 
and  in  most  cases  exclusively,  with  the  producer  or  the  jobber.  His 
concern  is  to  keep  these  patrons  satisfied  and  at  the  same  time  bring 
to  his  railroad  the  greatest  possible  revenue.  This  is  what  he  means 
by  sajring  that  he  charges  what  the  traffic  will  bear.  He  regards  as 
reasonable  whatever  rate  will  make  for  the  best  interest  of  his  road, 
and  in  determining  this  he  adopts  a  line  of  policy  which  affects  either 
favorably  or  unfavorably  the  industrial  growth  of  the  communities 
which  the  carrier  serves.  The  restrictions  of  the  act  to  regulate 
commerce  are  governmental  limitations  placed  upon  the  unlimited 
and  arbitrary  discretion  of  traffic  officials.  While  the  latter  may 
adopt  policies  which  they  regard  as  most  favorable  to  their  roads^ 
such  policies  must  be  restricted  by  the  inhibitions  of  the  law  which 
this  Commission  must  enforce.  The  policy  of  making  Reno  rates 
base  up<m  those  extended  to  the  more  distant  point  may  not  be  jus- 
tified upon  the  ground  that  Reno  traffic  will  bear  that  imposition,  but 
may  be  justified  by  conditions  obtaining  at  the  more  distant  point 
which  the  carrier  may  meet  without  offense  to  any  provision  of 
the  act 
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And  this  brings  directly  to  our  consideration  the  question  of  water 
competition  at  Sacramento  and  other  coast  terminals.  It  is,  of 
course,  a  physical  fact  that  commerce  may  be  carried  by  water  from 
the  eastern  seaboard  to  the  Pacific  coast  It  is  admitted  by  all,  and 
substantiated  by  the  evidence  in  this  case,  that  some  commerce  does 
actually  so  move.  An  estimate  has  been  made  by  complainant  that 
approximately  8,000,000  tons  of  transcontinental  traffic  reaches  the 
coast  terminals  during  each  year  by  rail,  while  the  highest  figure 
given  as  the  volume  of  traffic  reaching  those  points  by  water  from 
the  eastern  seaboard  is  under  10  per  cent  of  the  rail  movement  The 
fact,  however,  that  it  moves  in  large  or  small  quantities  does  not  of 
itself  sustain  the  contention  that  the  present  rates  from  eastern  de- 
fined territory  to  coast  terminals  are  so  low  as  not  to  make  a  reason- 
able return  to  the  carrier  for  the  service  performed.  A  movement 
of  traffic  may  be  affected  by  water  competition  at  a  more  distant 
point  and  yet  a  rate  made  up  of  the  combination  of  the  rate  by  water 
plus  the  rate  back  be  unreasonable  and  unjust  Nevada,  Utah, 
Arizona,  and  Idaho  are  nearer  to  the  Pacific  coast  than  to  the  At- 
lantic, but  this  does  not  of  itself  justify  charging  them  overland  rail 
rates  which  will  give  them  none  of  the  advantages  arising  out  of 
their  shorter  distance  to  an  eastern  base  of  supplies.  Nor  does  it 
follow  that  a  rate  to  a  point  on  the  seaboard  is  lower  than  would  be 
justified  if  that  point  were  not  so  situated.  In  short,  it  is  not  suffi- 
cient to  state  that  the  terminal  points  are  situated  on  the  water  to 
excuse  the  imposition  of  higher  rates  at  intermediate  pointa 

There  has  been  little  difficulty  experienced  from  time  to  time  by 
the  rail  carriers  in  raising  rates  to  the  Pacific  coast;  the  only  live 
water  competitor  on  the  Pacific  to-day  is  a  line  which  bases  its  rates 
on  the  rail  tariffs,  and  the  rates  of  both  the  rail  and  the  water  line^ 
change  simultaneously.  Ways  can  be  found,  and  have  been  found, 
by  whidi  the  presence  of  the  ocean  as  a  controlling,  or  even  greaUy 
meddlesome,  factor  in  the  fixing  of  railroad  rates  can  be  nullified. 
There  is  no  doubt  but  that  rail  rates  have  been  influenced  at  times  to 
all  the  Pacific  ports  by  water  carriers,  and  of  course  there  is  the 
possibility  that  at  any  time  this  water  competition  may  become 
seriously  aggressive  and  potent.  The  United  States  is  not  a  mari- 
time nation  at  present,  and  her  great  coast  line  on  the  Pacific  side 
is  served  in  great  part  by  such  water  carriers  as  the  railroads  permit 
to  live. 

While,  therefore,  physical  conditions  at  the  coast  are  dissimilar  to 
those  at  interior  points  the  rates  to  the  coast  are  not  necessarily  less 
than  in  fairness  the  traffic  should  carry.  The  water  carriers  between 
the  Atiantic  and  the  Pacific  coasts  at  present  charge  rates  from  25  to 
40  per  cent  less  than  their  railroad  rivals.  To  get  this  business  the 
water  carrier  at  the  eastern  port  reaches  inland  and  absorbs  a  rail 

10  T.  O.  a  Rep. 


Digitized  by 


Google 


RAILROAD  COMMISSION  OF  NEVADA  V.  8.  P.  CO.  251 

rate  of  20  cents  upon  commodities  which  carry  more  than  a  50-cent 
water  rate  to  the  Pacific  coast.  The  American-Hawaiian  Steamship 
Company  then  transports  the  freight  by  water  to  the  Tehuantepec 
road,  where  it  is  transshipped  across  the  Isthmus,  and  being  loaded 
again  is  carried  to  a  Pacific  coast  port  and  there  reshipped  either 
by  rail  or  water  to  certain  designated  points  of  destination  inland 
from  the  port.  In  such  a  movement  there  is  involved  a  rail  haul  of 
400  or  500  miles,  at  least  six,  and  possibly  more,  separate  handlings 
of  each  parcel  of  freight,  and  a  haul  by  water  of  fully  5,000  miles. 
Freight  moving  via  Panama  is  subject  to  even  heavier  conditions. 
It  is  insisted  by  the  Nevada  commission  that  water  competition  of 
this  character  is  not  suflSciently  aggressive  or  formidable  to  compel 
the  railroads  to  make  any  other  rates  to  the  coast  terminals  than 
those  which  from  reasons  of  policy  they  are  at  present  making.  The 
suggestion  is  not  without  pertinence  that  if  four  different  trans- 
portation services,  three  by  rail  and  two  by  water,  involving  at  least 
six  handlings  of  the  freight  and  a  total  haul  of  5,500  miles,  can  be 
furnislied  profitably  at  from  60  to  75  per  cent  of  the  rail  rate,  the 
compensation  to  the  rail  carrier  for  an  all-rail  haul  of  2,500  miles, 
with  no  handling  and  but  two  terminal  charges,  should  produce 
ample  revenue  to  the  rail  carrier. 

There  are  many  interesting  developments  in  this  and  other  trans- 
continental cases  touching  this  matter  of  competition  by  water.  For 
instance,  the  lowest  rate  does  not  in  all  cases  apply  to  and  from  the 
seacoast  points.  There  are  many  commodities  upon  which  the  rates 
from  Chicago  and  Kansas  City  to  Sacramento  and  San  Francisco  are 
less  than  they  are  from  New  York.  And  yet  it  is  said  to  be  the  com- 
petition from  New  York  that  produces  the  low  rate.  In  no  case  is 
the  rail  rate  from  New  York  less  than  is  the  rate  from  other  portions 
of  eastern  defined  territory,  while  of  course  in  all  cases  New  York  is 
nearer  the  source  of  the  competing  force,  the  ocean.  This  is  ac- 
counted for  by  the  carriers  on  the  ground  that  by  taking  the  same, 
or  a  lower,  rate  from  the  interior  points  to  the  coast  terminals  the 
rail  carrier  avoids  the  longer  rail  haul,  the  points  of  origin  and 
destination  being  nearer  together.  This  is  an  application  of  what  the 
carriers  term  "  market  competition,"  but  it  is  not  a  strong  argument- 
to  sustain  the  theory  of  water  competition. 

As  usually  applied  by  carriers  market  competition  results  in  the 
hauling  of  ccnnmodities  produced  at  places  distant  from  the  point 
of  consumption  to  compete  with  the  same  conmiodities  from  points 
nearer  to  the  point  of  consumption.  In  this  case,  however,  market 
competition  is  said  to  be  the  controlling  factor  which  justifies  a 
rate  from  an  interior  point  less  distant  from  destination.  Thus 
we  have  a  $3  rate  from  New  York  to  Sacramento  to  meet  water 
competition,  and  a  $3  rate  from  Kansas  City  to  meet  market  com- 
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petition.  We  also  have  a  $4.29  rate  from  Kansas  CSity  and  from 
New  York,  to  Reno,  as  a  reasonable  rate  because  of  water  com'petiticm 
from  New  York  to  Sacramento. 

We  do  not  regard  the  divisions  of  rates  as  in  any  wise  condusiye 
as  to  <the  reasonableness  of  rates  between  certain  points,  but  sadi 
divisions  are  sometimes  of  significance.  In  the  present  case  we  find 
that  if  100  pounds  of  freight  is  shipped  from  Boston,  or  New  York, 
or  Chicago,  or  St.  Louis,  or  Omaha  to  Sacramento  on  the  $3  rate, 
and  another  100  pounds  of  the  same  kind  of  freight  is  shipped  from 
the  same  points  to  Reno  on  the  same  day,  the  carriers  east  of  Ogden 
receive  precisely  the  same  earnings  upon  both  shipments;  but  the 
Southern  Pacific,  west  of  Ogden,  receives  far  more  upon  the  Beno 
shipment  than  on  the  Sacramento  shipment.  This  is  iUustrated  in 
the  following  table: 


From— 


To- 


Rate. 

Earnlna 
wistoT 

Ogdeo. 

CenU. 

Oitff. 

300 

21LS 

429 

21L3 

300 

2U-3 

€29 

21L3 

300 

18L9 

«29 

18L0 

300 

1745 

429 

1745 

300 

1Ml3 

429 

1Ml3 

Earatnfi 

orSoatbani 

PftoMe 

Ofdflo). 


OnNip  B.  Boston 

Group  C.  Now  York 

Group  D,  lududiof  Chicago,  etc 

Group  E,  iDOlnding  Mississippi  River 
Group  F,  Including  Missouri  River. . . 


/Sacramento. 

\Reno 

/Sacramento. 
\Reno 

i  Sacramento. 
Reno 
Sacramento., 
Reno 

(Sacramento. 
\Reno 


CenU. 

&7 
a7.7 

&7 
117.7 
UI.1 
UL9 
l&f 
254.5 
140L7 
9Ba7 


Neither  at  the  hearings  nor  in  the  argument  did  the  carriers  east 
of  Ogden  contend  that  their  divisions  of  these  rates  were  unreasonable. 
The  Southern  Pacific,  however,  the  carrier  which  makes  the  last 
700  miles  of  a  8,100-mile  haul,  strenuously  insists  thai  its  rates  to 
the  more  distant  points  are  compelled  by  water  competition  for  the 
purpose  of  defending  higher  rates  to  intermediate  points;  while  the 
carriers  performing  2,400  miles  of  that  service  appear  to  regard 
the  rate  as  entirely  reasonable.  The  line  from  New  York  to  Sacra- 
mento  and  Reno  constitutes  a  through  route  and  in  law  the  carriers 
engaging  therein  constitute  one  line.  If  the  Sacramento  rate  is  less 
than  a  reasonable  rate  and  the  result  of  competition  then  it  would 
seem  fair  to  assume  that  all  of  the  carriers  engaging  in  the  trans- 
portation so  consider  it  and  would  accordingly  demand  a  lesser  divi- 
sion than  the  division  they  would  be  justified  in  requiring  out  of  the 
higher  rate  to  the  intermediate  point.  The  fact  remains,  however, 
that  for  the  2,400-mile  haul  from  New  York  to  Ogden  the  New  Yoric 
Central,  the  Lake  Shore,  the  North  Western,  and  the  Union  Pacific 
^  the  same  revenue  out  of  the  $3  rate  to  Sacramento  that  they 
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do  oat  of  the  $1^29  rate  to  Reno.    This  is  graphically  illustrated  by 
the  following  diagram  showing  the  division  of  the  rate: 


West  of  Ogden 

(Soatbem  Pacific) 


a 


Miles 


East  of  O^den 
(Lines  Ogden  to  New  York) 


Reno  I    542 
Sacramento  L   ^^ 


2950 


240S 


3104 


Division  of  first  class  rate  in  cents 


New  York 


I 
429 


Reno  [217.7 

Sacramento  I  88.7 


211.3 


New  York 


300 


Reno 


80 


Rate  per  ton  per  mile  m  mills 

I 

29 

17.5       New  York 


Sacramento  1        25.5 


19.3 


PBODUOnVB  FREIGHT  TERBITORT. 

We  have  gone  extensively  into  an  investigation  of  the  conditions 
surrounding  this  traffic  and  in  anywise  governing  the  basis  upon 
which  the  rates  to  Nevada  from  the  east  should  be  governed.  What 
has  been  said  herein  gives  little  more  than  a  suggestion  of  the 
extent  of  the  inquiry  which  has  been  made.  We  have,  for  instance, 
had  reports  made  upon  the  financial  condition  of  the  carriers  in- 
volved, and  their  ability  to  meet  any  reduction  wliich  the  Commis- 
.sion  might  direct  without  serious  impairment  of  their  revenues,  an 
interesting  fact  in  this  connection  being  this:  During  the  past  two 
years  the  operating  revenues  of  the  Southern  Pacific  Company's 
Pacific  system  have  increased  $8,000,000  while  its  operating  expenses 
have  decreased  $5,000,000,  thus  producing  an  increased  operating 
income  of  over  $12,000,000,  or  a  net  increase  of  about  $2,000  per  mile 
of  road. 

There  appears  in  the  record  a  c(Hnpilation  from  the  statistics  of 
this  Commission  for  the  years  1898-1907  in  which  it  is  shown  that 
in  these  ten  years  the  carriers  in  the  Pacific  coast  territory  doubled 
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their  freight  tonnage,  which  rose  from  18,000,000  to  35,000,000  t<Mis; 
almost  doubled  their  gross  revenue;  their  receipts  per  mile  increased 
over  70  per  cent;  their  receipts  per  ton  per  mile  increased  from 
1.07  to  1.25,  or  about  20  per  cent;  while  the  relaticm  of  expenses 
to  earnings  remained  practically  constant  at  62.50  per  cent  These 
figures  are  for  all  the  roads  in  the  Pacific  territory.  But  if  we  take 
the  Central  Pacific  alone  we  find  it  third  in  the  list  of  Pacific  coast 
roads  in  tons  carried  and  the  highest  of  all  in  freight  earnings  per 
mile  ($13,453  per  mile  in  1907).  While  it  is  one  of  three  railroads 
in  the  west  carrying  over  a  million  tons  of  freight  per  mile  of 
road — the  average  for  the  United  States — ^the  earnings  of  the  Cen- 
tral Pacific  per  mile  are  65  per  cent  greater  than  the  average  for  the 
United  States  and  100  per  cent  greater  than  the  average  of  the  roads 
west  of  Chicago. 

GONCX^USIONS. 

The  time  has  come,  in  our  opinion,  when  the  carriers  west  of  the 
Rocky  Mountains  must  treat  the  intermountain  country  upon  a 
different  basis  from  that  which  has  hitherto  obtained. 

Nevada  asks  that  she  be  given  rates  as  low  as  those  given  to  Sacra- 
mento. The  full  extent  of  this  petition  can  not  be  granted.  In  mak- 
ing rates  to  Reno  from  a  territory  broader  than  the  whole  of  con- 
tinental Europe  we  have  necessarily  given  consideration  to  existing 
rates  to  other  intermediate  points  and  to  points  upon  the  Pacific 

We  are  of  opinion  that  the  class  rates  to  Reno,  Winnemucca,  and 
Elko,  and  other  points  in  Nevada  upon  the  main  line  of  the  South»n 
Pacific  Cc«npany,  from  stations  on  the  lines  of  the  defendants  be- 
tween New  York  and  Denver  and  other  Colorado  common  points  are 
unreasonable  and  unjust  and  that  for  the  future  no  higher  rates  than 
those  set  forth  below  should  be  charged  to  Reno  and  points  east 
thereof  to,  but  not  including,  Winnemucca: 


neoTcr  and  other  points  In  Orotip  J«. . . 
Grand    Island    and    other    points    tn 

Group  0« 

Omaha  and  other  points  tn  Grmip  Fa... 
ninton  and  oihrr  points  in  Group  E«... 
Chicaj^  and  other  points  in  Group  D «. . 
Toledo   and    other   Cincinnati- Detroit 

oomnun  pcrfnts* 

Buffalo   and    other    Plttsburg-Buflalo 

eommon  points  * 

Ntw  York  and  conunoD  paints* 


niO  '|!.«Q  11.54  11.33 


Clasi. 


II.  12  JL 12 


2.30 
2.50 
2.80 
2.90 

3.06 

3.20 
3.50 


2.00     1.6R  1.45 

2.17  I  1.83  L58 

2.42  I  2.03  I  1.71 

2.51  >  2.00  L75 


X63 


2.76 
3.01 


2.19 


2.29 
2.49 


LSI 


1.87 
XOO 


1.22 
1.33 
1.43 
L47 

L53 

L57 
L67 


1.22 
1.33 
L46 
1.50 

L56 

1.02 
L75 


B. 


to.  87 

.96 
1.04 
1.14 
1.18 

L23 

L28 
L38 


Ha  70 

.76 
.83 
.91 
.»i 

.96 

LOI 
LU 


D. 


10.66 

.73 
.79 
.86 


.96 
LO 


90160 


.71 
.79 


•  As  designated  In  Transoonttnental  Freight  Btireaa  Westboaiid  Ttdfl  1-K.  L  C.  C.  No.  920. 
»  As  designated  in  Nor.  Pae.  No.  23500,  L  a  a  No.  3295. 
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And  that  for  the  future  no  higher  rates  than  those  set  forth  below 
should  be  charged  to  Winnemucca  and  points  east  thereof  to  the 
Nevada-Utah  state  line: 


From— 

Oass. 

L 

2. 

3. 

4. 

6. 

A. 

B. 

C. 

D. 

B. 

Denver  and  other  points  In  Oroap  J  «... . 

Grand  Island  and  other  points  In  Oroap 

0« 

12.00 

2.10 
2.38 
2.66 
2.75 

2.00 

S.04 
3.33 

11.72 

1.00 
2.06 
2.30 
X38 

2.00 

2.02 
2.86 

$1.46 

1.60 
1.74 
1.03 
LOO 

X06 

2.18 
2.37 

•1.26 

1.38 
l.fiO 
1.63 
1.66 

1.72 

1.78 
1.00 

$1.06 

1.16 
1.26 
1.36 
1.40 

1.44 

1.40 
1.50 

$1.06 

1.16 
1.26 
1.30 
1.43 

1.48 

1.44 
1.66 

$0.83 

.01 
.00 
1.06 
1.07 

1.17 

1.22 
1.31 

$0.67 

.72 
.70 
.86 
.80 

.03 

.96 
1.05 

$0.63 

.60 
.75 
.82 
.85 

.87 

.01 
.06 

$0.67 
.62 

Omaha  and  other  points  tai  Oroap  F «... . 
Clinton  and  other  polntsin  Group  E  •. . . . 
Chicago  and  other  points  tn  Group  D  •. . . . 
Toledo   and   other   Cincinnati-Detroit 

.67 
.74 
.76 

.70 

Boffalo   and   other    Pittsburs-BuAao 
wnmfln  points  * ^  .... 

.82 

New  York  and  common  points  » 

.88 

•  As  designated  in  Transcontinental  Freight  Bureau  Westbound  Tariff  1-K,  I.  C.  C.  No.  030. 
»  As  designated  in  Nor.  Pao.  No.  23500, 1.  C.  C.  No.  3205. 

In  directing  the  carriers  to  establish  these  class  rates  we  have 
taken  into  consideration  the  fact  that  the  general  policy  of  the  car- 
riers is  to  make  commodity  rates  somewhat  lower  than  class  rates 
on  commodities,  the  movement  of  which  is  regarded  as  necessary  to 
the  development  of  mercantile  interests  and  industries.  There  are 
at  present,  as  we  have  seen,  a  considerable  number  of  such  com- 
modity rates  into  Beno,  but  these  are  entirely  insufficient  to  meet 
the  needs  of  Nevada  if  she  is  to  become  in  any  way  an  independent 
business  community.  There  is  no  foundation  in  the  record  in  this 
case  for  the  establishment  of  such  commodity  rates.  The  theory 
upon  which  the  case  was  presented  eliminated  all  other  considerations 
excepting  the  claim  that  all  rates  eid^ended  to  Sacramento  w^ere  reason- 
able as  to  Reno  and  other  Nevada  points.  The  Nevada  petition  was 
tantamount  to  a  request  that  under  our  legal  authority  to  establish 
reasonable  rates  we  should  fix  the  same  rate  from  Denver  as  from 
Boston.  We  do  not  so  construe  our  authority  as  to  permit  this  Com- 
mission to  make  rates  upon  such  a  basis.  Without  doubt  the  com- 
modity rates  made  to  the  coast  terminals  are  reasonable  from  a  great 
portion  of  eastern  defined  territory,  but  a  governmental  authority 
may  not  exercise  the  latitude  in  fixing  a  rate  blanket  which  the 
carriers  themselves  have  here  exercised. 

In  the  Spokane  case^  19 1.  C.  C.  Rep.  162,  some  600  commodity  rates 
had  been  established  voluntarily  by  the  carriers,  and  the  petition  in 
that  case  was  for  the  reduction  of  those  rates  to  a  reasonable  figure. 
The  carriers  had  made  a  special  series  of  zones  across  the  continent  to 
meet  the  exigencies  of  the  Spokane  situation.  In  the  case  before  us, 
however,  no  such  favorable  condition  is  presented.  We  have  neither 
a  schedule  of  commodity  rates  with  which  to  deal  as  to  which  specific 
complaint  is  made,  nor  have  the  carriers  so  divided  the  continent  into 
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groups  of  originating  territory,  save  in  the  sense  that  the  tranaeoQ- 
tinental  groups  to  the  coast  terminals,  which  are  entirely  different 
from  those  found  in  the  Spokane  case^  suproj  fumi^  a  f oundaticm 
for  present  combination  rates  to  western  Nevada. 

In  view  of  this  situation  we  shall  make  no  order  as  to  ccnnmodity 
rates  in  this  case  at  the  present  time,  but  shall  direct  the  carriers  to 
make  a  record  of  all  shipments  into  Nevada  from  eastern  defined  ter- 
ritory during  the  months  of  July,  August,  and  September,  1910,  c^ 
during  such  other  representative  months  as  may  be  determined  upon 
by  the  Commission  after  conference  with  the  carriers,  and  furnish 
the  Commission  with  a  statement  showing  as  to  each  shipment  the 
following  facts: 

(1)  The  commodity;  (2)  the  weight,  carload  or  less  than  carload; 
(3)  point  of  origin  and  the  transcontinental  territorial  group  in 
which  the  same  is  situated;  (4)  rate  that  would  be  applied  under  the 
tariffs  in  effect  July  1, 1910;  (5)  the  gross  charges  thereunder;  (6)  the 
rate  applicable  under  the  order  made  in  this  case;  (7)  the  gross 
charges  thereunder;  (8)  the  rate  that  would  be  applied  were  the 
movement  to  Sacramento;  (9)  the  gross  charges  thereunder. 

The  complainant  will  be  ordered  in  this  case,  on  or  before  Octobw 
1, 1910,  to  furnish  to  the  Commission  and  to  the  defendant  Southern 
Pacific  Company  a  list  of  commodities  upon  which  commodity  rates 
are  desired,  together  with  an  outline  of  the  various  territories  or 
groups  from  which  commodity  rates  should  apply. 

We  are  of  the  opinion  that  justice  can  not  be  done  to  Nevada 
unless  Nevada  points  are  put  on  a  practical  parity  with  points  in 
eastern  Washington  and  eastern  Oregon,  and  a  further  hearing  wiU, 
in  due  course,  be  held  after  the  data  here  requested  have  been  fur- 
mshed  by  carriers  and  complainant. 
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No.  1796. 
MARICOPA  COUNTY  COMMERCIAL  CLUB 

V. 

SANTA  FE,  PRESCOTT  &  PHOENIX  RAILWAY  COMPANY 

ET  AL. 


SubmitUd  October  fO,  1909.    Decided  June  6,  1910. 


ClasB  rates  from  points  within  eastern  defined  territory  between  the  Mlnoori  River 
and  the  Pittsburg-Buffalo  line  to  Phoenix,  Ariz.,  found  unreasonable;  reason- 
able rates  prescribed  for  the  future. 

K  P.  Coatigan  and  F.  A.  Jones  for  complainant. 

F.  C.  DiUard^  P.  F.  Dunne^  and  C.  W.  Durhroto  for  Southern 
Pacific  Company,  Maricopa  &  Phoenix  Railroad  Company,  Phoenix  & 
Extern  Railroad  Company,  and  Galveston,  Harrisburg  &  San  An- 
tonio Railway  Company. 

T.  J.  Norton^  E.  W.  Camp^  L.  H.  Chalmers^  and  Paul  Burke  for 
Atchison,  Topeka  &  Santa  Fe  Railway  Company  and  Santa  Fe,  Pres- 
cott  &  Phoenix  Railway  Company. 

E.  B.  Peirce  for  Chicago,  Rock  Island  &  Pacific  Railway  Company. 

O.  E  Butterfidd  for  New  York  Central  Lines. 

George  E  TraUee  for  Arizona  Commercial  Association,  intervener. 

Report  or  the  Commission. 

Lane,  Oommieeioner: 

Phoenix,  Ariz.,  herein  asks  for  the  establishment  of  class  rates  to 
that  city  from  points  within  eastern  defined  territory  lying  between 
the  Missouri  River  and  the  Pittsburg-Buffalo  line.  The  present  rates, 
which  are  complained  of  as  unreasonable,  are  set  forth  in  the  following 
table: 


I  City 
SLLoala... 

CJDcinnfttf . 
PtUibiug.. 


Cltflik 


18.41  92.9B  $2.68 


S.41 
3.61 
3.61 
3.91 


2.96 
3.14 
8.14 
8. 48 


2.76 
2.87 
2.87 
8.07 


12.16 
2.21 
2.26 
2.81 
2.44 


t91.90  fl.90  |$1.68  l|1.87 
1.9&     1.97  "^ -^ 


2.00 
2.02 
2.14 


2.05 
2.06 
2.17 


C. 


1.68 
1.71 
1.71 
1.79 


1.89 
1.46 
1.46 
1.M 


D. 


11.15 
1.15 
1.21 
1.21 
1.81 


11.07 
L07 
1.12 
1.12 
1.22 
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After  full  hearing  and  an  extensive  investigation  we  are  of  opinion 
that  the  class  rates  set  forth  in  the  foregoing  table  are  onreaeonable 
and  unjost,  and  that  for  the  fntnre  no  higher  rates  should  he  charged 
than  are  set  forth  below: 


From— 

OaaL 

L 

2. 

t. 

4.        6.        A. 

B. 

a 

D. 

B. 

KaiiMaClt7 

8t  Louii 

«2.50 
2.80 
2.W 
3.06 

s.ao 

92.17 
2,42 
2.61 
2.88 
2.76 

91.88 
2.08 
2.08 
2.19 
2.29 

91.66  tl.8S  91.88 
L71     L48  1  1.46 
1.76     L47     1.60 
LSI     L62     1.66 
1.87     L67     Le2 

91.04  J0.8I 
1.14       .91 

90.79 
.88 
.89 
.92 
.98 

•^5 

ObictfO 

1.18  1  .94 
L28'  .96 
1.28  .  LOB 

.89 

andnnrnti 

.88 

PlttibnTs 

.88 

Phoenix  enjoys  at  present  commodity  rates  upon  a  considerable 
number  of  commodities  but  complainant  herein  sets  forth  a  large  num- 
ber of  commodities  upon  which  rates  are  asked  which  shall  not  exceed 
those  extended  to  Los  Angeles.  The  class  rates  above  fixed  will  affect 
all  of  these  commodities,  and  before  proceeding  furtherwe  shall  direct 
the  carriers  to  make  a  record  of  all  shipments  from  eastern  defined  ter- 
ritory to  all  points  in  Arizona  east  of,  or  intermediate  to,  Phoenix, 
during  the  months  of  July,  August,  and  September,  1910,  or  during 
such  other  representative  months  as  may  be  determined  upon  by  the 
Commission  after  conference  with  the  carriers,  and  to  furnish  the  Com- 
mission with  a  statement  showing  as  to  each  shipment  the  following 
facts:  (1)  The  commodity;  (2)  the  weight,  carload  or  less  than  carluad; 
(3)  point  of  origin  and  the  transcontinental  territorial  group  in  which 
the  same  is  situated;  (4)  rate  applicable  under  the  tariffs  in  effect  July 
1, 1910;  (5)  the  gross  charges  thereunder;  (6)  the  rate  applicable  un- 
der the  order  made  in  this  case  if  extended  to  all  points  in  Arizona 
east  of  and  intermediate  to  Phoenix;  (7)  the  gross  charges  thereunder; 

(8)  the  rate  that  would  be  applied  were  the  movement  to  Los  Angeles; 

(9)  the  gross  charges  thereunder. 

The  complainant  will  be  required  to  furnish  to  the  Commission  on 
or  before  October  1, 1910,  and  to  the  delivering  carriers,  the  Blari- 
copa  &  Eastern  and  the  Santa  Fe,  Prescott  &  Phoenix,  a  list  of  com- 
modities upon  which  commodity  rates  are  desired,  together  with  an 
outline  of  the  various  territories  or  groups  from  which  rates  should 
apply.  In  this  case,  as  in  the  Heno  oase^  19  I.  C.  C.  Bep.  238,  we  are 
of  the  opinion  that  the  carriers  should  extend  to  Phoenix  and  other 
pomts  in  Arizona  a  reasonable  list  of  commodity  rates  adapted  to  the 
needs  of  that  territory  and  in  substantial  conformity  with  the  rates 
made  on  the  same  commodities  to  other  intermountain  points  on  lines 
to  the  north* 

19LaaBeik 


Digitized  by 


Google 


TSLAJmO  BTTBMJLV  OF  MSB0HANT8  BXOHAKQB  V.  B.  P.  CO.      259 


No.  2889. 

TRAFFIC  BUREAU  OF  THE  MERCHANTS'  EXCHANGE  OF 

SAN  FRANCISCO,  CAL., 

V. 

SOUTHERN  PACIFIC  COMPANY. 


SubmitUd  Februanf  11, 1910.    Decided  June  6, 1910. 


ClasB  rates  from  Sacramento,  Gal.,  to  points  upon  the  main  line  of  the  Southern 
Pacific  Company  between  Reno,  Nov.,  and  Cecil  Junction,  Utah,  indosive,  found 
excessive;  reasonable  rates  prescribed  for  the  future. 

SetA  Mann  and  William  H.  Wheder  for  complainant 

F.  C.  DiUard,  P.  F.  Dunns^  and  C.  W.  Durbrow  for  defendant 

Oeorge  J.  Bradley  for  intervener. 

Rbpobt  of  the  Commission. 

Lane,  Oommisdaner: 

The  reasonableness  of  the  class  rates  from  Sacramento,  Cal.,  east- 
ward to  all  points  upon  the  main  line  of  the  Southern  Pacific  Com- 
pany in  the  states  of  Nevada  and  Utah  up  to  but  not  including  Ogden 
are  attacked  in  this  complaint  These  rates  from  Sacramento  to  Reno, 
a  distance  of  154  miles,  are  as  follows: 

Class....    1       2       346ABODE 
Kate....   129    113    102    S7    7S    7S    34    33i    25i    25i 

The  rate^  gradually  increase  from  Reno  eastward  until  at  Moline, 
Nev.,  the  first  class  rate  is  $1.72^,  which  rate  obtains  as  a  maximum 
up  to  Cecil  Junction,  Utah,  1  mile  west  of  Ogden.  The  Sacramento- 
Ogden  rates  are  on  a  lower  scale,  being — 

Claas....     12       345       ABODE 
Rate....   154    131    115    96    79i    79J    62    66    38    311 

An  examination  of  the  tariffs  on  file  with  this  Commission  &ils  to 
show  a  scale  of  rates  as  high  as  that  obtaining  between  Sacramento 
and  Reno  on  any  other  main  line  in  the  United  States.  There  are  a 
few  rates  between  interior  mountain  points  which  are  almost  as  high. 
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Comparisons  given  in  the  record  between  first  class  rates  between 
different  points  follow: 

Comparison  offird  dau  raiet. 


Fron 


To- 


Distance. 


ClMil. 


Awtngt 
rate  per 
ton  per 

mile  of  aU 

10c 


Sacramento 

Denyer 

Do 

Portland 

Salt  Uke 

Do 

ElPaio 

Omaha 

Do 

Sacramento 

Portland 

Los  Angeles.... 

Do 

Do ^ 

Sacramento 

Portland 

Los  Angeles.... 

Denver 

Spokane  

Portland 

Seattle 

Taooma 

Los  Angeles 

Daggett 

San  Diego , 

Kansas  aty 

Chicago 

Do , 

Do 

Do 

Do 

Kansas  City 

Omaha , 

Texas  distance. 
Iowa  distance.. 


Reno,  Ner 

Lead ville.  Colo... 

Ogden.Utah 

Pocatello,  Idaho., 
do. 


Huntington,  Oreg 

Yama,  Ariz 

KlmbaU.Nebr 

Ogden.Utah 

Ashland,  Oreg 

do 

Fresno,  Gal 

Tucson,  Ariz 

Bakersdeld 

Cottonwood,  Cal 

Divide,  Oreg 

Ilmon,Cal 

Newett,  Colo 

Thompson  Falls,  Mont. 

Heppner  Junction 

Leavenworth.  Wash 

Yacolt.  Wash 

Daggett.  Cal 

Sloan,  Nev 

Pasadena,  Cal 

Chapman.  Nebr 

Panama.  Iowa 

Jodflon,  M  inn 

Sugar  Creek.  Mo 

Tumey,  Mo 

Solon  Springs,  Wis 

Cheyenne  wells,  Colo.. 
Kimball.  Nebr 


JTOes. 
IM 
276 
77» 
781 
171 
4fl6 
502 
461 
1,000 
841 
841 
276 
606 
168 
161 
149 
160 
144 
164 
162 
142 
166 
169 
157 
186 
162 
446 
446 
447 
444 
447 
468 
461 
440 


OmU, 
129 
100 
164 
209 
66 
160 
190 
126 
206 
164 
128 
80 
190 
71 
62 
66 
71 
96 
67 
88 
78 
66 
9B 
84 
1ft 
60 
80 
66 
80 
80 
66 
96 
126 
101 
68 


9.10 

8. 84 
2.U 
8.01 
8. 70 
8.71 
4.  IS 
177 

6.60 
4.10 
8. 9a 
4.64 

6.63 
6.36 
4.68 
8.00 
7.14 
6.06 
5.72 
5.66 
4.08 
7.77 
6.75 
1.97 
4.16 
1.G8 
1.3R 
1.6S 
l.M 
tS4 
2.87 
2.77 
2.79 
L«7 


It  costs  a  shipper  at  Sacramento  $1.29  to  send  100  pounds  of  first 
class  freight  from  Sacramento  to  Reno,  a  distance  of  154  miles.  For 
less  than  this  charge  a  shipper  at  New  York  may  send  the  same  package 
to  St  Pan],  Minn.,  and  beyond,  a  distance  of  1,500  miles;  or  for  $1.33 
a  shipper  at  Galveston  may  send  the  same  package  to  Guthrie,  Okla., 
a  distance  of  583  miles.  The  same  package  will  be  carried  from 
Lfonisville,  Ey.,  to  Uigolets,  La.,  for  $1.19,  a  distance  of  780  miles, 
or  from  Kansas  City  to  Temple,  Tex.,  630  miles,  for  $1.27.  For  the 
same  $1.29  or  less  one  may  have  100  pounds  of  first  class  freight 
transported  from  Chicago  to  Jackson,  Miss.,  738  miles;  from  Denver 
to  Simmons,  Tex.,  457  miles;  from  Portland,  Oreg.,  to  Keystone^ 
Wash.,  489  miles;  from  Norfolk,  Va.,  to  Arlington,  Ala.,  912  miles; 
from  Ogden,  Utah,  to  Caldwell,  Idaho,  431  miles.  In  short,  the  claas 
rates  eastbound  out  of  Sacramento  are  practically  without  precedent 
or  parallel. 

The  one  justification  given  for  a  scale  of  rates  so  high  is  that  the  road 
between  Sacramento  and  Reno  was  exceptionally  expensive  to  build 
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and  is  expensive  to  maintain  and  operate.  This  is  so  because  it  has  a 
heavy  grade— 2.2  per  cent  It  passes  through  a  total  of  nearly  a  mile 
and  a  half  of  tunnel,  and  is  covered  by  30  miles  of  snowsheds  over  the 
Sierras.  It  is  said  that  it  costs  an  average  of  $7,000  a  mile  per  year  to 
maintain  these  snowsheds.  The  lift  over  the  Sierra  Nevada  Mountains 
from  Sacramento  to  Reno  is  approximately  7,000  feet,  which  is  made 
on  a  grade  of  2.2  per  cent  Over  the  Siskiyou  Mountains,  dividing 
California  and  Oregon,  a  train  must  be  lifted  4,135  feet  upon  a  grade 
of  8.3  per  cent,  while  over  the  Tehachapi  Mountains,  in  southern  Cali- 
fornia, between  Los  Angeles  and  Bakersfield,  the  elevation  is  4,035  feet, 
which  is  made  on  a  grade  of  2.2  per  cent  and  with  an  extremely  high 
curvature.  The  first  class  rate  from  Los  Angeles  to  Bakersfield,  as 
shown  by  the  table  quoted  above,  is  71  cents.  This  mte  is  at  present 
under  attack  as  to  its  reasonableness  before  the  state  railroad  com- 
mission of  California.  The  rate  from  Sacramento  to  Ashland,  which 
is  to  the  north  of  the  Siskiyou  Mountains  a  distance  of  341  miles,  is 
$1.54. 

It  was  urged  upon  the  hearing  that  a  haul  of  154  miles  over  the 
Sierras  was  equivalent  to  444  miles  of  level  haul.  Just  what  the  pre- 
cise meaning  of  this  position  is  we  can  not  clearly  learn  from  the 
record,  but  if  it  is  presented  as  a  reason  for  justifying  the  $1.29  rate 
under  such  exceptional  conditions  it  would  be  fair  to  assume  that  such 
a  rate  would  not  be  imposed  under  conditions  much  less  disadvan- 
tageous. Nevertheless,  we  find  that  out  of  Reno  eastward  for  a  dis- 
tance of  154  miles,  an  almost  level  haul,  the  first  class  rate  is  $1.11. 
Moreover,  lower  first  class  rates  for  a  distance  of  440  miles  are  not 
difiicult  to  find  on  roads  which  have  a  much  less  density  of  trafiic  than 
that  portion  of  defendant's  railroad  extending  from  Sacramento  to 
Ogden,  Utah  (hereinafter  called  the  Central  Pacific),  which  in  1907 
hauled  1,047,136  tons  of  freight  per  mile.  We  do  not  recognize 
the  right  of  a  carrier  to  single  out  a  piece  of  expensive  road  and 
make  the  local  trafiic  thereon  bear  an  undue  portion  of  the  expense  of 
its  maintenance  or  of  its  construction.  A  road  is  built  and  operated 
as  a  whole,  and  local  rates  are  not  to  be  made  with  respect  to  the 
difliculties  of  each  particular  portion,  charging  the  cost  of  a  bridge 
to  the  trafiic  of  one  section  or  the  cost  of  a  tunnel  to  traffic  between 
its  two  mouths.  Upon  this  same  road  millions  of  dollars  have 
recently  been  expended  in  building  the  Lucin  cut-off  just  west  of 
Ogden,  a  monumental  bit  of  construction  which  traverses  the  Great 
Salt  Lake.  If  rates  from  one  side  of  the  lake  to  the  other  were 
based  upon  the  cost  of  this  cut-off  they  would  be  unconscionable.  If 
the  position  of  the  defendant  were  followed  by  the  carriers  generally 
(which  it  is  not,  nor  even  by  itself)  it  would  result  in  rates  that  would 
vary  from  mile  to  mile  as  the  coat  of  road  per  mile  varies. 
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The  Central  Pacific  makes  no  separate  operating  report  to  the  Com- 
mission, and  we  therefore  have  no  official  statistics  of  that  company 
as  distinguished  from  the  Southern  Pacific.  However,  in  this  case 
and  the  several  cases  now  before  the  Commission  involving  Pacific 
coast  rates,  many  statistics  have  been  furnished  by  complainants  and 
defendants. 

It  is  generally  contended  in  the  western  country  that  rates  are  high 
because  traffic  is  light  and  that  the  earnings  do  not  compare  favorably 
with  those  of  eastern  carriers.  What  is  known  as  the  *'Seger  affi- 
davit," filed  in  the  Reno  case^  19 1.  C.  C.  Rep.  238,  and  above  referred  to, 
shows  that  the  Central  Pacific  in  1907  hauled  1,047,136  tons  of  freight 
per  mile  as  compared  with  606,779  tons  for  Group  X,  in  which  is  com- 
prised the  Central  Pacific,  and  compared  with  659,235  for  Groups  VI 
to  X,  embracing  all  the  country  west  of  Chicago  and  the  Mississippi 
River.  The  Central  Pacific,  a  single-track  carrier,  carried  more  tons 
per  mile  than  any  of  the  transcontinental  carriers  except  the  Union 
Pacific  and  the  Oregon  Short  Line,  which  carried  about  the  same. 
It  carried  almost  exactly  the  average  for  the  United  States.  The 
figures  above  appear  in  the  table  which  follows.  From  this  it  is 
learned  that  the  freight  earnings  per  mile  of  road  for  the  Central 
Pacific  for  1907  were  $13,453.80,  which  is  greater  than  that  of  any 
other  carrier  set  forth  in  the  table,  65  per  cent  greater  than  ttie  aver- 
age for  the  United  States,  nearly  100  per  cent  greater  than  the  aver- 
age for  Group  X,  and  over  100  per  cent  greater  than  the  average  for 
all  roads  west  of  Chicago  and  the  Mississippi  River.  It  will  be  noted 
that  these  earnings  are  almost  double  those  of  the  Atchison,  Topeka 
&  Santa  Fe,  one  of  its  active  competitors,  and  that  road  penetrates 
the  dense  freight  territory  lying  between  Kansas  City  and  Qiicago* 

Year  ending  June  30, 1907. 


Name  of  road. 


Tons  carried       Prelfht 
1  mile  per   I  eamlnfi  per 
mile  of  road,  mile  of  road. 


AchlaoD.  Topeka  A  SanU  Fe 

Oregon  Railroad  A  Navigation  Co 

DenyerA  Rio  Grande 

Oregon  Short  Line 

Union  Pacific 

Northern  Pacific 

Great  Northern 

Chicago  Burlington  &  Qulney 

Chicago  A  North  Wontem 

Chicago.  Rock  I«land&  Pac-lflc 

San  Pedro.  Los  Angelea  A  Salt  Lake 

St.  LoulM^San  Fruiclaco 

Southern  Pacific 

Central  Pacific 

Oronp  X 

Qroope  VI.  VII,  Vm,  tX,  and  X 

United  Slatee 

a  Flgoree  taken  from  Kllnk 


821.068 
0OA.964 

1.075,4»4 

1,146,918 

1.011.164 

941.512 

802.  ?a 

718.982 

M9,965 

278,966 

M0.42« 

766.  OW 

■  1,047.186 

006,779 

660.285 

1,060,119 


f7.6 
7.18LI0 
6,093.06 
9.234.21 

U,  000. 86 
8,79A.n 

7.m.w 
6,sa&.M 

6.63^69 
5.2SK.98 
8««6&.8B 
6,854.96 
8,922.86 
•  18, 468. 80 
7,188.69 
6,846.08 
8,m.88 
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The  operating  officials  of  the  Central  Pacific  testified  in  this  case 
that  the  road  was  now  doing  the  maximum  business  which  could  be 
done  economically.  In  other  words,  that  an  increase  in  business 
would  add  to  the  expense  per  unit  of  operation.  Not  being  in  a 
position  to  urge  that  a  reduction  in  rates  was  unjustifiable  because  of 
the  lightness  of  its  traffic,  the  defendant  here  contends  that  the  Com- 
mission would  not  be  justified  in  reducing  the  rate  because  business 
would  increase  and  thereby  the  expense  of  performing  the  service 
would  increase.  The  contention  seems  to  be  that  the  Commission 
must  not  reduce  the  rate  when  the  traffic  is  light,  and  when  the  traffic 
is  heavy  it  must  not  reduce  the  rate  because  it  will  increase  the  cost  of 
operation. 

Some  of  the  per-ton-per-mile  rates  ascertained  from  statistics  fur- 
nished in  the  several  Pacific  coast  cases  now  before  us  are  as  follows: 


Date 

Road. 

Rate  per 
ton  per 
mile  in 
mills. 

^ssr 

1900 

Southern  Pacific  • 

12.11 
10.44 

88.88 

181.00 

74.87 

7.60 

280.00 

1900.  February 

1900 

Central  Pacific  tranacontineiital  busiuen  (through)* 

Central  Pacific: 

Sacramento  to  Reno«— 

Carloada' 

788.00 

164.00 

L.  C.  L.« 

164.00 

a  L.  and  L.  C.  L./ 

164.00 

1908 

Average  on  all  roadain  the  United  States^ 

268.M 

•  From  annual  report  of  oompanv. 
»  From  exhibit  of  Southern  Pacific  in  Reno  ea$e,  showing  80,271  tons  through  busincH  east  ai      

between  Ogden  and  California,  on  which  reyenue  was  $495,128.87,  or  IB.21  per  ton.  and  the  mlleaget, 
Ogden  to  San  Francisco,  is  788,  making  rate  per  ton  per  mile  10.44  mills.  Some  of  this  business  stopped 
at  Saofamento,  which,  being  only  89d  miles  from  Ogden,  would  tend  to  increase  the  rate  per  ton  per 
mile,  while  busineas  passing  off  the  main  line,  being  hauled  a  longer  distance,  would  tend  to  decrease 

•  Compiled' from  exhibits  in  Seno  cate  where  billing  of  all  freight  into  Reno  was  analysed  and 
carloads  and  lea  than  carloads,  Sacramento  to  Reno,  164  miles,  tonnage  and  reyenue  stated. 

tf  Same  as  («),  tonnage,  6,728;  revenue,  $66,908.10;  per  ton,  $9.78;  rate  per  ton  per  mile,  88.88  miUs. 
«  Same  as  (<),  tonnage,  1,184;  reyenue,  $22,872.18;  per  ton,  $20.17;  rate  per  ton  per  mile,  181  mills. 
/  Average  («)  *nd  (/),  tonnage,  8,867;  revenue,  $78,778.'28;  per  ton,  $11.49;  rate  per  ton  per  mile,  74.87. 
f  Interstate  Commerce  Commission  report. 

The  rate  per  ton  per  mile  on  the  Southern  Pacific  in  1900  was  1.149 
cents  and  in  1909  1.211  cents,  an  increase  of  5  per  cent  The  assistant 
general  manager  for  the  Southern  Pacific  Company  testified  that  any 
unit  of  freight  could  at  the  present  time  be  moved  more  cheaply  over 
the  Central  Pacific  between  Sacramento  and  Reno  than  it  could  ten 
years  ago. 

That  an  immense  business  is  done  over  defendant's  line  from  Sacra- 
mento to  Reno  is  evidenced  not  only  by  the  statement  of  1,047,136 
tons  per  mile  of  road  in  1907  but  further  by  the  testimony  of  the 
assistant  general  manager  of  the  Southern  Pacific  that  twice  as  much 
business  is  done  there  as  over  the  Tehachapi  Pass  between  Los  Angeles 
and  Bakersfield,  where  the  rate  is  71  cents,  first  class,  and  the  eleva- 
tion 4,000  or  5,000  feet  The  same  witness  testified  that  from  200  to 
300  cars  per  day  move  over  the  Sacramento-Reno  line  as  compared 
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With  75  to  100  over  the  Siskiyou  Mountains^  where  the  average  rate 
per  ton  per  mile  is  5.62  cents  as  compared  with  Sacramento-Reno, 
9.16  cents,  and  the  elevation  is  4,100  feet,  while  over  the  Sacramento- 
Beno  line  it  is  7,000  feet. 

The  main  line  of  the  Central  Pacific  is  fed  east  of  Sacramento  in 
California  by  several  small  lines:  The  Portland  line  of  the  Central 
Pacific,  which  meets  the  Ogden  line  at  Roseville;  farther  east  by  the 
Boca  and  Loyalton  line,  the  Nevada  County  Marrow  Gauge,  which 
runs  from  Colfax  to  Nevada  City,  and  the  Lake  Tahoe  Transportation 
Company's  line.  In  Nevada,  by  the  Virginia  and  Truckee  line,  oper- 
ating between  Beno  and  Virginia  City  and  Carson;  the  Mevada-Cali- 
fomia-Oregon  Railway,  operating  between  Beno  and  Alturas,  CaL; 
and  the  Nevada  and  California  Railway,  running  from  Hazen  south 
in  Nevada,  which  latter  road  is  a  Southern  Pacific  property,  and 
which  reaches  down  to  a  Tonopah  and  Goldfield  connection,  and  into 
California  again  as  far  south  as  Keeler;  the  Derby  and  Wadsworth 
branch;  Hazen  to  EsLgle  Salt  Works;  Hazen  to  Fallon;  the  Nevada 
Central  from  Battle  Mountain  to  Austin;  the  Eureka  &  Palisade  from 
Palisade  to  Eureka;  and  the  Nevada  Northern  from  Cobre  to  Ely. 

We  have  given  much  consideration  to  this  case,  having  before  as 
similar  cases  involving  rates  out  of  Portland,  Seattle,  and  Tacoma, 
and  our  conclusion  is  that  the  class  rates  herein  involved  are  exces- 
sive and  unreasonable  and  should  be  materially  reduced. 

We  are  of  the  opinion  that  the  class  rates  to  Beno  and  all  stations 
east  thereof  up  to  and  including  Lovelock  from  Sacramento  should 
not  exceed  the  following  in  cents  per  100  pounds: 

ClMB....    1      2      3      4      6      A     B     C     D     E 
Rate....  S5    71    64    51    43    43    34    2S    25    21 

We  are  further  of  the  opinion  that  reasonable  class  rates  from 
Sacramento  to  points  east  of  Lovelock,  to  and  including  Elko  should 
not  exceed  the  following: 

ClaaB....    1       234      5       ABODE 
Bate....  115    96    86    G9    57}    57}    46    38    34}    29 

And  to  points  east  of  Elko,  to  and  including  Cecil  Junction,  Utah — 

CUm....  1   2    3   45ABCD E 

Bate....  154  128  115}  92  77  77  62  51  46  38} 

The  rates  herein  prescribed  will  be  governed  by  the  Western 

Classification. 

An  order  will  be  entered  accordingly. 
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No.  2537. 
PORTLAND  CHAMBER  OF  COMMERCE 

V. 

OREGON  RAILROAD  &  NAVIGATION  COMPANY  ET  AL. 


No.  2545. 

TRANSPORTATION  BUREAU  OF  SEATTLE  CHAMBER  OF 

COMMERCE  ET  AL. 

V. 

NORTHERN  PACIFIC  RAILWAY  COMPANY  ET  AL. 


SubmiUed  January  18^  1910.    Decided  June  7,  1910. 


Defendants'  interstate  class  rates  from  Seattle,  Tacoma,  and  Portland  to  points  in 
Washington,  Oregon,  Idaho,  and  Montana  found  unreasonable  and  reduction  of 
20  per  cent  in  said  rates  proposed. 

Teal,  Minor  <&   Winifree  for  complainants. 

W.  A.  Mears  for  Seattle  Chamber  of  Commerce. 

J.  E.  Belcher  for  Tacoma  Traffic  Association. 

Fred  Pugh,  E.  0.  Connor,  and  R.  M.  Stephens  for  City  of  Spokane, 
County  of  Spokane,  Spokane  Chamber  of  Commerce,  and  Spokane 
Jobbers'  Association,  interveners. 

H.  M.  Stephens  for  Walla  Walla  Commercial  Club,  intervener. 

Hale  Holden,  Pierce  Butler,  C.  0.  Davies,  and  IF.  R.  Begg  for  Great 
Northern  Railway  Company. 

Charles  W.  Bunn  and  Charles  Donnelly  for  Northern  Pacific  Railway 
Company. 

F.  C.  DiUard  and  IF.  IF.  Cotton  for  Oregon  Railway  &  Navigation 
Company;  Oregon  Short  Line  Railroad  Company;  Oregon,  Washing- 
ton &  Idaho  Railroad  Company;  and  Union  Pacific  Railroad  Com- 
pany. 
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Report  of  the  Commission. 

Enapp,  Ohairman: 

The  first  of  the  above-entitled  proceedings  is  brought  bj  the 
Portland  Chamber  of  Commerce,  an  organization  whose  membership 
includes  representatives  of  the  commercial  interests  of  the  city  of 
Portland  and  state  of  Oregon;  the  second  by  the  Transportation 
Bureau  of  the  Seattle  Chamber  of  Commerce  and  the  Tacoma  Traffic 
Association,  representing  like  interests  in  the  cities  of  Seattle  and 
Tacoma,  and  the  state  of  Washington.  The  complaints  allege  in 
substance  that  the  class  rates  established  by  defendants  for  trans- 
portation eastbound  from  Portland  to  points  in  Washington,  Idaho, 
and  Montana,  and  from  Seattle  and  Tacoma  to  points  in  Or^on, 
Idaho,  and  Montana  are  imreasonable,  and  subject  the  interests 
represented  by  complainants  to  undue  disadvantage  as  compared 
with  shippers  and  jobbers  at  eastern  and  middle  western  points. 

Although  the  allegation  in  respect  of  discrimination  is  contained 
in  the  complaints,  it  was  repeatedly  asserted  by  coimsel  for  com- 
plainants that  their  only  claim  for  rehef  is  upon  the  ground  that 
the  rates  in  controversy  are  unreasonable  in  and  of  themselves;  and 
as  substantially  all  the  testimony  was  offered  to  support  or  disprove 
that  allegation,  the  record  would  not  warrant  a  findiog  in  respect  of 
the  discrimination  alleged. 

Under  the  rates  attacked  by  far  the  greater  proportion  of  the  ship- 
ments of  merchants  and  manufacturers  of  the  northwestern  coast 
cities  are  made,  in  less-than-carload  quantities,  to  points  in  the  states 
mentioned,  and  most  of  the  merchandise  shipments  are  included  in 
the  first  four  classes.  Therefore,  although  under  the  Western  Classi- 
fication there  are  10  classes  (5  numbered  and  5  lettered)  with  rates 
applicable  thereto,  the  rates  particularly  dwelt  upon  in  these  pro- 
ceedings are  those  applying  to  classes  1,  2,  3,  and  4. 

The  evolution  and  development  of  the  North  Pacific  coast  states, 
particularly  during  the  past  ten  years,  has  resulted  in  commercial 
conditions  different  from  those  which  prevailed  prior  to  that  time. 
At  first  commerce  was  confined  almost  solely  to  distributors  and  con- 
sumers of  products  manufactured  elsewhere,  and  manufacturing  was 
limited  both  in  volume  and  variety.  Now  manufacturing  industries 
and  coast  products  have  grown  to  considerable  proportions.  It  is 
asserted  by  complainants  that  this  growth  has  been  limited  by  a  rate 
situation  which  has  confined  sales  on  the  part  of  jobbers  and  manu- 
facturers to  an  unduly  restricted  territory  adjacent  to  the  coast, 
except  where  production  is  limited  to  what  might  be  termed  the 
first  stages  of  manufacture,  as  in  the  lumber  industry,  and  in  certain 
other  lines  of  production  wherein  the  coast  has  a  natural  monopoly, 
as  in  the  canned  salmon  industry. 
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While  the  defendants  in  each  proceeding  are  different,  and  portions 
of  their  hnes  serve  different  territories,  with  operating  conditions  to 
some  extent  dissimilar,  yet  the  relief  asked  for  being  substantially 
the  same,  the  Commission  ordered  the  cases  heard  and  aigued  to- 
gether, and  they  may  conveniently  be  disposed  of  in  one  report.  In 
fact,  commercial  conditions  are  such  that,  to  a  considerable  extent, 
any  relief  granted  to  one  of  the  coast  cities  would  probably  be  given 
by  the  carriers  to  the  others.  For  example,  the  Oregon  Railroad  & 
Navigation  Company  extends,  by  one  of  its  lines,  from  Portland  to 
Spokane.  If  the  Oregon  Railroad  &  Navigation  rates  from  Portland 
to  Spokane  are  reduced,  it  follows  that  the  rates  of  Oreat  Northern  and 
Northern  Pacific,  reaching  that  point  from  Tacoma  and  Seattle,  must 
be  correspondingly  reduced  if  those  carriers  desire  to  secure  a  portion 
of  the  Spokane  traffic.  So  it  follows  that  any  change  in  the  existing 
interstate  rates  of  which  complaint  is  made  will  probably  require  a 
corresponding  change  in  certain  intrastate  rates.  It  may  also  be  noted 
in  passing  that  the  action  of  either  the  Oregon  or  Washington  state 
railroad  commissions  upon  certain  intrastate  rates  is,  by  force  of 
competitive  conditions,  reflected  in  corresponding  interstate  rates  in 
the  territory  in  question. 

For  convenient  reference,  a  number  of  the  rates  complained  of  with 
the  resulting  revenue  per  ton  per  mile,  are  here  set  forth: 

I.  Clou  raUif  in  cent*  per  100  poundiy  and  cenU  per  ton  per  nute,  from  Seattle  and 
Taeomat  IratA.,  to  varioui  repreeentalive  points  east  thereof  on  the  Northern  Pae^ 
Railway, 


teooe. 

Rate  to— 

1. 

3. 

8. 

4. 

8. 

A. 

B. 

C. 

D. 

X. 

Mm. 
426 

446 

fi08 
867 
606 
67a 
738 

Rathdrum,  Idaho: 

Per  100  pounds 

Qranlte,  Idaho: 

Per  100  pounds 

Per  ton  per  mile....... 

Caseys,  MonlJ 

PerlOOpounds 

Per  ton  per  mile 

Woodlln.  Mont.: 

PerlOOpounds 

Per  ton  per  mile 

Perma,  Mont.: 

PerlOOpounds 

Per  ton  per  mile 

Mc<5hianie.  Mont.: 

rer  100  pounds 

Per  ton  per  mBe 

Bradley.  Mont.: 

PerlOOpounds 

Per  ton  per  mile 

Oenit. 

137 
6.43 

148 
6.41 

163 
6.37 

170 
6.10 

188 
6.28 

210 
6. 25 

210 
8.70 

Ontt. 

120 
&63 

123 
5.47 

138 
&43 

146 
8.30 

160 
&35 

17» 
8.33 

180 
4  87 

Omti. 

96 
4.60 

100 
4.48 

US 
4.44 

118 
4.28 

133 
4.41 

147 
4.37 

146 
3.03 

Onttt. 

83 
8.86 

86 
3.84 

07 
3.81 

101 
3.63 

113 
8.78 

136 
3.13 

135 
8.88 

Qnrtt. 

60 
3.31 

73 
3.33 

81 
8.18 

86 
3.06 

04 
3.14 

106 
3.13 

106 
184 

Oemtt, 

60 
3.31 

73 
3.33 

81 
3.18 

84 
3.01 

08 
3.13 

105 
3.13 

106 
3.84 

Omte. 

56 

3.58 

67 
3.55 

65 
3.55 

68 
144 

75 
3.60 

84 

3.60 

85 
3.30 

47 
130 

40 
133 

56 

3.30 

53 
1,87 

53 
L74 

74 
3.30 

64 
1.73 

dnu. 

36 
1.60 

86 
L61 

41 
L61 

43 
1.64 

47 
L57 

53 

1,87 

68 

L43 

Cents. 

27 
L27 

30 
1.30 

33 
L36 

83 

L18 

87 
1.21 

43 
L35 

43 
1,13 
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II.  CUui  ratest  i^  cents  per  100  pounds,  and  cents  per  tonper  mile,  from  Seattle,  WaA,, 
to  various  representative  points  east  thereof  on  the  Oreat  Northern  Railway, 


DIs- 
taooe. 

Rate  to- 

1. 

2. 

3. 

4. 

6. 

A. 

B. 

C. 

D. 

B. 

407 
448 
606 
667 
002 
664 
672 
738 

Wrencoe,  Idaho: 

Per  100  iwunds 

Per  ton  per  mile 

Bonners  Ferry,  Idaho: 

Per  100  pounds 

Per  ton  per  mile 

Jennings.  Mont.: 

Per  100  pounds 

Per  ton  per  mile 

Shields,  Mont.: 

Per  100  pounds 

Per  ton  per  mile 

Lupfer,  Mont.: 

Per  100  pounds 

Per  ton  per  mile 

Qarnr,  Mont.: 

Per  100  pounds 

Per  ton  per  mile 

Hlghgate.M^t.: 

Per  100  pounds 

Per  ton  per  mile 

Opal,  Mont.: 

Per  100  pounds 

Per  ton  per  mile 

Cenu. 

149 
7.32 

168 
7.06 

171 
6.73 

181 
6.60 

191 
6.34 

200 
6.11 

206 
6.10 

210 
6.60 

Cenu. 

127 
6.24 

134 
6.00 

146 
6.70 

164 
6.52 

162 
6.38 

170 
6.20 

174 
6.20 

180 
4.87 

Cenu. 

104 
6.11 

111 
4.95 

120 
4.72 

127 
4.66 

134 
4.46 

140 
4.28 

114 

4.28 

146 
3.92 

Cenu. 

89 
4.57 

96 
4.24 

103 
4.56 

109 
3.91 

115 
3.82 

120 
3.66 

123 
8.66 

125 
8.38 

Cenu. 

75 
3.68 

79 
3.62 

86 
3.38 

91 
3.26 

96 
3.18 

100 
3.06 

103 
8.06 

106 
2.84 

Cenu. 

76 
3.68 

79 
8.62 

86 
3.88 

91 
3.26 

96 
3.18 

100 
3.06 

103 
3.05 

106 
2.84 

Cenu. 

60 
2.94 

68 

2.81 

68 
2.67 

72 
2.68 

77 
2.66 

80 
2.44 

82 
2.44 

85 

Cenu. 

40 
2.40 

64 

2.41 

00 
2.86 

64 
2.29 

64 
2.12 

64 
1.95 

64 
1.90 

64 
1.73 

Cenu. 

37 
L81 

40 
1.78 

43 
1.69 

46 

1.61 

48 
1.59 

50 
L63 

51 
L62 

53 

L44 

Onttt. 

29 
L49 

82 
L4a 

34 

L» 

36 

38 

L» 

40 
L22 

41 
L23 

49 
L14 

III.  Clau  rates,  in  cents  per  100  pounds  and  cents  per  tonper  mile,  from  Portland.  Oreg., 
to  various  representative  points  east  thereof  on  the  lines  of  the  Oregon  Railroad  ds  Navi- 
gation Company  and  Oregon  Short  Line  Railroad  Company. 


DIa. 
tMoe. 

1. 

2. 

8. 

4. 

& 

A. 

B. 

a 

D. 

B. 

Mttee. 
229 

253 

819 

887 

868 

412 
421 
4B6 
541 
681 
672 

Snake  RlTer.  Wash.: 

Per  100  pounds 

Per  ton  per  mile 

Scott,  Wash.. 

Per  100  pounds 

Per  ton  per  mile 

Winona,  Wash.: 

Per  100  pounds 

Per  ton  per  mile 

8t  John.  Wash.: 

Per  100  pounds 

Oakesdale,  Wash.: 

Per  100  pounds 

Per  ton  per  mile 

Chester,  WaS.: 

Per  100  pounds 

Per  tonper  mile 

Spokane.  Wash.: 

Per  100  pounds 

Per  ton  per  mile 

Nampa.  Idaho: 

Per  100  pounds 

Per  tonper  Bile 

Mountain  Home,  Idaho: 

Per  100  pounds 

Per  ton  per  mile 

Shoshone,  Id^: 

Per  100  pounds 

Per  ton  per  mile 

Minidoka.  Id&o: 

Per  100  pounds 

Cenu. 

103 
8.99 

113 
8.98 

130 
8.16 

132 
7.82 

136 
7.64 

135 
6.66 

135 
6.41 

148 
6.09 

201 
7.« 

200 
6.38 

Cenu. 

88 
7.68 

95 
7.62 

115 
7.21 

117 
6.94 

120 
6.70 

120 
6.82 

120 
5.70 

137 
5l63 

177 
6.68 

177 
6.f8 

Cenu. 

72 
6.26 

79 
6.24 

90 
5.64 

92 

5l46 

95 
5.30 

95 
4.61 

95 
4.51 

120 
4.96 

148 
6.47 

152 
4.88 

Cenu. 

62 
5.38 

68 
5.37 

80 
6.01 

80 
4.74 

80 
4.47 

80 
3.88 

80 
3.61 

114 
4.69 

128 
4.73 

131 
4.90 

CknU. 

49 
4.26 

64 

4.26 

66 

4.07 

65 
3.86 

66 

3.68 

65 
3.15 

65 
3.06 

90 
3.70 

105 
8.88 

100 
8.60 

Cenu. 

49 
4.26 

64 

4.96 

60 
3.76 

61 
3.62 

65 
3.68 

65 
3.15 

65 
3.06 

80 
8.29 

94 
3.47 

94 
3.01 

Cenu. 

41 
3.56 

45 
8.56 

60 
8.18 

51 
3.08 

66 

3.07 

55 
2.67 

55 
2.61 

65 
2.67 

79 
2.92 

79 
2.58 

Cenu. 

2.68 

34 

2.69 

41 
2.56 

41 
2.42 

44 

2.46 

44 

2.18 

44 

2.09 

60 
2.47 

64 
2.86 

64 
2.06 

OnU. 

26 
2.27 

28 
2.21 

33 
2.07 

83 
1.06 

36 

2.01 

86 
1.74 

86 

i.n 

80 
2.06 

68 

1.96 

68 

1.70 

cenu. 

21 
L82 

23 

L83 

96 
L<8 

96 
LM 

96 
1.46 

96 
l.Sl 

96 
1.98 

87 
L0 

41 

La 

44 

L«l 

7S1 

Per  ton  per  mile..... 
PooateUo,  Id^o; 

Per  100  pounds 

6.22 

5.26 

4.62 

8.90 

8.24 

2.79 

2.85 

1.90 

1.67 

1.81 

Per  too  per  mile 

6.72 

4.84 

4.16 

8.66 

9.96 

9.87 

2.16 

L76 

U46 

L9i 
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The  rates  above  set  forth  are  considerably  higher  than  the  class 
rates  applicable  westbound  for  similar  distances  from  the  eastern 
terminals  of  the  Northern  Pacific,  Oreat  Northern,  and  Union 
Pacific. 

Considerable  testimony  was  offered  by  jobbers  and  manufacturers 
in  Portland,  Seattle,  and  Tacoma  to  show  to  what  extent  the  territory 
in  which  they  can  sell  their  products,  under  the  present  rates,  is 
limited.  The  distance  east  from  the  coast  in  which  they  can  sell  in 
competition  with  firms  in  the  east  and  middle  west  varies  with  the 
several  industries.  A  fabricator  of  structural  steel  testified  that  the 
sale  of  goods  manufactured  in  Portland  is,  in  a  general  way,  limited 
to  territory  about  200  miles  east,  100  miles  north,  and  halfway  to 
San  Francisco  on  the  south.  So  far  as  jobbers  and  wholesale  mer- 
chants in  the  three  cities  are  concerned,  the  record  shows  that  they 
can  sell  goods  to  points  about  100  miles  west  of  Spokane,  and  east  on 
the  Oregon  Railroad  &  Navigation  and  Oregon  Short  Line  as  far  as  Ar- 
cadia, which  is  about  midway  between  Portland  and  Salt  Lake  City. 
In  other  words,  it  appears  that,  with  certain  exceptions,  the  coast 
jobbers  can  sell  their  goods  east  on  defendants'  lines  about  to  the 
eastern  boimdary  of  Washington  and  Oregon.  Within  this  territory, 
however,  there  are  certain  sections  in  which  they  can  not  compete. 
It  was  found  in  OUy  ofSpokaney  Wash.,  v.  N.  P.  Ry.  Go.,  15  I.  C.  C. 
Rep.,  376,  that  about  five  years  ago  an  adjustment  of  rates  into  and 
out  of  Spokane  was  established,  the  conceded  effect  of  which  was  to 
pass  over  to  the  Spokane  jobbers  a  territory  surrounding  Spokane 
about  100  miles  in  extent  to  the  east  and  to  the  south,  including  the 
Palouse  country  upon  the  north  of  the  Snake  River. 

As  has  been  noted,  Portland  can  sell  to  points  about  halfway  to 
Salt  Lake  City.  East  thereof  on  the  Oregon  Short  Lime,  the  Salt 
Lake  City  jobber  has  an  advantage  in  freight  rates.  At  smaller 
cities  in  the  northwest,  such  as  Baker  City,  Walla  Walla,  and  Lewis- 
ton,  jobbing  houses  have  been  established  which  to  a  considerable 
extent  control  the  business  in  the  communities  in  which  they  are 
located,  and  can  sell,  in  competition  with  Seattle,  Tacoma,  and  Port- 
land, at  points  withim  a  radius  of  about  30  miles.  Other  things  being 
equal,  it  would  be  obvious  that  the  coast  cities  could  sell  on  the  sev- 
eral lines  to  the  points  where  the  carload  rate  to  the  coast,  plus  the 
less-than-carload  rate  back,  equals  the  less-than-carload  rate  from  the 
middle  western  jobbing  center.  There  are  a  great  many  conditions, 
however,  which  tend  to  modify  the  application  of  that  principle. 
The  jobbers  testified  that  from  50  to  75  per  cent  of  the  products  sold 
by  wholesale  grocery  houses  originate  on  the  coast,  and  hence  do  not 
pay  a  transcontinental  rate  to  the  coast.  Manufacturing  establish- 
ments have  also  been  established  on  the  coast,  and  their  products  are 
19 1,  a  O.  Rep. 
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not  in  all  cases  subject  to  a  transcontinental  rate  upon  the  raw  ma- 
terial. Furniture  factories,  for  example,  obtain  most  of  their  raw 
material  near  at  hand,  by  rail  or  water,  while  fabricators  of  steel  arti- 
cles obtain  from  the  east  the  material  which  they  work  into  a  finished 
product.  Coast  jobbers  use  the  water  routes  from  Atlantic  seaboard 
points  to  such  extent  as  may  be  practicable,  and  this  effects  a  saving 
of  about  20  per  cent  in  comparison  with  the  rail  rates.  Manufacturers 
on  the  coast,  however,  as  compared  with  their  eastern  competitors, 
are  at  a  certain  disadvantage  by  reason  of  the  higher  unit  cost  of  pro- 
duction, due  to  hi^er  wage  scales  and  other  similar  conditions. 
Many  less-than-carload  shipments  of  certain  articles,  such  as  furniture, 
are  ^pped  from  eastern  points  to  intermountain  territory  in  so-called 
''poor'  cars,  thereby  obtaining  the  benefit  of  the  carload  rate  for  each 
of  the  several  shipments  in  the  car,  whereas  coast  shippers  are  unable 
to  operate  eastward  in  that  manner.  It  is  also  all^^  tiiat  the 
wiinimiinn  weights  westbound  operate  to  the  advantage  of  the  eastern 
shippers.  Upon  this  record  it  can  not  be  ascertained  to  what  extent 
the  conditions  above  outlined  tend  to  restrict  the  selling  territory  of 
the  coast  cities,  but  it  is  certain  that  a  number  of  circumstances, 
other  than  the  distributive  rates  here  in  issue,  have  a  substantial 
effect. 

Defendants  admit  that  these  rates  are  relatively  high,  com- 
pared with  rates  westboimd  from  their  eastern  termini,  such  as 
Minneapolis,  St.  Paul,  and  Omaha,  and  with  other  class  rates  in 
varioiis  sections  of  the  country  which  are  shown  in  complainants' 
exhibits.  They  assert,  however,  that  when  all  the  circumstances 
and  conditions  surrounding  the  movement  of  the  traffic  are  con- 
sidered, it  is  apparent  that  the  rates  do  not  constitute  an 
excessive  charge  for  the  service  rendered.  In  support  of  this  position 
they  offered  considerable  testimony  and  a  number  of  exhibits, 
intended  for  the  most  part  to  show  that  the  density  of  merchandise 
traffic  westbound  is  much  greater  than  that  eastbound,  and  that  in 
order  to  bear  an  equitable  portion  of  the  total  transportation 
expense  eastboimd  traffic  should  be  charged  higher  rates. 

The  Great  Northern  Railway  Company  produced  evidence  in  relation 
to  its  merchandise  traffic  from  its  eastern  and  western  terminals. 
The  record  shows  that  for  August,  1909,  the  mmiber  of  merchandise 
cars  carried  west  by  the  Great  Northern  from  Minneapolis  and  St. 
Paul  was  3,334,  or  an  average  of  123  cars  per  day,  with  an  average 
weight  of  16,000  poimds.  This  is  all  less-tiian-carload  merchandise. 
From  Seattle  and  Tacoma  the  total  merchandise  shipments  for 
September,  1909,  was  768  cars,  an  average  of  29  cars  per  day,  with 
an  average  weight  per  car  of  9,172  pounds.  The  number  of  mer- 
chandise cars  westbound  from  Minneapolis  and  St.  Paul  for  the 
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fuU  year  ended  September  1,  1909,  was  32,512,  or  an  average  for 
eTery  working  day  of  104  cars  per  day,  with  an  average  tonnage  per 
car  of  15,800  pounds.  About  20  carloads  of  merchandise  per  day 
are  carried  out  of  Portland  by  the  Oregon  Railroad  &  Navigation 
Company. 

No  figures  in  respect  of  density  of  merchandise  traffic  are  sub- 
mitted by  the  Northern  Pacific.  This  road  operates  south  of  and 
through  what  might  be  termed  central  Washington,  and  serves  the 
most  productive  region  of  that  state  and  Idaho.  The  Northern 
Pacific  is  older  than  the  Oreat  Northern.  It  serves  both  Tacoma 
and  Seattle,  while  it  is  only  of  late  that  the  Great  Northern  has  been 
a  competitor  out  of  Tacoma.  Its  lines  cover  the  rich  Umatilla  sec- 
tion in  Oregon,  the  Walla  Walla,  Palouse  and  Idaho  territory,  while 
the  territory  tributary  to  the  Great  Northern  has  not  as  yet  been  so 
fully  developed.  Counsel  stated  that  the  reason  no  figures  were 
submitted  on  behalf  of  the  Northern  Pacific  is  that  the  great 
population  along  its  line  is  in  the  state  of  Washington;  that  after 
passing  out  of  that  state  the  population  is  no  greater  than  along 
the  lines  of  the  Great  Northern;  and  that  the  business  in  Washing- 
ton, being  intrastate,  was  not  a  proper  subject  for  consideration  by 
the  Conmiission.  However  that  may  be,  it  would  appear  that  the 
Great  Northern  exhibit  showing  merchandise  movement  west  from 
the  Twin  Cities  includes  state  as  well  as  interstate  shipments.  Two 
exhibits  introduced  at  the  hearing  in  the  Spokane  case,  19 1.  C.  C.  Rep., 
1 62,  and  stipulated  into  this  record,  indicate  that  the  entire  traffic  moved 
eastward  by  the  Northern  Pacific  from  coast  points  is  about  four  and 
one-half  times  as  great  as  that  which  moved  over  the  Great  Northern 
during  January  and  June,  1909.  If  this  proportion  held  good  as  to 
merchandise  shipments,  it  would  indicate  a  movement  eastward  over 
the  Northern  Pacific  almost  as  great  as  the  westbound  movement 
of  merchandise  from  the  Twin  Cities  over  the  Great  Northern.  We 
are  inclined  to  doubt  whether  the  same  ratio  between  the  two  roads 
would  prevail  as  to  merchandise  shipments,  but  it  does  seem  certain 
that  the  Northern  Pacific  handles  much  more  merchandise  eastbound 
out  of  Seattle  and  Tacoma  than  the  Great  Northern. 

On  the  whole,  it  can  only  be  said  that,  under  the  circumstances  of 
this  case,  the  statistics  in  respect  of  density  of  merchandise  traffic 
eastbound  and  westbound  furnish  an  unsatisfactory  basis  for  any 
sound  conclusion.  Complainants  contend  that  the  distributive  rates 
are  purposely  placed  at  a  point  which  will  induce  movement  from  the 
Middle  West  rather  than  from  the  coast.  If  this  contention  is  sound, 
the  traffic  statistics  would  only  tend  to  show  that  the  rates  have 
produced  the  desired  effect. 
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Both  the  Northern  Pacific  and  Great  Northern  have  Tirtuallj  pro- 
posed to  reduce  their  back  haul  interstate  rates  about  16)  per  cent. 
That  is  to  say,  a  reduction  of  16)  per  cent  is  proposed  in  the  rate 
from  the  coast  to  Spokane,  wi^  smaller  reductions,  in  percentage, 
graded  back  from  Spokane  to  Seattle.  To  points  beyond  Spokane 
the  exact  percentage  of  reduction  proposed  has  not  been  given.  No 
such  reduction  has  been  offered  from  Portland  by  the  Union  Pacific 
lines,  and  they  ui^ently  deny  the  propriety  of  making  any  reducticm 
in  the  back-haul  rates.  Under  the  proposed  reduction  by  the  Great 
Northern  and  Northern  Pacific  the  rates  from  Seattle  to  Spokane 
would  be  as  follows: 

Classes 1       2      346ABCDE 


Presentrates 135  120  95  80  65  65  55  44  36  26 

Proposed  rates....  112   95  79  67  54  54  46  37  29  22 

The  amount  of  the  proposed  reduction  to  points  east  of  Spokane 
was  not  given,  but  for  the  purposes  of  this  case  we  may  assume  that 
it  would  be  16|  per  cent  of  the  present  class  rates.  Exhibits  have 
been  offered  which  indicate  that  this  reduction,  as  applied  to  the 
present  movement  of  traffic,  would  result  in  a  loss  of  gross  revenue 
per  year  of  $33,466.08  to  the  Great  Northern  and  $136,566.18  to  the 
Northern  Pacific.  Complainants  state  that  the  reductions  proposed 
are  unsatisfactory  to  them  for  two  reasons:  First,  that  the  rates  pro- 
posed are  excessive;  second,  that  inasmuch  as  rates  from  the  Twin 
Cities  to  Spokane  and  surrounding  territory  have  been  reduced  16)  per 
cent  as  a  result  of  the  Conmiission's  order  in  the  Spokane  case,  supra^ 
a  similar  reduction  of  the  eastbound  class  rates  will  leave  the  coast 
cities  in  substantially  their  present  position  in  respect  of  their  abihty 
to  meet  eastern  competition  at  points  in  Idaho,  Montana,  Oregon, 
and  Washington. 

The  following  tables  are  selected  from  those  submitted  by  com- 
plainant, showing  comparison  of  the  rates  in  controversy  with  certain 
other  rates  claimed  by  complainant  to  apply  to  transportation  under 
substantially  similar  circumstances  in  so  far  as  the  elements  properly 
to  be  considered  in  establishment  of  rates  is  concerned : 

19 1.  C.  C  Rep. 
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Defendants  urge  that  the  rate  comparisons  submitted  by  com- 
plainants are  of  slight  probative  ferce  because  they  do  not  cover  the 
movement  of  traffic  in  respect  of  which  transportation  conditiona 
are  similar  to  those  applying  to  the  transportation  eastbound  from 
Seattle,  Tacoma,  and  Portland.  Defendants  have  therefore  sub- 
mitted certain  rate  comparisons  which  they  claim  are  of  more  value. 
The  following  table  of  rate  comparisons  is  taken  from  the  exhibit 
prepared  by  them: 

OretU  Northern  RaUwajf, 

[Class  rates  from  Seattle  to  yartoas  Great  Northern  RaOwav  stations  in  Washlngtoii,  as  compared  with  rates 
In  other  sections  for  stnmar  distances.] 


Road. 


Fnuu— 


To- 


D. 


1»7 
200 
203 
203 
106 

196 
100 

348 
350 
261 
240 
263 
240 
347 

207 
306 
300 
206 
306 
304 
300 


O.N 

O.N 

C.P 

D.  &R.  O 

D.&R.O 

L.&N 

8.P.L.A.&S.L.. 

O.N 

O.N 

C.P 

D.&R.O 

D.&R.O 

L.&N 

8.P.L.A.&S.L.. 

O.N 

O.N 

C.P 

D.  &R.  O 

D.AR.O 

L.&N 

8.P.L.A.&8.L.. 


Seattle 

Butte , 

VancoQTer.... 

Poeblo , 

Denver , 

Birmingham.. 
SaltLakeCitj. 

Seattle 

Butte , 

Vancouyer.... 

Pueblo 

Denver 

Birmingham.. 
Salt  Lalce  City. 

Seattle 

Butte 

VancouTer 

Pueblo , 

Denver 

Birmingham.. 
Salt  Lake  City. 


Crater. 

Carter 

Ashcroft 

Rogers 

Chloosa  Juno* 

tlon. 
Brentwood..., 
Zenda 

y"?FP 

Cairo 

Kamloops 

Chacra 

Alamosa 

Portland 

Ford 

Bloemstem.. 

Havre 

Notch  HiU... 

DeBeque 

Big  Horn  8.  H 
Smiths  Grove, 
Acoma 


100  06 
84  71 
100  01 
140  :126 
116  ;103 
00  77 
130  102 

123  100 

04  80 

123  103 

140  125 

128  117 

06  I  81 

140  120 


72  66 

60  60 
55  48 
76  60 
6S 
57 
72 


04 

77 

66 

66 

82 

62 

110 

76 

07 

77 

64 

60 

00 

86 

It 


18 


Complainants  contend  that  the  comparisons  offered  by  defendants 
are  not  fair  for  the  reason  that  they  cover  lines  where  tniffic  is  much 
less  dense,  and  operation  more  difficult  than  over  the  roads  east- 
bound  from  the  coast.  It  is  pointed  out  that  eastward  from  Van- 
couyer, on  the  Canadian  Pacific,  there  is  Uttle  except  mountain 
scenery  for  a  distance  of  700  miles;  that  so  far  as  the  Denver  &  Rio 
Grande  is  concerned,  it  is  confessedly  a  mountain  road,  the  operation 
of  which  is  exceedingly  difficult  and  much  above  the  average  in  ex- 
pense, and  that  the  distributive  rates  east  from  San  Francisco  are 
at  present  under  attack  as  excessive. 

The  foUowing  tables,  selected  from  the  exhibits,  indicate  the  in- 
crease in  gross  and  net  revenue  of  the  principal  defendants  during 
the  period  1897  to  1908: 
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ComparaHve  tUUement  iKowing  varioui  iUm$  of  traffic,  miUage,  operation^  and  (onnag$ 
$laHiiie$  of  raUways  for  thefi$oal  yean  enoing  June  30,  1897, 1907,  and  1908, 

(FlfOTM  from  tiuiiiAl  rtporti  to  Intentoto  CommMM  Commlailoo.] 
NORTHERN  PACIFIC  RAILWAY. 


No. 


Nftmoofltom. 


How 
dtrtgnatod. 


1897. 


1907. 


1908. 


1 
2 
8 
4  ■ 

i\ 

w 

9 ; 

10 

u 

12 
13 
U 
15 
16 
17 
18 
19 
20 
21 
22 
23 


Mileage  operated 

Oroes  oarniii0i  from  crpermtlon . 
Gross  eamlna  per  mile  of  road. 

Total  operatlDg  expenaes 

Netearmnfi. 


DoUara... 
..do 

.do. 

.do. 


Fercentafe  of  operating  expenses  to  earnings I  Percent.. 

. X .  DoUara... 

..do 

..do 


Operating  azpenaee  per  mile  of  road. 

Net  Inooma  Ihnn  operation  per  mile  of  road 

Maintenance  of  way  and  ftmoturea  charged  to  op> 

crating  expenaea. 
Maintenance  of  way  and  ■tmctnree  per  mile  of  road . 
Maintenance  of  eqmpment  charged  to  operating  ex- 

pensee. 

Maintenance  of  eqoipnMOt  per  mile  of  road 

Total  ftelght  revenue 

Freight  earnings  per  mlla  of  read 

Number  of  tons  carried,  ftelght  eamtog  reTonaa. . . 

Tons  carried  1  mile  par  mile  of  road 

A\*erage  distance  of  haul,  1  ton 


Average  tons  per  loadad  oar,  oommerdal  fhdght. 

Average  train  load 

Average  receipts  per  ton  per  nUla 

Freight  earnings  par  train  mile 

Average  amount  received  for  each  ton  freight 

Percentage  of  empty  oars  in  train 


.do. 
.do. 


..do 

..do 

..do 

Tons 

..do 

Miles..... 

Tons 

..do 

Mills 

Cents 

..do 

Par  cent.. 


4,630 

18,445,694 

4,072 

12,392,129 

0,069,234 

76.73 

2,736 

1,338 

8,862,038 

850 
1,652,038 

365 

18,456,502 

2,970 

3,940,913 

368,772 

309 

10.19 

187 

11.39 

214 

352 

27.57 


6,444 

08,447,454 

12,574 

37,601,938 

30,845,516 

54.94 

6,907 

5,666 

9,069,536 

1,666 
6,661,129 

1,088 

47,668,244 

8,798 

16,741,470 

1,011,164 

329 

17.78 

407 

8.66 

354 

285 

21.08 


6,688 

08,235,484 

12,113 

89,865,033 

28,370.451 

5i42 

7,077 

5,080 

8,984,366 

1,596 
8,436,707 

1,486 

46,428,836 

8,241 

15,836,823 

915,334 

326 

18.86 

431 

9.00 

388 

293 

19.30 


GREAT  NORTHERN  RAILWAY  COMPANY. 


Mileage  (^Mrated 

Gross  earnings  from  operation 

Gross  eamlnn  per  mile  of  road 

Total  operating  expenses 

Net  earnings 

Percentage  of  operating  expenses  to  gross  eamtngs. 

Operating  expenses  per  mile  of  road 

Net  Income  from  operation  per  mile  of  road 

Maintenance  of  way  and  straotures  charged  to 

operating  expenses. 
Maintenance  of  way  and  straotores  per  mUe  of  road. 
Maintenance  of  equipment  charged  to  operating 

expenses. 

Maintenance  of  equtpmsot  per  mHa  of  road 

Total  freight  revenue 

Freight  earnings  per  mile  of  road 

Number  of  tons  carried,  freight  earning  rsvanoa. . . 

Tons  carried  1  mile  per  mile  of  road 

Average  distance  of  naul,  1  ton 


Average  tons  per  loaded  oar,  oommsrolal  fkeight. 

Average  train  load 

Average  receipts  per  ton  per  mile 

Freight  earnings  per  train  mUe 

Average  amount  received  for  each  ton  firelght 

Percentage  of  empty  cars  in  train 


Miles.... 
DoUan.. 

.do. 

.do. 

do. 


Percent. 
Dollars... 

..do 

..do 

..do 

..do 

..do 

..do 

..do 

Tons 

..do 

MUes 

Tons 

...do 

Mills 

CenU 

..do 

Percent. 


8,836 

6,227 

6,616 

15,084,662 

60,208,035 

54,069,589 

8,958 

9,eo6 

8.300 

8,164,756 

39,440,866 

35,867.600 

6,869,886 

30,761.169 
5k65 

«.»^« 

54.31 

2,148 

5,634 

6,506 

1,805 

3,972 

3,794 

8,486,583 

7,364,267 

9,969,677 

687 

1.389 

1,680 

1,024,634 

6,343,567 

7,886,484 

368 

1,022 

1,306 

11,974,468 

87,176,721 

40,046,384 

3,147 

7,122 

6,147 

3,887,633 

18,221.120 

19,332,238 

303,377 

941,512 

787,787 

341 

270 

267 

12.65 

20.00 

20.40 

364 

562 

611 

10.37 

7.56 

7.30 

280 

426 

309 

353 

304 

208 

31.48 

9105 

23.28 

OREGON  RAILROAD  it  NAVIGATION  COMPANY. 


1  Mileage  operated 

2  Gross  earnings  from  operation 

8  Gross  earnings  per  mile  of  road 

4  I  Total  operating  expenses 

5  I  Net  earnings 

A     Percentage  of  operating  expenses  to  gross  eamlnfi.. 

7.  liperating  expenses  per  mile  of  road 

8'  Net  income  from  operation  per  mile  of  road 

9  Maintenance  of  way  and  structures  charged  to  oper- 

ating expenses. 

10  Mamtanance  of  way  and  structures  per  mile  of  road. 

11  Mainttpanca  of  eqafpoMnt  charged  to  opwattng 

expenses. 

ISI.aCBep. 


Dollars... 

..do 

..do 

..do 

Per  cant . 
Dollars... 

..do 

..do 


.do 

...do 


1,069 

4,130,902 

3,900 

3,246,216 

1,8J^1,686 

5137 

2,121 

1,780 

561,122 

530 
831«3U 


1,246 

12,942,815 

10,386 

6,969,821 

5,972,993 

53.85 

6,502 

4,794 

1,961,331 

1,600 
935,481 


1,267 

14,149,704 

11,253 

7,307,476 

6,842,227 

51.64 

5,811 

5,441 

l,n4,028 

1,368 
1,079,136 
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Comparative  statemerU  showing  varioui  itenu  of  traffic^  mileage,  operation,  and  tonnage 
etatuUcB  o/raUwaye/or  thefikal  years  ending  June  SO,  1897,  1907,  and  1908— ConVd. 

OBEQON  RAILROAD  A  NAVIQATION  COMFANT-<k>ntlnaed. 


No. 


NaiDA  of  item. 


How 


1807. 


1907. 


1908. 


Maintenance  of  equipment  per  mile  of  road 

Total  freight  revenue 

Freight  earnings  per  mile  of  road 

Number  of  tons  carried,  freight  earning  revenue.. 

Tons  carried  1  mile  per  mile  of  road 

Average  distance  of  naol,  1  ton 

Average  tons  per  loaded  car,  commercial  freight.. 

Average  train  load 

Avoage  receipts  per  ton  per  mile 

Freight  earnings  per  train  mile 

Average  amount  received  for  each  ton  of  freight.. 
Peroentageof  empty  cars  in  train 


DoUan. 
..do.... 
..do.... 
Tons.... 
..do.... 


Tons , 

..do 

Mills 

Cents 

..do , 

Per  cent . . 


303 

750 

8,100,705 

8,946,604 

2,935 

7,181 

803,400 

8,443,651 

^'•'Sl 

«*»£! 

320 

330 

12.54 

30l12 

176 

419 

10.38 

11.79 

300 

494 

351 

360 

24.21 

1&76 

860 

9,186,687 

7,806 

8,7<64,Si8 

002,318 

201 

2L96 

453 

12.96 

586 

361 

17.08 


OREGON  SHORT  LINE  RAILROAD  COMPANY. 


Mileage  operated 

Gross  earnings  from  Ojperation . . 
Gross  earnings  per  mue  of  road . 

Total  operating  expenses 

Net  earnings. 


Percentage  of  operating  eiroenses  to  earnings. . 
Operating  expenses  per  mile  of  road. 


Net  income  from  operation  per  mile  of  road 

Maintenance  of  waj  and  structures  charged  to  opera- 
ting expenses. 

Maintenance  of  way  and  structures  per  mile  of  road. 

Maintenance  of  equipment  charged,  to  operating 
expenses. 

Maintenance  of  equipment  per  mile  of  road 

Total  freight  revenue 

Freight  <»ftmings  per  mile  of  road 

Number  of  tons  carried,  fkeight  earning  revenue 

Tons  carried  1  mile  per  mile  of  road 

Average  distance  of  nanl,  1  ton 

Average  tons  per  loaded  oar,  oommeroial  freight 

Average  train  load. 

Average  receipts  per  ton  per  mile 

Freight  earnings  per  train  mile 

Average  amount  received  for  each  ton  of  freight 

Percentage  of  empty  can  in  train 


Miles.... 
Dollars.. 
..do.... 
..do.... 
..do.--. 
Percent. 
Dollars.. 
..do.... 
..do.... 

..do.... 
..do.... 

..do.... 
..do.... 
..do.... 

Tons 

..do.... 
Miles.... 

Tons 

..do.... 

Mills.... 

Cents.. 

..do... 

Percent. 


1,430 

1,393 

5,732,107 

17,196,119 

4,000 

12,341 

3,205,879 

7,362,329 

2,526,227 

9,843.790 
4176 

52.40 

2,242 

5,2n 

1,766 

7,066 

•26,197 

1,887,719 

647 

1,355 

601,706 

1,578,219 

351 

1.133 

4,186,982 

13,863,101 

2,929 

9,334 

1,380,299 

5,138,513 

268,534 

1,075,434 

287 

393 

13.37 

33.U 

339 

483 

11.18 

8.68 

368 

414 

322 

350 

33.92 

39.59 

1  440 

16, 314'.  043 

11,2&9 

7,700,eK! 

8,453,351 

47.86 

5,380 

5,870 

3,011,666 

1.338 
1,811,696 

1,268 

11,403.600 

7,919 

4,635,6» 

848,337 

370 

32.64 

460 

9.33 

439 

360 

SB.  00 


The  following  tables  are  a  comparison  of  certain  operating  statistics 
of  the  five  principal  defendants  with  each  other  and  with  certain  other 
lines  operating  in  the  west: 

Comparative  operating  statistics  for  years  staled. 
NUMBER  OF  TONS  CARRISD  ONE  MILE  PER  MILE  OF  ROAD. 


1907. 

1908. 

1907. 

1908. 

Ditondants: 

O.R.  AN 

608.984 
1,075,434 
1,146,918 
1,011,164 

941,513 

603,318 

848,887 

1,067,774 

C.  B.  AQ 

803,733 
718,983 
M9,9G5 
f«3,104 
525,118 

735,708 

O.B.  L 

C.  AN.W 

638.881 

U.  P 

C,  R.  LA  P 

511.464 

N.  P 

915,334 
787,787 

C.P.  R 

8L  L.  AS.  F 

623.2X3 

O.N 

486.89 
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Comparative  operating  statiitia  for  year$  •ta<«i— Continued. 
AVEBAQB  DISTANCE  OF  HAUL. 


1907. 

1908. 

1007. 

1908. 

Defendanti: 

0.  R.&N 

MiUt. 
220.38 
291.63 
390.33 
828.79 
270.06 

MUet. 
201.20 
269.96 
896.66 
826.69 
266.84 

CB.AQ, 

MUet, 
283.71 
144.46 
237.33 
3n.97 
163.92 

MUet, 
267.62 

0.8.  L 

CAN.  W 

168.07 

U.  p 

C,  R.  I.  &  P 

243.60 

N.  P 

C.  P.  R 

889.96 

O.N 

St  L.  A  S.  F 

161.89 

AVERAOB  RECEIPTS  PER  TON  PER  MILE. 


DcfftDdanto: 

0.  R.  A  N 

10.01179 
.00658 
.00960 
.00666 

.00766 

10.01296 
.00933 

.  .00962 
.00900 

C,  B.  A  Q 

SO.  00787 
.00904 
.00953 
.00772 
.01010 

10.00796 

0.  8.  L 

CAN.  W 

.00867 

U.  P 

C,  R.  L  AP 

.00932 

N.  P 

C.P.R 

St  L.  AS.  F 

.0076 

O.N..            

FREIGHT  EARNINGS  PER  MILE  OF  ROAD. 


Defendants: 

O.R.  A  N 

$7,181 
9,224 

11,000 
8.798 
7,121 

87,806 
7,918 

10,267 
8,240 
6,147 

C,  B.  A  Q 

$6,325 
6.636 
6,238 
6,148 
6,304 

$5,865 

5,497 

O.S.  L 

CAN.  W 

u.  P 

C,  R.  I.  A  P 

4,766 

N.  P 

C.P.  R 

StL.  AS.  F 

4,C72 

O.N 

4,735 

FREIGHT  EABNINGS  PER  TRAIN  MILE. 


Deftedants: 

0.  R.AN 

$4.94 
4.14 
8.00 
8.54 
4.24 

8.96 
8.88 
8.99 

C,  B.  AQ 

$3.10 
2.46 
2.53 
2.36 

$3.06 

O.S.L 

0.  A  N.  W. 

2.27 

U.  P 

C.  R.  LA  P 

X88 

N.  P 

C.P.R 

G.N 

St  L.  A  S.  F 

GROSS  EARNINGS  FROM  OPERATION  PER  MILE  OF  ROAD. 


DefendanU: 

O.R.  AN 

$10,386 
12,341 
16,144 
12.673 
9.606 

$11,253 
11.268 
14,287 
12,112 
8,299 

C  B.  A  Q 

$9,133 
9.122 
7,964 
8,062 
7,630 

$8,660 
8,284 
7,394 

O.S.L 

CAN.  W 

U.  P 

C.  R.  L  AP 

N.  P 

CP.R 

7.243 

O.N 

StL.  AS.  F 

7,071 

NET  INCOME  FROM  OPERATION  PER  MILE  OF  ROAD. 


Defandanta: 
O.R.  AN.. 

O.S.L 

U.  P 

N.  P 

O.N 


$4,794 
7,064 
6,547 
5,666 
8,9n 


$5,441 
5,860 
6,144 
5,086 
2,794 


C.,B.AQ.. 
CAN.  W.., 
C,R.LAP 

CP.R 

St  L.  A  S.  F 


$2,663 
8,190 
2,433 
2,902 
2,716 


$2,504 
2,827 
2,024 
2,160 
2,116 


PERCENTAGE  OF  OPERATING  EXPENSES  TO  GROSS  EARNINGS. 


DefeadaoU: 

O.R.  AN 

53.86 
42.76 
56.76 
54.94 
58.66 

51.64 
47.86 
56.99 
56.42 
66w84 

C,  B.  A  Q 

n.2i 

66.03 
69.44 
64.96 
6141 

71.00 

O.S.L 

CAN.  W 

65.87 

U.  P 

C.R.LAP 

72.62 

N.  P 

CP.R 

69.47 

O.  N      

St  L.  A  S.  F 

70.06 
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Comparative  operating  9iatiitie$for  yean  fto/etf— Continued. 

AVBRAQB  NUMBER  OF  TONS  OF  FREIGHT  PER  TRAIN  lOLB. 


1907. 

1908. 

1907. 

1908. 

DefODdants: 

O.R.d^N 

419 
488 
376 
406 
661 

462 
459 
414 
430 
611 

C.  B.  A  Q 

894 
271 
266 
803 

884 

O.B.L 

C.  A  N.  W 

961 

U.  P 

C.  R.  I.  &  P 

Mi 

N.  P 

C.P.R 

Bt  L.  A  8.  F 

O.N 

AVERAGE  NUMBER  OF  TONS  OF  FREIGHT  PER  LOADED  CAR. 


Defendants: 

0.  R.&N 

20.12 
23.16 
16.13 
17.78 
2a  00 

21.96 
22.54 
17.30  1 
18.86 
20.49 

C.  B.  &  Q 

17.65 
16.00 
16.02 
17.13 

17.64 

0.8.  L 

C.  AN.  W 

14.86 

U.  P 

C.  R.I.  A  P 

1&18 

N.  P 

C.P.R 

8t.  L.  A8.  F 

O.N 



1 

PERCENTAGE  OF  EMPTY  CAR8  IN  TRAIN. 


DefendanU: 

0.  R.  AN 

18.76 
29.69 
24.88 
21.06 
24.06 

17.06 
28.09 
26.40 
19.20 
23.28 

C.  B.  A  Q 

26.68 

*     29.92 

20.96 

22.86 

29.48 

0.8.L 

C.  A  N.  W 

28.90 

U.  P 

C.  R.I.  A  P 

29.68 

N.  P 

C.  P.  R 

G.N 

StL.  A8.  F 

As  has  been  noted,  the  Northern  Pacific  and  Great  Northern  have 
proposed  a  reduction  of  substantially  163  P^^  <^^^  ^  ^^  <^^c^^  rates. 
Any  reduction  is  opposed  by  the  Oregon  Railroad  and  Navigation 
Company.  Partly  for  this  reason,  and  partly  because  the  traffic  and 
financial  statistics  of  the  Great  Northern  and  Northern  Pacific  were 
made  the  subject  of  such  minute  inquiry  in  the  SpoJcane  case,  the  evi- 
dence in  these  proceedings  relates  particularly  to  the  Oregon  Rail- 
road &  Navigation  Company.  The  record  discloses  at  consider- 
able length,  by  testimony  and  exhibits,  a  veiy  complete  histoiy  of 
the  traffic  and  financial  condition  of  that  company.  This  is  perhaps 
fortunate,  inasmuch  as  the  rail  lines  of  the  Navigation  Company  lie 
wholly  in  the  territory  involved  in  these  proceedings,  and  it  may 
better  than  any  road  which  extends  to  the  middle  west  by  its  own 
rails,  and  as  to  which  a  segregation  of  revenues  and  expenses  as 
between  its  eastern,  western,  and  through  business  is  exceedingly 
difficult,  indicate  the  result  of  railroad  operation  in  a  prosperous  sec- 
tion of  the  Pacific  Northwest.  Therefore  we  shall  only  refer  to  the 
findings  relating  to  original  cost,  reproduction  cost,  and  capitalization 
of  the  Northern  Pacific  and  Great  Northern  as  set  forth  in  the  report 
in  iheSpokane  case,  19 1.  C.  C  Rep.,  162,  and  proceed  to  Axi^iTiinft  similar 
evidence  in  respect  of  the  Navigation  Company  offered  in  this  record. 

The  Navigation  Company  called  as  a  witness  an  expert  civil  engi- 
neer,  who  testified  that  for  about  eighteen  months  he  had  been 

lOLaCBap. 


Digitized  by 


Google 


POBTLAHD  OHAMBEB  OF  OOMMERCB  V.  0.  R.  R.  A  H.  00.      281 

engaged,  with  a  considerable  force  of  assistants^  in  undertaking  to 
make  an  estimate  of  the  original  cost  and  the  cost  of  reproduction 
of  the  railroad  property  of  the  Oregon  Railroad  &  Nayigation  Com- 
pany. The  work  consisted  in  making  a  complete  enumeration  of  the 
items  of  construction,  including  the  roadbed,  bridges,  track  system, 
spurs,  sidings,  station  buildings,  rolling  stock,  shop  machineiy,  tools, 
and  eTerything  connected  with  the  railroad  property. 

The  original  cost  was  made  up  from  an  examination  of  the  original 
Touchers  and  books  of  account.  In  attempting  to  get  at  the  cost  of 
reproduction  a  complete  examination  of  property  was  made  for  the 
purpose  of  ascertaining  the  quantities,  and  the  quantities  were 
checked  against  any  original  final  estimates  which  could  be  found. 
All  the  original  final  estimates  were  found  with  the  exception  of  the 
line  from  Walla  Walla  to  Grange  City  and  for  a  section  of  the  line 
between  The  Dalles  and  Umatilla.  For  those  portions  of  the  line 
the  engineer  cross  sectioned  the  work  in  the  field.  Against  all  the 
quantities  found  to  have  been  used  the  engineer  applied  certain  unit 
values  and  costs.  The  exhibit  introduced  in  evidence,  indicating  the 
result  of  the  engineer's  computations,  gives  as  an  estimate  of  the 
reproduction  cost  of  the  lines  of  the  Oregon  Railroad  &  Navigation 
Company  $89,665,722  for  1,404.93  miles  of  road,  or  $63,822  per  mile. 
The  engineer's  testimony  explained  the  process  used  in  making  the 
estimate  and  certain  of  the  items  therein.  The  engineer  assumed 
that  the  construction  period  would  be  f oiu*  years,  and  that  no  revenue 
would  be  earned  by  the  road  imtil  the  end  of  the  construction  period; 
that  the  money  to  build  the  road  would  be  secured  by  the  issue  of 
bonds  at  a  10  per  cent  discount,  and  that  interest  on  the  amount  so 
secured,  at  5  per  cent,  would  be  paid  for  one-half  the  construction 
period. 

Another  exhibit  introduced  in  connection  with  the  engineer's  testi- 
mony shows  the  original  cost  of  the  railroad  property,  taken  from 
records  in  the  auditor's  office,  to  be  $63,244,892.  This  indicates  a 
difference  between  reproduction  cost  and  the  actual  amount  expended 
of  $26,420,830.  The  major  portion  of  the  difference  between  the 
original  cost  and  cost  of  reproduction  is  in  interest,  real  estate,  freight, 
and  betterment  charges.  The  difference  in  interest  and  discount  is 
shown  by  the  records  in  the  auditor's  office,  and  his  estimate  in  the 
reproduction  cost  amounts  to  $7,457,356.  This  difference  is  said 
to  arise  from  the  fact  that  the  road  was  built  in  sections  from  time 
to  time  and  money  was  advanced  by  the  parent  company  on  open 
book  account,  without  interest,  and  there  was  no  discount  on  stocks 
and  bonds.  The  original  cost  of  real  estate  amoimted  to  $2,222,461, 
whereas  the  cost  of  real  estate  for  reproduction  purposes  is  estimated 
to  be  $8,740,037,  making  a  difference  of  $6,517|576.  The  difference 
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between  the  reproduction  estimate  of  freight  charges  and  the  original 
freight  charge  amounts  to  $3;899,869.  It  was  the  custom  of  the 
Oregon  Railroad  &  Navigation  Company  during  construction  to 
charge  freight  at  the  rate  of  one-half  cent  per  ton  per  mile  in  some 
of  the  accounts;  in  other  accoimts  no  charges  were  made  for  freight, 
and  the  cost  of  transporting  material  was  charged  to  operation  of  the 
parent  line.  In  the  reproduction  estimates  freight  charges  were 
based  on  existing  published  tariffs.  These  large  differences  are  as 
follows: 

Interest  and  discount 17,457,366 

Real  estate '. 6,517,576 

Freight  charges 3,899,866 

Total 17,874,801 

Adding  these  items  to  the  original  cost  of  $63,244,892  the  result  is 
$81,119,693,  or  $8,546,029  less  than  the  reproduction  estimate. 

The  exhibits  in  respect  of  original  and  reproduction  cost  show  only 
summaries  of  final  results.  It  is  therefore  impossible  to  determine, 
upon  this  record  what,  if  any,  deductions  ought  properly  to  be  made 
from  the  reproduction  estimate.  We  believe  we  may  safely  assume 
that  it  is  on  a  scale  sufficiently  liberal  not  to  understate  the  present 
yalue  of  the  road.  The  reproduction  estimates  of  seyeral  subsidiaiy 
lines  which  have  been  built  during  the  past  decade  are  rather  sur- 
prisingly in  excess  of  the  actual  cost  incurred  only  a  few  years  ago  in 
their  construction.  On  the  whole,  we  think  it  would  be  more  fair 
to  accept  the  present  value  of  the  road  at  $81,000,000  than  at  the 
reproduction  estimate  fixed  by  the  company's  engineer. 

The  net  earnings  from  operation  of  the  railroad  lines  of  the  Ore- 
gon Railroad  &  Navigation  Company  for  the  last  ten  years  have 
been  as  follows: 


1900 $3,474,654.88 

1901 3,670,147.19 

1902.. 4,196,704.91 

1903 4,859,311.05 

1904 4,464,990.39 

1905 4,497,726.91 


1906 $5,754,930.28 

1907 5,601.127.04 

1908 6,399,50L74 

1909 6,679,00L65 

Total  for  ten  yean..  48, 498, 096. 04 


This  is  an  average  earning  for  ten  years  of  $4,849,809.60  per  year, 
almost  14  per  cent  on  the  present  capital  stock;  or,  Awniming  a 
property  value  of  $81,000,000,  as  of  June  30,  1908,  the  net  income 
would  have  paid  a  dividend  for  1908  and  1909  of  a  trifle  over  7  per 
cent  on  the  actual  value  of  the  property,  or  slightly  more  than  9 
per  cent  upon  the  original  cost  of  $63,244,892. 

The  above  figures,  however,  do  not  indicate  the  entire  return 
from  the  operation  of  the  property.  While  the  record  does  not  dis- 
close accurately  the  extent  to  which  permanent  improvements  pud 
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betterments  have  been  made  from  current  revenues  and  charged  to 
operating  expenses,  it  is  certain  that  large  amounts  have  been  so 
expended.  During  the  period  above  mentioned  the  road  has  been 
maintained  in  excellent  physical  condition,  and  portions  of  it  have 
been  entirely  rebuilt. 

The  authorized  capital  of  the  Oregon  Short  Line  Railroad  Com- 
pany is  $60,000,000,  of  which  amount  but  $27,460,000  is  outstanding. 
On  June  30,  1908,  the  Union  Pacific  Railroad  Company  owned 
$27,350,700.  The  bonded  indebtedness  of  this  company  bears  no 
relation  to  its  value  as  a  railroad  property.  It  has  been  used  very 
largely  as  a  holding  company  and  in  consequence  has  issued  a  very 
large  amount  in  bonds.  Chi  June  30,  1908,  it  held  the  following 
investment  stocks  and  bonds: 

I  n  vestment  stocke $203, 9 Ifi,  700 

Inveetment  bonde *. 21, 079, 600 

Total 224,996,200 

The  Oregon  Short  Line  paid  no  dividends  from  1898  to  1906,  inclu- 
sive.   Since  that  year  its  dividends  have  been  as  follows: 


Percent. 

DiTldeikU 

1900 

50 

ao 

UO 
25 

$13,790,060 
8,238,030 
30,086,770 
6,837,075 

1907 

1908 

1900 

This  would  produce  an  average  dividend  of  more  than  17  per  cent 
for  the  twelve  years  from  1898  to  1909,  inclusive.  How  much  of 
the  dividends  above  mentioned  has  been  paid  from  transportation 
revenue  and  how  much  from  other  sources  is  not  disclosed  by  the 
record. 

But  little  need  be  said  concerning  the  Spokane,  Portland  &  Seat- 
tle Railway  in  relation  to  the  present  proceedings.  The  entire  road, 
from  Spokane  to  Portland,  has  been  in  operation  since  May  3,  1909, 
and  from  Portland  to  Pasco  for  over  a  year.  It  was  built  by  the 
Great  Northern  and  Northern  Pacific  jointly  for  the  purpose  of 
reUeving  congestion,  avoiding  double  tracking  over  the  Cascade  Moun- 
tains, and  furnishing  a  road  of  low  grades  from  western  Washington 
to  tidewater  on  the  Pacific  coast.  It  is  said  to  have  cost  in  excess  of 
$40,000,000.  So  far  as  these  proceedings  are  concerned,  we  believe 
this  road  must  properly  be  considered  a  part  of  the  Nortiiem  Pacific 
and  Great  Northern  systems  rather  than  as  an  independent  line.  It 
is  used  by  tlie  Great  Northern  and  Northern  Pacific  in  the  transpor- 
tation of  all  business  between  coast  and  interior  points  which  can  be 
handled  more  cheaply  over  it  than  over  the  A-gigting  lines  of  the  (Sreat 
Northern  or  Northern  Pacific. 
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The  total  earnings  of  the  Spokane,  Portland  &  Seattle  Railway 
from  all  sources  for  the  year  ended  June  30, 1909,  were  $1,152,670.80; 
its  total  of  operating  expenses  and  taxes  were  $897,468.30,  of  which 
amount  $793,209.53  were  operating  expenses.  It  was  estimated  that, 
based  upon  earnings  since  the  opening  of  the  entire  line  on  May 
3,  1909,  it  would  at  the  end  of  that  year  show  a  net  retmm  of 
$1,560,000. 

Testimony  was  introduced,  to  which  no  more  than  a  passing  refer- 
ence is  here  necessary,  in  relation  to  the  grades  encountered  by  defend- 
ants in  moving  traffic  eastboimd.  The  Oregon  Railroad  &  Navi- 
gation Company  crosses  the  Blue  Moimtains  imder  heavy  grades. 
The  Northern  Pacific  and  Great  Northern  also  encoimter  heavy  grades 
of  varying  d^ree  in  crossing  the  Cascades,  but  the  testimony  would 
indicate  that  the  rates  are  not  fixed  with  particular  reference  to  the 
grades  encoimtered,  either  eastbound  or  westbound. 

Upon  consideration  of  the  whole  record,  as  well  as  the  facts  herein 
set  forth,  we  are  of  the  opinion,  and  so  find,  that  the  present  inter- 
state class  rates  exacted  by  defendants  for  transportation  from 
Seattle,  Tacoma,  and  Portland  to  points  in  Washington,  Oregon, 
Idaho,  and  Montana  are  unreasonable.  The  record  does  not  afford 
an  adequate  basis  for  a  reduction  upon  any  particular  class  of  traffic 
or  to  any  designated  points.  We  are  convinced  that  approximate 
justice  can  be  accompUshed  only  by  a  horizontal  reduction  of  the 
class  rates,  and  that  the  amount  of  the  reduction  should  not  be  less 
than  20  per  cent. 

As  we  have  suggested  in  the  SpoJcane  case,  19 1.  C.  C.  Rep.,  162,  and 
kindred  cases,  19 1.  C.  C.  Rep.,  218, 238,  and  257,  we  desire  to  proceed  in 
this  matter  with  due  caution.  We  reaUze  that  a  reduction  of  the  rates 
to  the  amount  named,  taken  in  connection  with  other  reductions  pro- 
posed by  the  Commission  in  cognate  cases,  may  entail  a  more  or  less 
material  reduction  in  defendants'  revenues,  the  amoimt  of  which  can  not 
now  be  accurately  approximated.  Therefore  we  desire,  before  making 
a  final  order,  to  be  informed  of  the  resul  t  of  an  actual  test.  The  defend- 
ants will  accordingly  be  required  to  keep  an  accurate  and  detailed 
accountfor  the  monthsof  July,  August,  and  September,  1910,orforsuch 
other  representative  months  as  may  be  determined  upon  by  the  Com- 
mission after  conference  with  the  defendants,  showing  the  revenue 
which  actually  accrued  under  the  class  rates  in  issue  and  the  revenue 
which  would  have  accrued  on  the  same  volume  of  business  imder  a 
twenty-i>er-cen  t  reduction  in  those  rates.  The  account  must,  of  course, 
be  limited  to  the  rates  and  traffic  mentioned,  but  the  carriers  may,  if 
they  so  desire,  keep  and  present  to  the  Commission  separate  accounts 
showing  the  loss  in  revenue  resulting  from  other  reductions  which  they 
would  feel  obliged  to  make  as  a  consequence  of  the  Commission's  finding 
in  this  case.  It  is  expected  that  the  matter  will  be  so  handled  by  the 
parties  that  the  cases  may  be  ready  for  final  disposition  on  October  1. 
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No.  2002. 
ST.  PAUL  BOARD  OF  TRADE  ET  AU 

V. 

MINNEAPOLIS,  ST.  PAUL  &  SAULT  STE.  MARIE  RAILWAY 

COMPANY. 


Submitted  December  15,  1909,    Bedded  June  10, 1910. 


The  defendant  maintaina  two  proportional  rates  out  of  Minnesota  concentrating 
markets  to  Manistique,  Mich.,  on  butter  and  eggs  destined  to  eastern  points,  one 
of  20  cents  and  one  of  40  cents  per  100  poands,  the  former  being  limited  in  its 
application  to  batter  and  eggs  that  have  reached  the  concentrating  points  over 
defendant's  line,  and  the  40-cent  rate  being  an  open  rate  applicable  on  batter 
and  eggs  reaching  those  markets  over  other  rails;  Hdd,  That  the  defendant  may 
make  a  distinction  in  its  rates  between  shipments  originating  at  the  concentrat- 
ing points,  so  far  as  its  line  is  concerned,  and  traffic  upon  which  it  has  had  a 
haal  into  the  concentrating  points;  bat  it  may  do  this  only  onder  proper  tariff 
provisions  connecting  the  inbound  with  the  outbound  movements,  and  then  only 
when  the  inboond  movement  to  the  concentrating  point  proceeds  under  rates  on 
file  with  this  Commission. 

DurmerU  <k  Moore  for  complainants. 
Alfred  H.  Bright  for  defendant 

RSPORT  OF  THE  COHlilSSION. 

Hablan,  Commissioner: 

This  complaint  was  filed  by  two  associations,  the  St.  Paul  Board  of 
Trade  and  the  Minneapolis  Produce  Exchange,  as  joint  petitioners.  It 
involves  the  relation  of  the  rates  of  the  defendant,  as  between  St.  Paul 
and  Minneapolis  on  the  one  hand  and  Paynesville  and  Alexandria  on 
the  other,  all  in  the  state  of  Minnesota,  on  shipments  of  butter  and  eggs 
to  Manistique,  in  the  state  of  Michigan,  when  destined  beyond  to  eastern 
points.  It  is  alleged  that  the  present  adjustment  results  in  a  discrimi- 
nation against  the  dealers  in  those  commodities  at  St  Paul  and  Min- 
neapolis, which,  for  convenience,  are  hereinafter  referred  to  as  the 
Twin  Cities,  and  in  an  undue  advantage  to  the  dealers  at  Paynesville 
an4  Alexandria.  The  complaint  is  inartificially  drawn,  but  taken 
with  the  record  we  understand  that  the  issue  the  petitioners  desire  to 
present  arises  out  of  substantially  the  following  facts: 

Paynesville  and  Alexandria  are  on  the  li^e  of  the  defendant,  about 
88  miles  and  137  miles,  respectively,  west  of  Minneapolis,  and  aro 
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concentrating  points  for  a  considerable  volome  of  batter  and  egga 
produced  in  the  adjoining  and  tributary  fanning  districts.  From 
Paynesville  the  defendant  for  some  time  has  maintained  two  propor- 
tional rates  to  Manistique,  one  of  20  cents  and  the  other  of  40  cents 
per  100  pounds,  applicable  on  through  shipments  of  butter  and 
eggs  in  carloads  to  eastern  destinations.  It  has  also  main- 
tained on  the  same  traffic  two  proportional  rates  from  Alex- 
andria to  Manistique,  one  of  27  cents,  which  has  \>een  reduced  to 
20  cents  since  the  complaint  was  filed,  and  the  other  of  40  cents. 
Under  tariff  provision  to  that  effect  the  20-cent  rate,  now  in  effect 
from  both  points,  is  limited  to  butter  and  eggs  that  have  come  into 
those  markets  over  the  rails  of  the  defendant  The  40-cent  rate  from 
both  points  is  an  open  proportional  rate  to  Manistique,  applicable  on 
through  shipments  of  butter  and  eggs  originating  at  those  points  or 
that  have  come  in  over  the  rails  of  other  carriers  from  more  distant 
points  of  production. 

At  the  time  the  complaint  was  filed  the  only  available  rate  from 
the  Twin  Cities  to  Manistique,  on  movements  to  points  beyond, 
was  a  40-cent  proportional  rate.  But  the  defendant  has  since  estab- 
lished from  those  markets  a  proportional  rate  of  20  cents  per  100 
pounds,  applicable  however,  as  is  the  case  with  the  similar  rate  from 
Pay  nesville  and  Alexandria,  only  when  the  butter  and  eggs  are  brought 
into  the  Twin  Cities  over  the  line  of  the  defendant.  And  herein  lies  the 
troubleas  we  gather  it  from  the  record.  Although  the  subsequent  publi- 
cation of  a  20-cent  proportional  rate  from  the  Twin  Cities  to  Manistique 
satisfies  the  complaint  on  the  &ce  of  the  record,  in  that  it  makes  St.  Pkul 
and  Minneapolis  common  points  with  Paynesville  and  Alexandria 
under  both  the  20-cent  and  the  40-cent  rates,  the  adjustment  does  not 
give  the  dealers  at  the  Twin  Cities  the  practical  results  that  they  desire. 
It  appears  that  little  if  any  traffic  moves  from  Alexandria  and  Paynes- 
ville under  the  40-cent  rate  to  Manistique;  this  is  due  to  the  fact 
that  the  butter  and  eggs  shipped  from  those  two  points  to  the  east 
largely  originate  on  the  line  of  the  defendant  at  producing  points 
north  and  west  of  Alexandria  and  Paynesville,  and  therefore  take  the 
20-cent  rate.  On  the  other  hand,  very  little  of  the  traffic  from  the  Twin 
Cities  to  Manistique  enjoys  the  benefit  of  the  20-cent  rate,  for  the 
reason,  as  we  are  advised,  that  the  larger  part  of  the  butter  and  eggs 
concentrated  at  the  Twin  Cities  comes  in  over  other  lines  and  there- 
fore takes  the  40-cent  rate  to  Manistique.  The  complainants  assert  in 
fact  that  the  20-cent  rate  from  Minneapolis  and  St  Paul  is  of  practi- 
cally no  advantage  to  the  dealers  in  butter  and  eggs  at  those  points; 
and  this  must  necessarily  be  the  case,  except  as  to  butter  and  eggs  back- 
haoled  by  the  defendant  from  points  east  of  the  Twin  Cities,  or  pro* 
n  its  line  west  of  those  markets  at  points  from  which  they  can 
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reach  the  Twin  Cities  at  a  local  rate  that  is  eqnal  to  or  less  than  the 
local  rate  for  the  back  haul  to  Alexandria  or  Paynesville.  Apparently 
such  points  do  not  furnish  much  traffic,  and  they  are  not  the  subject  of 
any  substantial  controversy  on  the  record.  The  bulk  of  the  defend- 
ant's traffic  in  these  commodities  is  produced  at  points  on  its  line  in 
Minnesota  and  the  Dakotas  west  of  Paynesville  and  north  of  Alex- 
andria; and  so  long  as  the  Twin  Cities,  which  are  about  100  miles 
more  distant  fi*om  those  points,  take  the  same  proportional  rate  to 
Manistique  that  is  applicable  on  shipments  from  Alexandria  and 
Paynesville,  the  traffic  is  concentrated  to  better  advantage  at  the  latter 
points  because  of  the  shorter  local  haul  and  the  consequent  lower 
charge  on  the  inbound  movement 

For  these  reasons  and  with  respect  to  the  greater  part  of  the 
traffic  the  parity  of  rates  between  the  competing  markets  is  therefore 
largely  a  technical  one,  and  exists,  so  far  as  practical  results  are  con- 
cerned, only  on  the  face  of  the  defendant's  tariff  schedules.  The  pro- 
portional rate  from  Manistique  to  the  east,  taking  Boston  as  a  typical 
destination,  is  71  cents  per  100  pounds.  This,  added  to  the  20-cent 
proportional  rate  to  Manistique  on  traffic  concentrated  at  these  mar- 
kets over  the  defendant  line,  makes  a  total  through  charge  to  Bos- 
ton of  91  cents  per  100  pounds.  This  is  the  through  outbound 
charge  generally  paid  by  the  dealers  of  Alexandria  and  Paynesville. 
But  the  butter  and  eggs  that  move  from  the  Twin  Cities  to  Bos- 
ton, as  heretofore  explained,  ordinarily  take  the  40-cent  propor- 
tional rate  to  Manistique,  making  a  total  through  outbound  charge 
of  $1.11  per  100  pounds.  Disregarding  the  inbound  movement  to 
the  several  markets,  the  dealers  at  the  Twin  Cities  on  traffic  actu- 
ally moved  through  to  Boston  therefore  pay  20  cents  per  100  pounds 
more,  although  the  haul  is  substantially  100  miles  less,  than  the  through 
outbound  charges  usually  paid  by  their  competitors  at  Alexandria  and 
Paynesville  over  the  same  route.  The  complainants  are  not  satisfied 
therefore  with  the  fact  that  the  defendant's  tariff  now  names  the  same 
proportional  rates  from  the  Twin  Cities  as  from  the  other  two  markets, 
but  insist  upon  a  parity  in  the  total  through  charges  on  the  traffic  as  it 
actually  moves  from  the  concentration  points.  And  in  order  to  secure 
that  result  they  contend  that  the  20-cent  proportional  rate  now  in 
effect  from  the  Twin  Cities  to  Manistique  should  be  made  an  open 
rate,  available  on  all  shipments  to  the  east,  whether  the  butter  and 
eggs  are  concentrated  at  those  markets  over  the  line  of  the  defend- 
ant, or  are  brought  in  over  other  lines.  They  contend  in  fact  that  not 
only  should  the  proportional  rate  be  an  open  rate  but  that  the  Twin 
Cities  should  take  a  rate  somewhat  lower,  because  of  the  shorter  haul 
to  the  east,  than  the  proportional  rate  accorded  to  Alexandria  and 
Paynesville.  This  seems  to  be  the  specific  relief  that  the  complain- 
ants are  seeking. 
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The  record,  however,  does  not  afford  as  a  basis  for  any  such  order. 
We  are  not  prepared  to  saj,  as  a  matter  of  law,  that  the  20-cent  rate 
most  necessarily  be  an  open  rate  from  the  Twin  Cities.  The  defend- 
ant  is  entitled  to  adjust  its  rates  in  such  manner  that  the  butter  and 
eggs  produced  in  volume  at  distant  points  on  its  line  may  reach  the 
eastern  markets  at  a  reasonable  through  charge.  With  this  end  in 
view,  and  if  the  transit  privilege  is  properly  policed  so  as  to  avoid 
abuses,  we  see  no  reason  why  the  defendant  may  not  make  a  distinc- 
tion  in  its  rates  between  butter  and  eggs  that  originate  at  the  concen- 
tration points,  so  far  as  its  line  is  concerned,  and  butter  and  eggs 
upon  which  it  has  had  a  haul  into  the  concentration  points;  but  it  can 
do  this  only  under  proper  tariff  provisions  connecting  the  inbound 
with  the  outbound  movement  and  thus  fixing  the  through  charges 
from  the  producing  point  To  hold  otherwise  would  require  it  to 
exclude  from  consideration  the  rates  and  other  conditions  under  which 
other  lines  may  bring  butter  and  eggs  to  thege  points,  and  would 
put  it  beyond  the  power  of  the  defendant  so  to  adjust  its  own  rates 
as  to  enable  butter  and  eggs  produced  on  its  line  north  and  west  of 
the  concentration  points  to  compete  at  destination  with  batter  and 
eggs  produced  at  the  concentration  points  or  which  may  have  been 
brought  in  under  favorable  terms  over  other  lines.  We  are  not  able, 
therefore,  to  accept  as  sound  the  contention  of  the  complainant  that, 
as  a  matter  of  law,  the  20-cent  proportional  rate  out  of  the  Twin 
Cities  can  not  legally  be  limited  in  its  application  to  butter  and  eggs 
that  have  reached  those  markets  over  the  line  of  the  defendant 

We  have  not  examined  in  detail  the  local  rates  of  the  defendant  from 
producing  points  on  its  line  into  the  Twin  Cities  and  into  Alexandria 
and  Paynesville,  nor  are  we  advised  as  to  the  local  competitive  or  trans- 
portation conditions  that  may  properly  affect  those  rates.  But  so  far 
as  the  record  gives  us  any  light  on  the  matter  we  see  no  reason  why 
the  total  through  charges  from  a  given  producing  point  on  the  line  of 
the  defendant  to  Manistique,  on  a  shipment  destined  beyond,  should 
be  greater  when  the  traffic  is  concentrated  at  the  Twin  Cities  than  the 
total  through  charges  based  on  Alexandria  or  Paynesville.  Appar- 
ently such  a  rate  parity  is  maintained  by  the  defendant  as  to  many 
producing  points  on  its  line,  and  as  now  advised  we  see  no  reason 
why  it  should  not  establish  and  maintain  a  similar  relation  of  rates 
from  all  such  points,  at  least  where  no  local  competitive  or  transpor- 
tation conditions  require  a  different  adjustment 

In  this  connection  it  may  be  well  to  call  attention  to  the  fact  that 
the  lessthan-carload  shipments  of  butter  and  eggs  from  Minnesota 
points  into  Alexandria  and  Paynesville,  as  well  as  from  the  same 
points  into  the  Twin  Cities,  apparently  move  under  state  rates  that 
are  not  published  with  this  Commission.     At  this  late  day  in  the  dis- 

*9sion  of  such  matters  it  ought  not  to  be  necessary  to  point  out  to 
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the  defendant  that  its  attempt  to  connect  outbound  interRtate  move- 
ments with  inbound  movements  to  a  concentrating  point  under  rates 
not  on  file  with  this  Commission  is  unlawful.  Its  outbound  20-cent 
proportional  rate  can  lawfully  be  limited  only  to  inbound  movements 
under  rates  on  file  here.  This  defect  in  the  present  practice  of  the 
defendant  must  at  once  be  corrected. 

We  shall  enter  no  order  for  the  present,  but  shall  look  to  the  defend- 
ant to  adjust  its  rate  schedules  on  this  traffic  in  conformity  with  the 
suggestions  here  made,  and  to  so  advise  the  Commission.  It  must  be 
understood  that  the  application  of  the  20-cent  outbound  proportional 
rate  may  lawfully  be  limited  only  to  traffic  that  has  reached  the  con- 
centrating point  over  the  line  of  the  defendant  under  rates  published 
and  filed  with  the  Commission,  and  that  the  defendant  will  at  once 
incorporate  into  its  tariffs  proper  reconsigning  and  concentrating  or 
transit  provisions  to  that  effect, 
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No.  3062. 

REITER,  CURTIS  &  HILL 

v. 

NEW  YORK,  SUSQUEHANNA  &  WESTERN  RAILROAD 

COMPANY. 


SufmiUed  April  t,  1910,    Decided  June  $,  1910. 


1.  The  view  ezpresMd  that  unloading  ^ilitiee  that  are  ample  to  meet  the 

requirements  of  a  community  need  not  he  enlai]ged  by  a  cairier  to  meet  Uie 
special  requirements  of  a  single  shipper  on  a  given  occasion. 

2.  Complaint,  demanding  refund  of  demurrage  charges  that  accrued  pending  nego- 

tiations for,  and  the  construction  of,  private  sidings  and  connectkms,  th» 
work  being  completed  within  thirty  days  after  the  request  for  them  was  mada^ 
dismissed  as  being  without  merit. 

BaU  db  Ludlow  for  complainants. 

H.  A.  Taylor  and  T.  H.  Burgess  for  defendant. 

Rbpobt  of  thb  Commission. 

Hablan,  Commissioner: 

On  June  19,  1908,  the  complainants^  a  copartnership  of  railroad 
contractors,  were  awarded  a  contract  for  the  construction  of  section  6 
of  a  cut-off  on  the  Delaware,  Lackawanna  &  Western  Railroad,  near 
Vails,  a  small  town  in  the  state  of  New  Jersey  on  the  line  of  the 
defendant,  the  New  York,  Susquehanna  &  Western  Railroad  Com- 
pany. They  had  just  finished  some  construction  work  for  the  Penn- 
sylyania  Railroad  Company,  near  Mexico  and  Nescopeck,  in  the  state 
of  Pennsylvania,  and  their  extensiye  plant  and  equipment,  consistiiig 
of  steam  shoyels,  locomotives,  rails,  boilers,  engines,  oompreasors, 
well-drills,  rock-drills,  cars,  wagons,  toob,  etc.,  were  still  on  the 
groimd  at  those  points.  The  Pennsylvania  officials  were  anxious  to 
move  the  equipment  out  of  the  way  as  soon  as  possible,  and  the  com- 
plainants were  no  less  anxious  promptly  to  install  it  at  the  point 
where  their  new  work  was  to  commence.  The  necessary  sidings  and 
connections  were  promptly  put  in,  so  that  the  complainants  *wors 
ihle  to  commence  shipping  from  Nescopeck  on  June  27,  and  from 
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Mexico  about  July  13,  the  cars  from  Nescopeck  being  bUled  to  ''con- 
tractor's siding.  Vails,  N.  J./'  while  those  from  Mexico  were  billed 
simply  to  Vails. 

The  defendant's  unloading  facilities  at  Vails  consist  of  a  team  track 
which  had  always  been  ample  for  the  needs  of  that  community  but 
was  not  sufficient  to  meet  the  reqiiirements  of  the  complainants.  They 
needed  two  private  sidings  and  a  connection  with  a  private  track, 
which  they  proposed  to  extend  to  the  place  where  their  new  work  was 
to  be  done.  Instead  of  taking  the  matter  up  with  the  defendant 
before  their  shipments  began  to  go  forward  to  Vails  they  did  not  com- 
municate with  it  until  June  27,  which  was  the  day  on  which  the  first 
shipments  from  Nescopeck  were  made ;  and  at  that  time  they  did  noth- 
ing beyond  making  an  inquiry  by  telephone  as  to  the  proper  method 
of  making  an  application  for  a  private  siding.  It  will  not  be  necessary 
to  follow  in  detail  the  subsequent  interviews  between  the  complain- 
ants and  the  defendant  commencing  on  July  1.  It  will  suffice  to  say 
that  it  was  necessary  for  the  engineer  of  the  defendant  to  examine  the 
site,  to  prepare  blueprints,  to  secure  estimates  of  the  cost  of  the  pro- 
posed sidings,  to  make  terms  with  the  complainants,  and  finally  to 
have  the  work  done.  In  the  meantime  the  cars  containing  the  com- 
plainants' equipment,  of  which  there  appears  to  have  been  109  in  all, 
began  to  arrive  at  Vails,  the  first  shipments  reaching  that  point  on 
July  6,  the  last  ca^  being  imloaded  on  about  August  16.  The  sidings 
and  the  desired  connections  were  not  ready  for  use  until  August  1. 

As  a  result  of  this  situation,  demurrage  charges  accrued  against  the 
complainants  and  were  paid  by  them  to  the  amount  of  $1,110,  of 
which  they  concede  that  $43  was  justly  assessed;  and  the  object  of 
the  petition  is  to  require  the  defendant  to  refund  the  balance  of  $1,067 
on  Uie  ground  that  it  was  the  duty  of  the  defendant  to  have  the  sid- 
ings and  switch  connections  ready  within  a  reasonable  time,  and  that 
it  failed  in  this  duty  in  that  it  did  not  have  them  completed  imtil  the 
date  last  mentioned. 

Although  it  would  necessarily  have  involved  some  delay,  consid- 
ering the  extent  of  the  equipment  and  the  number  of  cars  that 
arrived  at  Vails,  the  complainants  could  have  imloaded  the  shipments 
on  the  defendant's  imloading  track  at  Vails.  There  was  room  on  the 
track  within  the  defendant's  right  of  way  for  at  least  three  cars.  The 
complainants  were  unwilling,  however,  to  use  that  track  because,  as 
they  explain,  their  heavy  machinery  and  equipment  could  have  been 
unloaded  at  a  team  track  only  at  great  cost  and  that  course  would  also 
have  involved  a  large  additional  expense  for  wagon  haul  for  a  distance 
of  nearly  a  mile  to  the  point  at  which  they  were  to  commence  work 
on  the  right  of  way  of  another  carrier.  They  also  express  a  doubt 
as  to  whether  the  public  authorities  would  have  been  willing  to  permit 
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them  to  haul,  such  heavy  material  oyer  a  public  road.  To  save  ex- 
pense and  to  meet  what  they  regarded  as  the  necessities  of  the  situa- 
tion they  therefore  prepared  to,  and,  as  soon  as  the  place  of  connection 
was  determined  upon  by  the  defendant,  did  build  a  private  track  to 
their  place  of  work,  so  that,  when  connected  with  the  defendant's  line, 
the  cars  containing  their  equipment  could  be  pushed  directly  to  the 
point  where  the  material  and  equipment  were  needed. 

We  see  in  these  facts  no  grounds  upon  which  we  may  properiy 
award  damages  to  the  complainants.  Even  if  it  may  be  said  that  an 
interstate  carrier  is  required  by  law  to  enlarge  its  facilities  in  order 
to  meet  the  special  needs  of  a  single  shipper,  on  a  given  occasion,  a 
proposition  that  is  obviously  untenable,  we  are  unable  to  find  upon 
the  record  that  there  was  any  such  undue  delay  on  the  part  of  the 
defendant  in  furnishing  additional  facilities  as  to  make  it  legally 
responsible  in  damages  to  the  complainants.  We  know  from  other 
proceedings  before  us  that  switches  and  connections  must  be  located 
with  some  regard  to  the  safety  of  main-line  passenger  and  freight 
traffic,  and  while  it  may  be  true  that  the  defendant  might  have  reached 
its  conclusions  more  promptly  with  respect  to  the  sidings  and  switch 
connections  desired  by  the  complainants,  we  find  in  the  record  no 
indication  of  any  willful  delay  on  its  part  or  of  any  purpose  to  wrong 
the  complainants,  or  any  fact  upon  which  we  may  predicate  legal 
liability  on  the  part  of  the  defendant  to  refund  the  demurrage  charges 
assessed  against  the  complainants  in  accordance  with  the  publishad 
tariffs  of  the  defendant.  The  request  of  the  complainants  was  looked 
into,  plans  prepared,  arrangements  made,  the  material  put  on  the 
ground,  and  the  work  done  within  approximately  thirty  days,  which 
seems,  from  any  point  of  view,  a  reasonable  compliance  with  the 
complainants'  demand. 

The  complaint  must  be  dismissed,  and  it  will  be  so  ordered. 
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No.  8158. 
WILLSON  BROTHERS  LUMBER  COMPANY 

V. 

NORFOLK  SOUTHERN  RAILROAD  COMPANY  ET  AL. 


8ubmiUed  June  7, 1910,    Bedded  June  10, 1910. 


In  accepting  a  shipment  at  a  point  in  Nortli  Carolina  for  carriage  to  a  point  in  the 
state  of  Ohio,  the  initial  carrier  assumed  the  harden  of  giving  the  shipper  the 
advantage  of  the  cheapest  reasonably  direct  route;  but  not  being  well  advised  of 
the  available  routes,  it  neither  asked  instructions  of  the  shipper  nor  made  inquiry 
of  connecting  linee;  Held,  That  it  is  liable  to  the  shipper  for  the  excess  chaige 
resulting  from  its  mistake  in  delivering  the  shipment  to  the  wrong  connection. 

Robert  Alien  for  complainant. 

Edward  B.  Baird^jr.^  lor  Norfolk  Southern  Railroad  Company. 
George  Stuart  Patterson  and  Oeorge  D.  Dixmi  for  Penn8ylyania 
Railroad  Company. 
H.  A.  Taylor  for  Erie  Railroad  Company. 

Report  of  the  Commission. 

Harlan,  Commissioner: 

A  carload  of  lumber,  the  weight  of  which  was  47,200  pounds,  was 
shipped  on  March  9,  1908,  from  Hertford,  in  the  state  of  North 
Carolina,  consigned  to  the  Ashland  Steel  Range  &  Manufacturing  Com- 
pany at  Ashland,  in  the  state  of  Ohio,  and  freight  charges  amounting 
to  $lt^8.62  were  collected  on  the  movement  at  a  combination  rate 
of  27i  cents  per  100  pounds.  This  rate  can  not  be  verified  from 
tariffs  on  file  with  the  Commission  as  applicable  over  the  route  by 
which  the  shipment  b  said  to  have  moved,  namely,  the  line  of  the 
principal  defendant  to  Norfolk,  thence  over  the  New  York,  Philadel- 
phia &  Norfolk  and  the  various  lines  of  the  Pennsylvania  system  to 
Akron,  whence  it  was  taken  by  the  Erie  and  delivered  at  destination. 

The  consignor  gave  no  routing  instructions  but  requested  Erie 
delivery;  and  the  shipment  was  delivered  at  destination  on  the  rails  of 
that  carrier.  But  it  appears  that  another  and  more  direct  route  was 
available  over  which  the  through  charge  was  but  20f  cents  per  100 
pounds^  made  up  of  a  local  rate  of  4i  cents  from  Hertford  to  Berkley, 
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and  a  joint  rate  of  16  cents  from  Berkley  to  destination  oyer  the  Nor- 
folk &  Western  and  the  Chesapeake  &  Ohio,  with  the  Erie  as  a  deliv- 
ering carrier. 

The  defense  made  is  that  the  principal  defendant  was  not  advised  of 
the  rates  of  its  connections,  and  could  not  reasonably  be  required  to 
keep  its  local  agents  informed  of  the  through  charges  to  distant  points 
of  destination.  This,  however,  can  not  be  accepted  as  a  suflScient  excuse 
upon  the  facts  here  disclosed.  With  respect  to  this  point  of  origin, 
the  destination  in  question  is  not  fairly  to  be  regarded  as  a  distant 
point,  as  that  phrase  is  used  in  Duluth  <&  Iron  Range  R.  R.  Co.  v. 
C,  St.  P.,  M.  cfe  O.  Ry.  Co.,  18  I.  C.  C.  Rep.,  485,  489;  on  the  con- 
trary,  it  is  located  in  territory  as  to  which  the  principal  defendant  in 
order  to  be  able  to  conduct  its  transportation  with  reasonable  dispatch 
and  satisfaction  to  itself  and  the  public  ought  to  be  more  or  less  well 
informed.  Not  being  advised,  however,  as  to  the  cheapest  available  and 
reasonably  direct  route,  it  could  have  demanded  instructions  from  tlie 
consignor  or  could  have  made  inquiry  of  the  connecting  lines;  but  it 
accepted  the  shipment  without  pursuing  either  course  and  undertook 
to  forward  it  to  destination,  in  doing  so  it  assumed  the  burden  of 
giving  the  shipper  the  advantage  of  the  cheapest  reasonably  available 
route;  but  it  made  the  mistake  of  delivering  the  shipment  to  the 
wrong  connection.  Because  of  its  failure  US  route  the  shipment  prop- 
erly we  find  that  the  defendant  is  liable  to  the  complainant  in  the  sum 
of  $30.68,  with  interest  thereon  from  April  1,  1908,  being  the  differ- 
ence between  the  charges  actually  collected  and  the  charges  that  would 
have  been  assessable  on  the  shipment  over  the  right  route. 

It  will  be  so  ordered. 

19 1,  a  a  Bep. 
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No.  3086. 
ALABAMA  LUMBEH  &  EXPORT  COMPANY 

V. 

PHILADELPHIA,  BALTIMORE  &  WASHINGTON  RAILROAD 

COMPANY  ET  AL. 


Suinrntted  April  15, 1910.    Decided  June  10, 1910. 


1.  Defendants'  rate  on  lumber  from  Bellamy,  Ala.,  to  Holly  Beach,  N.  J.,  not  found 

relatively  unreasonable  under  the  circumstanoee  disclosed  by  record. 

2.  Whether  the  Sumter  A  Choctaw  Railway  Company  ought  to  have  been  included 

as  a  proper  or  necessary  party  to  this  record,  or  whether  it  is  a  common  carrier 
or  a  private  carrier,  not  considered ;  the  Commission  looks  to  the  Southern 
Railway  Company  to  fix  its  course  with  respect  to  this  carrier  in  conformity 
with  all  the  requirements  of  the  law. 

John  J.  Earle  for  complainant 

Ed.  Baxter f  C.  B.  Northrop^  9xA8lo98D.  Baxter  for  Southern  Rail- 
way Company. 

Oeorge  Stuart  Patterson  for  Philadelphia,  Baltimore  &  Washington 
Railroad  Company  and  West  Jersey  &  Seashore  Railroad  Company. 

Repobt  of  the  Commission. 

FfABJJkN,  Commissioner: 

The  Allison  Lamber  Company  shipped  on  March  24  and  Jnne  4, 
1909,  two  carloads  of  lumber,  weighing  respectively  45,600  and  41,000 
pounds,  from  Bellamy,  in  the  state  of  Alabama,  consigned  to  the 
petitioners  at  Holly  Beach,  in  the  state  of  New  Jersey.  The  com- 
plainant paid  charges  in  the  total  sum  of  $294.44,  at  the  legal  joint 
through  rate  of  34  cents  per  100  pounds.  It  appears  that  on  Biarcb 
19  the  general  freight  agent  of  the  Southern  Railway  Company  at 
Atlanta  had  wrongly  advised  the  complainant  that  the  rate  was  82 
cents  per  100  pounds.  The  erroneous  rate  seems  to  have  entered 
into  the  purchase  and  sale  price  of  the  lumber  and  is  the  chief  ground 
for  this  action. 

The  Commission  has  uniformly  held  that  the  naming  by  the  carrier, 
eitlier  in  the  bill  of  lading  or  otherwise,  of  a  rate  less  than  that 
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published  and  filed  with  the  Commission,  affords  no  proper  basis  for 
a  departure  from  the  legal  rate  or  the  payment  of  damages  for  a  loss 
alleged  to  have  been  sustained  as  the  result  of  the  error.  Poor  v. 
C,  B.  (&  Q.  B.  B.  Co.,  12  I.  C.  C.  Rep.,  418;  Ohio  Iran  dk  MeUd 
Co.  V.  Wabash  B.  B.  Co.,  18  I.  C.  0.  Rep.,  299. 

The  complainant,  however,  does  not  rely  entirely  on  the  misquota- 
tion, but  cites  lower  rates  of  from  23  to  29  cents  per  100  pounds  to 
Holly  Beach  from  Arlington  and  Savannah,  in  the  state  of  Georgia, 
and  from  Paxton  and  Greenville,  in  the  northern  and  western  part  of 
the  state  of  Florida,  the  rates  to  Philadelphia  from  these  points  being 
alleged  to  be  2  cents  less  in  each  instance  than  to  Holly  Beach.  These 
rates  are  published  by  originating  carriers  other  than  the  Southern 
Railway,  and,  with  the  exception  of  Savannah,  the  originating  points 
from  which  they  apply  are  not  reached  by  its  rails.  It  may  be  that  they 
are  water-compelled  rates,  as  intimated  by  the  defendants;  but  in  any 
event  the  points  referred  to  are  not  in  the  immediate  vicinity  of  Bel- 
lamy. All  points  in  that  vicinity  on  the  Southern  Railway  take  the  84- 
cent  rate.  The  complainant  also  asserts  that  the  rate  from  Bellamy  to 
Philadelphia  is  80  cents,  and  that,  with  the  addition  of  2  cents,  the 
proper  rate  to  Holly  Beach  is  32  cents.  The  rate  from  Bellamy  to 
Philadelphia,  however,  is  in  fact  26  cents  per  100  pounds.  We  are  not 
fully  advised  by  the  complainant  with  respect  to  the  similarity  in  the 
transportation  and  other  conditions  surrounding  the  traffic  from 
Bellamy  and  the  other  points  named  on  the  record.  We  are  therefore 
not  able  to  say  that  the  rate  from  Bellamy  is  relatively  unreasonable. 
Furthermore,  the  complainant  admits  that  it  will  not  have  occasion  to 
make  further  shipments  from  Bellamy  to  Holly  Beach  and  that  it 
therefore  has  no  particular  interest  in  the  rate  for  the  future. 

There  is  another  phase  of  the  case  which  requires  comment  Bel- 
lamy, the  point  of  origin  of  these  shipments,  is  not  on  the  rails  of  the 
Southern  Railway,  but  is  reached  by  the  Sumter  &  Choctaw  Railway, 
being  3  miles  from  Lilita,  the  junction  of  the  two  lines.  Lilita  was 
also  formerly  known  as  Bellamy  but  is  not  the  point  of  origin 
from  which  these  shipments  moved.  The  Sumter  &  Choctaw  Bail- 
way  Company  is  not  named  as  a  party  defendant,  although  it  issued 
the  bills  of  lading  covering  the  carloads  in  question  and  the  record 
indicates  that  it  received  a  division  of  3  cents  per  100  pounds  out 
of  the  34-cent  rate  charged.  We  are  not  fully  informed  of  the 
operations  and  the  trHn^})ortation  and  accounting  methods  of  the 
Sumter  &  Choctaw,  and  we  are  therefore  not  to  be  understood  as 
definitely  finding  that  it  ought  to  have  been  included  &s  a  proper  or 
necessary  party  to  the  record;  nor  do  we  attempt  in  this  proceeding 
to  define  its  status  as  a  common  carrier  or  as  a  private  enterprise.  It 
will  suffice  for  the  present  to  say  that  we  shall  look  to  the  Southern 
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Railway  to  fix  its  oonrse  with  respect  to  this  so-called  common  carrier 
in  conformity  with  all  the  requirements  of  the  law.  There  appears  to 
be  some  question  whether  the  S4-cent  rate  has  been  legally  established 
from  Bellamy  and  concurred  in  by  the  Sumter  &  Choctaw  Railway* 
But  inasmuch  as  the  rate  from  Lilita,  where  the  shipment  reached  the 
Southern  Railway,  is  also  34  cents  per  100  pounds,  this  is  not  a  ques- 
tion in  which  the  complainant  has  any  real  interest. 

For  these  reasons  the  complaint  must  be  dismissed,  and  it  will  be  so 
ordered. 


No.  8088. 
ALPHA  PORTLAND  CEMENT  COMPANY 

V. 

DELAWARE,  LACKAWANNA  &  WESTERN  RAILROAD  COM- 

PANY  ET  AL. 


Submitted  May  t6, 1910,    Decided  June  10, 1910. 


The  consignor  noted  on  the  bill  of  lading  a  route  and  alao  a  rate  which  was  legally 
in  force  only  over  another  route;  Held,  That  the  initial  carrier  ought  to  have 
forwarded  the  shipment  by  the  route  over  which  the  specified  rate  applied 
instead  of  by  the  named  route  which  carried  a  higher  rate. 

Louis  H.  Porter  for  complainant. 

Clyde  Brown  for  New  York  Central  &  Hudson  Ri^er  Railroad 
Company. 

John  L.  Seager  for  Delaware,  Lackawanna  &  Western  Railroad 
Company. 

Refobt  of  the  Commission. 

Harlan,  Commissioner: 

On  August  8, 1909,  the  complainant  shipped  two  carloads  of  cement, 
weighing  in  the  aggregate  129,200  pounds,  from  Martins  Creek,  in  the 
state  of  Pennsylvania,  to  Brockton,  in  the  state  of  Massachusetts.  In 
delivering  the  shipment  to  the  initial  carrier,  the  principal  defendant 
herein,  a  shipping  clerk  in  the  employ  of  the  complainant  erroneously 
or  inadvertently  noted  on  the  bill  of  lading  directions  to  forward  the 
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cars  to  destination  over  the  lines  of  the  Lehigh  Valley,  West  Shore, 
'and  Boston  &  Albany  Railroads.  Bat  in  two  places  on  the  bill  of  lad- 
ing the  through  rate  of  freight  was  stated  at  $2.26  per  net  ton;  and 
this  was  in  fact  the  legal  joint  rate  over  a  through  route  composed  of 
the  principal  defendant's  line  in  connection  with  the  New  York,  New 
Haven  &  Hartford  Railroad  and  certain  intermediate  lines.  In  this 
form  the  bill  of  lading  was  executed  by  the  initial  carrier's  agent,  who 
without  inquiry  billed  the  cars  forward  over  the  specified  route;  and 
they  moved  in  accordance  with  the  billing,  over  the  most  direct  route 
available  in  connection  with  the  lines  named,  as  far  as  South  I<>aming- 
ham,  where  the  Boston  &  Albany,  which  does  not  reach  Brockton  by 
its  own  rails,  delivered  the  cars  to  the  New  York,  New  Haven  & 
Hartford  for  movement  to  destination,  a  short  distance  beyond.  The 
charges  were  collected  at  a  rate  of  $2.25  per  ton  to  South  Framing- 
ham,  plus  the  last  named  company's  local  rate  of  10  cents  per  100 
pounds,  which  is  equivalent  to  $2  per  ton,  beyond.  As  the  goods  were 
sold  on  a  delivered  basis  the  complainant  has  therefore  sustained  a 
loss  to  the  extent  of  $2  per  ton,  or  in  the  sum  of  $129.20,  by  reason  of 
the  higher  charges  assessed  as  the  result  of  the  erroneous  movement. 
Upon  similar  facts  the  Commission  on  April  6,  1909,  made  the  fol- 
lowing informal  ruling,  which  is  published  as  Rule  159,  Bulletin  No.  4: 

A  bill  of  lading  showed  both  a  rate  and  a  route,  but  the  rate  did  not  apply  over  the 
ronte  named;  Hdd,  That  in  ail  such  cases  the  shipment  should  be  forwarded  via  the 
route  over  which  the  stated  rate  applies  unless  the  rate  via  the  specified  route  makes 
lower,  in  which  event  the  specified  routing  must  be  followed. 

This  ruling,  which  we  now  adhere  to,  together  with  our  ruling  of 
June  8, 1909,  which  is  of  similar  import  and  is  reported  as  Rule  186, 
Bulletin  No.  4,  must  be  regarded  as  controlling  in  this  case.  Upon 
the  facts  as  stated  we  therefore  find  that  in  view  of  the  conflict  between 
the  routing  instructions  and  the  through  rate  as  specified  on  the  bill 
of  lading,  it  was  the  duty  of  the  initial  carrier  to  forward  the  ship- 
ment by  the  cheaper  route  or  to  obtain  further  and  definite  directions 
from  the  consignor.  Because  of  its  &ilure  to  pursue  either  course  we 
think  it  must  be  held  liable  to  the  complainant  for  the  additional  trans- 
portation charges  resulting  from  the  misrouting.  It  follows  that  the 
complainant  is  entitled  to  reparation  in  the  sum  of  $129.90,  with 
interest  from  October  14, 1909. 

An  order  wiU  be  entered  accordingly. 
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No.  1690. 
HOMER  P.  FISK  4  SONS 

V. 

BOSTON  &  MAINE  RAILROAD. 


Buhmitted  December  18,  1909.    Decided  June  S,  1910. 


1.  While  an  infonnal  letter  la  sofflcient  to  stop  the  statute  of  llmitatloiis  oo 

reparation  claims,  yet  such  letter  must  contain  all  the  elements  of  a 
claim.  The  letter  relied  upon  herein  is  not  such  a  definite  and  inde- 
pendent claim  as  to  defeat  the  plea  of  limitation. 

2.  A  carfier  may  demand  its  legal  charges  before  delivering  freight  and  de- 

murrage accruing  during  a  controversy  as  to  such  paym^t  can  not  be 
refunded  cm  that  ground  alone,  but  it  must  be  shown  that  the  charges 
are  unreasonable  or  unjustly  discriminatory. 

8.  Dissimilarity  of  conditions  affecting  the  transportation  of  this  coal  existing 
at  Springfield,  Mass^  but  not  present  at  Holyoke,  Mass^  under  the  deci- 
sions of  the  United  States  Supreme  Ck>urt  negatives  the  presumption  of 
unreasonableness  of  rates  as  to  Holyoke  shipmenta 

4.  In  the  absence  of  satisfactory  evidence  the  rate  charged  complainants  on 
coal  from  the  Lackawanna  road  not  found  unreasonable. 

0.  Refund  of  straight  overcharge  on  certain  shipments  of  coal  ordo^  to  be 
made. 

Richard  J.  Talbot  for  oomplainants. 

Edgar  J.  Rich  and  O.  H.  Eaton  for  defendant 

Report  of  thb  Commission. 

GiAMENTS,  Commissioner: 

This  complaint,  filed  June  6,  1908,  alleges  damages  in  connection 
with  shipments  of  anthracite  coal  from  Pennsylvania  fields  to  Hol- 
yoke, Mass.  The  shipments  involved  moved  through  Rotterdam 
Junction,  Troy,  and  Mechanicsville,  N.  Y.,  and  thence  over  the  Bos- 
ton &  Maine.  There  are  several  separate  and  distinct  grounds  of 
complaint  and  specific  damage  is  alleged  as  to  each*  An  award  of 
$80,000  is  asked  on  account  of  delayed  shipments  and  an  additional 
$80,000  for  unjust  discrimination  in  that  other  shippers  were  ac- 
corded lower  rates.    Damages  in  the  sum  of  $492.28  are  asked  for 
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the  loss  in  transit  of  one  carload  of  coal  and  for  two  cars  alleged  to 
be  ^^  illegally  removed  from  the  control  of  the  complainants  by  the 
Boston  &  Maine  Railroad."  Aside  from  the  question  of  jurisdiction 
as  to  certain  features  thereof  no  further  reference  need  be  made  to 
these  claims,  inasmuch  as  no  evidence  has  been  introduced  to  sup- 
port them.  Reparation  in  the  sum  of  $1,555.10  is  also  asked  on  ac- 
count of  alleged  unreasonable  charges  between  February  25,  1903, 
and  January  26, 1907;  for  $266.96,  because  of  alleged  violaticm  of  the 
long-and-short-haul  clause  in  that  the  rate  to  Springfield,  Mass.,  is 
5  cents  per  100  pounds  less  than  to  Holyoke,  an  intermediate  point; 
and  for  $358.93,  which  complainants  allege  defendant  has  "over- 
charged them  with  relation  to  demurrage  or  indemnity  and  service 
charges  on  the  following  shipments." 

At  the  outset  the  question  is  raised  as  to  the  Commission's  juris- 
diction over  shipments  made  prior  to  June  6,  1906,  which  was  two 
years  prior  to  the  filing  of  the  complaint  Complainants  contend 
that  the  statute  of  limitations  has  not  run  because  of  a  letter  filed 
with  the  Commission  on  May  23, 1907,  in  which  the  rates  of  the  Bos- 
ton &  Maine  from  Rotterdam  Junction  to  Holyoke  and  other  points, 
and  rates  generally  from  Pennsylvania  coal  fields  to  Holyoke  and 
Springfield  are  set  forth.  While  the  Commission  holds  that  it  is  not 
necessary  that  a  formal  petition  be  filed  in  order  to  stop  the  statute, 
an  informal  letter  or  other  communication  to  accomplish  this  result 
must  contain  all  the  elements  of  a  claim.  In  Woodward  cfe  Diclcerson 
V.  Z.  cfe  N.  R.  R.  Co.,  15  I.  C.  C.  Rep.,  170,  a  letter  received  by  the 
Commission  clearly  setting  forth  the  carriers,  date,  rate,  wei^t,  and 
points  of  origin  and  destination  was  held  sufficient  The  letter  here 
relied  upon,  however,  was  not  filed  as  a  claim,  but  was  part  of  a  oot- 
respondence  between  this  office  and  complainants  respecting  a  general 
inquiry  then  being  conducted  by  the  Commission,  and  we  do  not  feel 
justified  in  treating  it  as  such  a  definite  and  independent  claim  as  to 
defeat  the  plea  of  limitation. 

As  to  the  claim  for  demurrage,  na  evidence  is  introduced  except 
that  on  May  23,  1907,  defendant  canceled  the  credit  account  of  com- 
plainants, which  for  a  long  time  previous  thereto  had  been  extended, 
and  refused  to  deliver  to  their  siding  until  the  freight  charges  were 
paid.  Pending  the  controversy  this  demurrage  accrued  on  cars  that 
were  held  from  dates  in  May  until  as  late  as  July  22,  1907.  Com- 
plainants contend  that  these  charges  were  not  justified  under  the  cir- 
cumstances. Repardless  of  a  carrier's  reasons  for  canceling  a  credit 
account,  it  is  undoubted  that  it  may  demand  its  legal  charges  before 
delivering  freight,  and  demurrage  accruing  during  a  controversy  as 
to  Slid)  payment  can  not  be  refunded  on  that  ground  alone,  but  it 
must  be  shown  that  the  charges  are  unreasonable  or  unjustly  dis- 
criminatory.   The  record  shows  that  this  demurrage  was  collected 
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under  lawful  tariff  authority  and  we  are  not  justified  upon  this  record 
in  ordering  a  refund  thereof. 

In  considering  the  alleged  violation  of  the  long-and-short  haul 
clause  it  is  necessary  to  inquire  into  the  conditions  of  transportation 
at  Springfield  and  Holyoke,  respectively.  Springfield  is  served  by 
the  Boston  &  Maine,  New  York  Central,  and  the  New  York,  New 
Haven  &  Hartford,  while  Holyoke  is  reached  by  the  Boston  &  Maine 
and  New  York  Central.  The  New  York,  New  Haven  &  Hartford 
and  connections  reach  the  Pennsylvania  coal  fields  direct  and  make 
a  joint  rate  to  Springfield.  The  Boston  &  Maine  reaches  Springfield 
only  through  Troy  and  Rotterdam  Junction  in  connection  with  lines 
terminating  at  those  points,  and  this  route  is  much  longer  than  the 
direct  line  of  the  New  York,  New  Haven  &  Hartford  and  connections. 
The  Boston  &  Maine  contends  that  if  it  is  to  participate  in  Spring- 
field business  it  must  meet  this  competition  of  the  New  York,  New 
Haven  &  Hartford  road.  According  to  decisions  of  the  Supreme 
Court,  which  we  must  follow,  the  dissimilarity  of  conditions  affecting 
this  traffic  at  Springfield  and  Holyoke,  respectively,  which  we  find 
exists  and  which  was  admitted  by  complainants'  counsel  at  the  oral 
argument,  negatives  the  presumption  of  unreasonableness  as  to  Hol- 
yoke shipments. 

The  real  question  involved  is  the  reasonableness  of  the  $1.15  rate 
on  certain  ^ipments  from  Rotterdam  Junction  to  Holyoke.  An- 
thracite coal  originates  in  Pennsylvania  along  the  Central  of  New 
Jersey,  Erie,  Lehigh  Valley,  Delaware,  Lackawanna  &  Western, 
Delaware  &  Hudson,  Pennsylvania,  and  New  York,  Ontario  &  West- 
em  roads.  The  three  carriers  first  named  in  connection  with  either 
the  New  York  Central  or  the  New  York,  New  Haven  &  Hartford 
have  direct  routes  into  Springfield  and  Holyoke  and  publish  a  joint 
rate  of  $2.80  to  the  latter  place.  Prior  to  June,  1906,  these  carriers 
published  a  rate  to  Rotterdam  Junction  of  $1.85.  The  Boston  & 
Maine  participates  in  the  Springfield  and  Holyoke  business  only 
over  the  circuitous  route  via  Rotterdam  Junction,  Greenfield,  and 
down  the  Connecticut  Valley.  To  participate  in  the  Holyoke  traffic 
it  was  necessary  to  meet  the  joint  rate  of  $2.80  published  by  the  car- 
riers above  named,  and  this  was  done  by  publishing  a  proportional 
from  Rotterdam  Junction  of  95  cents.  This  proportional  was  can- 
celed in  June,  1906,  when  a  joint  through  rate  of  $2.80  was  estab- 
lished by  these  lines  with  the  Boston  &  Maine,  that  carrier  receiving 
95  cents  as  its  share  of  the  through  rate.  Neither  the  Delaware, 
Lackawanna  &  Western  nor  the  Delaware  &  Hudson  published  a 
joint  rate  to  Springfield  or  Holyoke.  The  Delaware,  Lackawanna 
&  Western's  rate  to  Rotterdam  Junction  was  $2.45,  and  as  this  road 
had  no  competitive  rate  of  $2.80  for  the  Boston  &  Maine  to  meet,  the 
latter  carrier  charged  its  full  local  of  $1.15  from  Rotterdam  Junction 
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to  Holyoke.    Thus  Uie  rate  to  Holyoke  was  dependent  upon  the 

point  of  origin  of  the  coal,  the  rate  from  Central  of  New  Jersey, 

Erie,  or  Lehigh  Valley  mines  being  $2.80  and  from  Delaware,  Lac^- 

wanna  &  Western  mines  $3.60  per  ton.    No  evidence  was  introduced 

as  to  the  reasonableness  of  the  $1.15  rate  from  Rotterdam  Juncti<m 

to  Holyoke  on  Delaware,  Lackawanna  &  Western  shipments  except 

its  comparison  with  the  95-cent  rate  on  shipments  from  the  other 

lines  referred  to.    In  the  absence  of  other  and  satisfactory  evidence 

that  the  $1.15  rate  on  Delaware,  Lackawanna  &  Western  shipments 

was  unreasonable,  we  can  not  so  find. 

Defendant  admits  that  on  shipments  since  June  6, 1906,  there  is  a 

straight  overcharge  of  $46.57,  which  it  is  willing  to  refund.    An 

order  will  be  entered  for  that  sum  with  interest  from  January  80, 

1908. 
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No.  1889. 
CORPORATION  COMMISSION  OF  THE  STATE  OF  NORTH 

CAROLINA 

V. 

NORFOLK  &  WESTERN  RAILWAY  COMPANY  ET  AL. 


BulmUied  Ocioher  ft,  1908.    Decided  June  7,  1910. 


%  Because  of  conditions  which  exist  at  the  Virginia  cities  and  do  not  exist  at 
Winston-Salem  and  Durham,  N.  O^  complainant's  charge  of  unjust  dis- 
crimination not  sustained  upon  this  record. 

2.  Because  defendants  have  constructed  a  system  of  rates  on  a  zone  or  blanket 
system  is  not  sufficient  to  justi^T  the  collection  of  unreasonable  charges 
to  any  point  Every  city  is  entitled  to  the  advantage  of  its  location  and 
may  not  lawfully  be  subjected  to  high  freight  charges  merely  because 
carriers,  for  reasons  of  convoiience  or  otherwise,  include  it  in  a  number 
of  other  points  in  surrounding  territory,  wtiich  latter  points  are  not 
similarly  situated. 

8.  It  does  not  follow  as  a  necessary  conseguence  that  the  reduction  of  rates  to 
Winston-Salem  and  Durham  to  a  reasonable  basis  would  necessarily 
entail  a  reduction  of  rates  to  oth^  points  in  North  Carolina.  It  might 
be  true  that  certain  reductions  would  necessarily  be  made,  but  it  would 
be  to  a  few  points  only  and  to  a  very  limited  extent 

4.  While  it  is  true  that  transportation  conditions  are  to  some  extmit  different 
on  the  lines  extending  south  from  Roanoke  and  I^ynchburg  than  obtain  on 
the  main  line  from  Roanoke  to  Norfolk,  yet  the  difference  by  no  means 
warrants  rates  to  Winston-Salem  and  Durham  on  through  traffic  that 
are  so  much  higher  than  are  maintained  to  main-line  points. 

0.  Present  class  rates  of  the  Norfolk  ft  Western  on  shipmoits  from  Roanoke 
and  I^ynchburg  to  Wlnston-Salem  and  Durham,  req;>ectiyely,  found  unjust 
and  unreasonable  to  the  extent  that  th^  exceed  the  rates  prescribed  in 
the  report 

•.  Present  class  rates  of  the  Norfolk  ft  Western  on  shiimiaits  from  Cincinnati, 
Ohio,  to  Winston-Salem  and  Durham,  respectiyely,  found  unjust  and 
unreasonable  to  the  extent  that  they  exceed  the  rates  prescribed  in  tbfB 
report 

7.  IV>r  the  present  no  ofder  will  be  made  as  to  tlie  traffic  moving  from  the  other 
western  points  oC  origin  north  of  the  Oliio  named  herein. 

TiUeU  db  Outhrie^  A.  J.  Justice^  Manning  dk  Foushee  and  H.  E. 
Narria  for  complainant 
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R.  Walton  Moore  and  Lucien  H.  Cocke  for  Norfolk  &  Western 
Railway  Company. 

W.  O.  Dearing  and  SIobs  Z>.  Baxter  for  Louisville  &  Nashville 
Railroad  Company. 

CJiarles  Hall  Davuf^  Richard  B.  Davis^  Paul  Pettitt^  and  Arthur  R. 
Thompson^  of  Thompson  &  Van  Sant,  for  intervening  Virginia  cities. 

R.  Walton  Moore  for  intervening  Southern  Railway  Company  and 
Seaboard  Air  Line  Railway. 

Report  or  the  Commission. 

Clements,  Commissioner: 

This  is  a  proceeding  brought  by  the  corporation  commission  of  the 
state  of  North  Carolina  on  behalf  of  itself  and  shippers  and  con- 
sumers in  the  cities  of  Durham  and  Winston- Salem,  N.  C,  and  points 
on  lines  of  the  Norfolk  &  Western  intermediate  between  Durham  and 
Lynchburg,  Va.,  and  Winston-Salem  and  Roanoke,  Va.  The  cities 
of  Roanoke,  Richmond,  Petersburg,  Suffolk,  and  Norfolk,  Va.,  the 
Southern  Railway  Company,  and  the  Seaboard  Air  Line  Railway 
and  the  latter^s  receivers  have  intervened  against  the  complaint. 

It  is  alleged  in  the  complaint,  in  substance  and  effect,  that  defend- 
ants' charges  for  transportation  on  the  traffic  included  in  the  numbered 
classes  from  1  to  6,  both  inclusive,  in  the  Southern  Classification,  and 
on  grain  and  grain  products,  hay,  and  packing-house  products  in  car- 
loads from  Chicago,  HL,  East  St  Louis,  111.,  Louisville,  Ey .,  Columbus 
and  Cincinnati,  Ohio,  to  Durham  and  Winston-Salem  are  unreason- 
able and  unjust;  that  the  rates  are  unduly  preferential  and  unduly 
discriminatory,  as  compared  with  rates  on  the  same  class  of  shipments 
fnnn  the  same  points  to  the  "Virginia  cities; '^  that  rates  between 
Norfolk  &  Western  stations  in  Virginia  and  West  Virginia  on  one 
hand,  and  Norfolk  &  Western  staticms  in  North  Carolina  on  the  other 
hand,  are  discriminatory ;  also  that  the  rates  on  coal  charged  by  the 
Norfolk  &  Western  to  Durham  and  Winston-Salem  are  unjust  and 
unreasonable  and  unduly  discriminatory  in  favor  of  Roanc^e  and 
Lynchburg  and  other  Virginia  cities;  and  that  the  rates  on  lumber 
charged  by  the  Norfolk  &  Western  trom  Durham  and  Winston-Salem 
to  Cincinnati  and  Columbus  and  otiier  western  points  are  unjust 
and  unreasonable. 

The  Norfolk  &  Western  Railway  extends  from  Cincinnati  and 
Columbus  on  the  west  to  Norfolk  on  the  east,  and  to  Hagerstown, 
Md.,  on  the  north.  A  division  extends  from  Radford,  Va.,  to  Bris- 
tol, TeniL  A  divisicm  of  the  system  also  extends  south  from  Roanoke 
to  Winston-Salem,  a  distance  of  122  miles,  and  another  division  ex- 
tends south  from  Lynchburg  to  Durham,  a  distance  of  117  miles. 
Lynchburg  is  54  miles  east  of  Roanoke  on  the  main  line.    Winstoa- 
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Salem  and  Durbam  have  a  population  of  about  25,000  each.  The 
Southern  Railway  reaches  Durham  and  Winston- Salem,  and  the 
former  is  also  reached  by  the  Seaboard  Air  Line  Railroad.  The 
Louisville  &  Nashville  Railroad  extends  from  Cincinnati  to  New 
Orleans  and  from  Nashville  to  St  Louis,  with  divisions  extending 
to  Norton,  Va.,  and  Atlanta,  Ga.  It  does  not  reach  any  of  the  Vir- 
ginia cities  by  its  own  rails,  but  it  handles  traffic  to  those  points  in 
connection  with  the  Norfolk  &  Western  by  the  Norton  gateway,  in 
connection  with  the  Chesapeake  &  Ohio  Railroad  through  the  Louis- 
ville gateway  and  in  connection  with  the  Southern,  via  Jellico,  Tenn. 
It  has  no  line  north  of  the  Ohio  River,  except  between  Evansville, 
Ind.,  and  St.  Louis,  Mo.  The  Cleveland,  Cincinnati,  Chicago  & 
St  Louis  Railway  delivers  traffic  from  Chicago  to  the  Norfolk  & 
Western  at  Columbus  and  Cincinnati,  Ohio. 

The  so-called  "Virginia  cities  rates"  apply  to  a  large  number  of 
cities,  mostly  in  Virginia,  although  a  few  are  situated  in  adjoining 
states,  and  hereafter  called  "Virginia  cities."  These  cities  are 
served  by  trunk  lines  from  Norfolk,  Newport  News,  and  Richmond, 
Va.,  and  from  the  west  The  same  rates  apply  to  all  through  ship- 
ments to  these  points  from  Chicago,  East  St.  Louis,  Louisville,  and 
Cincinnati,  and  to  most,  if  not  all,  from  the  east  The  southern  line 
of  the  Virginia  cities  rate  adjustment  is  the  main  line  of  the  Norfolk 
&  Western  from  Roanoke  to  Norfolk,  and  includes  the  cities  of  Nor- 
folk, Suffolk,  Petersburg,  Lynchburg,  Roanoke,  and  Salem,  as  well  as 
all  intermediate  points.  The  same  rates  are  applicable  to  all  points 
on  the  Chesapeake  &  Ohio  west  of  Norfolk  to  Hinton,  W.  Va. 

Existing  rates  in  cents  per  100  pounds  and  short-line  distances  from 
Cincinnati,  Louisville,  East  St  Louis,  and  Chicago  to  the  Virginia 
cities  and  to  Durham  and  Winston-Salem  are  shown  by  the  following 
tables: 

RaUi  to  RoanokCy  Lynchburg^  Richmond^  and  Norfolk^  Va, 


ClasMt. 

Commodltiai. 

From- 

1 

S 

t 

4 

1 

• 

Oimln  and  gndn 
prodocti. 

Ha/. 

Faek. 

lag. 
honM 

Flour, 
CL. 

Grain, 
ClT 

prod, 
acta. 

GiTHTlnilfttI 

}  " 

OnU. 

7S 
«2 

Onto. 

8* 

OnOt. 
S8 

Genu. 
28 

n 

37 

Genu. 
22 

Omte. 
18« 
IS 
1« 

OnU, 
18 

le* 

Cbite. 

28 

82 
27 

CMt. 

LoaitrUle 

28 

BAft  Bt.  Louis 

82 
27 
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8hori4ine  distanoe9. 


Distances  from— 

To  Cindn- 
nati. 

To  Louis- 
▼Ule. 

To  East 
St.Loais. 

ToChieafOk 

Bo&nokd 

Jffla. 
456 

472 
680 
667 

MUe$. 
498 
A35 
644 
780 

MUa. 

769 

806 

915 

1,001 

JfOes. 

740 

Lynchbaxv 

756 

BlchmoDd 

868 

Norfolk 

9U 

RatCM  to  WinatarhSaletn  and  Durham,  N.  C. 


Classes. 

Commodities. 

Fkuuk— 

1 

2 

8 

4 

6 

6 

Grain  and 
grain  prodacta. 

^ 

Pack- 

Flour, 
C.L. 

Grain, 
C.L. 

S3t 

C.L. 

dndnnati ......... 

OeniM. 

}    « 

126 
128 

OenU. 
79 
108 
100 

Oenti. 
64 
86 
86 

OenU. 
47 
62 
62 

OenU. 
40 
68 
68 

OenU. 
81 
41 
41 

OenU. 

294 
881 

\     •84i 

OmU. 
284 

OenU. 
29 
86 
44 

OemU. 

LoaisTllIe 

Sf 

Bast  St.  Louis 

Chicaro....a^..... 

48 

Bhofi'line  distance*. 


DisUnces  from— 

To  Cin- 
cinnati. 

To  Louis- 
ville. 

To  East 
St.  Louis. 

To  Chi- 
ca«a 

Winston -Sal  em 

MiU$. 
688 
678 

JfflM. 
665 

640 

MUe$. 
886 

971 

Jfflet. 

Durham 

878 

•  Durham. 


Rates  charged  by  the  Norfolk  &  Western  on  shipments  from  Roan- 
oke to  Winston-Salem  and  from  Lynchburg  to  Durham  are  shown  by 
the  following  table: 


Class. 

1 

2 

8 

4 

6 

6 

A 

B 

C 

D 

CU 
18 
18 

B 

CU. 

28 
28 

F 

CU. 
4S 

a 

CU. 

n 
a 

J 

CU. 

C 

Durham  ................. ......... 

«i     M 
61     61 

CU. 
42 
42 

an 

S2 
8? 

CU. 

28 

a$. 

91 

CU. 
17 
17 

Om. 
22 
23 

CU. 
21 
21 

14 

Wtnst/xn 'Salem 

28  1  21 

14 

1 

Class. 

Commodity. 

L 

M 

N 

0 

P 

Flour, 
C.L. 

Grain, 
C.L. 

Hay. 
CL. 

'  Pack- 

,^ 

prod- 
ucta. 
CU. 

Durham 

81.90 
1.90 

82.20 

UK  m 

tM  nn 

•n  n\ 

OenU. 

21 
IftJ 

OenU. 
18 

I             17J 

OenU. 
18 
ia 

CMS. 

WlDstoD-Salem 

2.2D  .     SfiOO  1     MOO  !     «B.in 

«l 

1 

_l 

- 

19 1,  a  a  aei». 


Digitized  by 


Google 


OOEPORiLTION  00MMI8SI0N,  NOBTH  OABOLXNA,  V.  N.  A  W.  BT.  00.    807 

These  rates  are  applicable  from  all  the  Virginia  gateways.  The 
Norfolk  &  Western,  with  its  western  connections,  constitute  the  short 
line  to  Winston-Salem  and  Durham  from  Chicago,  From  Louisville, 
Cincinnati,  and  East  St.  Louis  the  short  line  to  most  Carolina  points 
is  via  the  Louisville  &  Nashville  and  the  Southern  and  its  connections. 
Bates  from  Chicago  and  East  St.  Louis  to  Carolina  territory  are 
made  upon  combination,  but  do  not  exceed  the  Virginia  cities  combi- 
nations.  From  Louisville  and  Cincinnati  through  rates  are  made 
by  using  proportional  rates  to  Virginia  cities  plus  locals  beyond. 
The  proportional  rates  are  as  follows  on  the  numbered  classes  here 
involved  in  cents  per  100  pounds: 

Cla88..,,  1       2      8      4      6      6 
Rate 82    28    22    15    12    10 

These  proportionals  equal  the  differences  between  the  Chicago 
rates  to  the  Virginia  cities  and  the  locals  from  Chicago  to  Cincinnati. 
For  example,  the  Chicago- Virginia  cities  rate  on  first  class  is  72 
cents  per  100  pounds  and  the  Chicago-Cincinnati  local  is  40  cents;  the 
proportional  rate  is  the  difference,  which  is  82  cents.  This  propor- 
tional added  to  the  local  from  Virginia  cities  to  Winston-Salem  and 
Durham  make  the  through  rate  from  Cincinnati  and  Louisville  93 
cents,  first  class.  The  proportionals  applied  on  grain  and  packing- 
house products  are  respectively  11  and  16  cents. 

At  the  time  the  complaint  was  filed  the  only  means  of  railroad 
transportation  at  Roanoke  was  by  the  Norfolk  &  Western,  and  it  is 
one  of  the  contentions  of  complainant  that  competitive  conditions  at 
Winston-Salem  and  Durham  are  such  as  to  warrant  lower  rates  than 
are  maintained  at  Roanoke.  Since  the  complaint  was  filed  the  Vir- 
ginian Railway  Company  has  constructed  a  railroad  from  a  point 
in  West  Virginia  north  and  west  of  Roanoke  to  and  through  the 
latter  point.  The  company  is  now  operating  its  road  to  tide  water 
and  has  filed  tariffs  with  the  Commission. 

For  a  period  of  seven  years  prior  to  June,  1907,  a  lumber  rate  of  16 
cents  per  100  pounds  was  maintained  from  Faimtosh  and  points 
north  therefrom  on  the  Lynchburg-Durham  division  of  the  Norfolk 
&  Western  to  Pittsburg,  Columbus,  and  to  Cincinnati,  and  other 
Ohio  River  points.  Faimtosh  is  located  about  10  miles  north  of 
Durham.  On  the  date  named  the  Norfolk  &  Western  raised  the  rate 
from  Faimtosh  to  the  points  named  to  23  cents  per  100  pounds.  It 
is  contended  by  complainant  that  this  raise  in  the  rate  is  unjustifi- 
able and  has  resulted  in  an  excessive  and  unreasonable  rate  on  lum- 
ber between  the  points  named. 

Shipments  of  coal  to  Durham  are  made  under  substantially  similar 
circumstances  and  conditions  as  to  Winston-Salem.  The  question  of 
the  rates  charged  by  the  Norfolk  &  Western  for  the  transportation 
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of  coal  from  the  Pocahontas  field  to  Winston-Salein  is  fully  discussed 
in  the  case  of  the  Board  of  Trade  of  WinstorirSalem  v.  Norfolk  dh 
Western  Railway  Company^  16  I.  C.  C.  Rep.,  12,  and  the  decision 
reached  in  that  case  is  conclusive  of  the  issue  with  respect  to  coal 
rates  presented  in  this  case. 

The  contention  of  complainant  is  that  Winston-Salem  and  Durham 
are  entitled  to  the  same  as  or  lower  rates  from  western  points  north 
of  the  Ohio  Eiver  than  are  applied  to  the  Virginia  cities  fnmi  the 
same  points.  Questions  relating  to  the  adjustment  of  rates  from 
both  the  east  and  west  to  the  Virginia  cities  and  points  south  thereof 
have  been  considered  by  the  Commission  in  a  number  of  cases.  Dan- 
ville V.  Southern.  Ry.  Co.^  8  I.  C.  C.  Rep.,  409 ;  Wilmington  Tariff 
A880.  V.  C,  P.  <&  V.  Ry.  Co.,  9  I.  C.  C.  Rep.,  118;  Charlotte  Shippers' 
A880,  V.  Southern  Ry.  Co.,  11  I.  C.  C.  Rep.,  109.  It  is  not  necessary 
to  go  into  detail  with  respect  of  the  influences  which  have  resulted 
in  the  existing  rates  to  the  Virginia  cities.  It  appears  in  this 
case,  as  well  as  in  numerous  others,  that  defendants'  rates  to  the 
Virginia  cities  were  made  under  competitive  conditions.  Therefore 
the  rates  made  thereto  can  not  properly  become  the  bases  of  compari- 
sons with  rates  to  points  which  were  not  within  the  scope  of  similar 
influences.  Competition  of  the  character  which  existed  at  the  Vir- 
ginia cities  has  never  obtained  at  Winston-Salem  and  Durham.  With 
respect  of  the  contention  of  complainant  that  as  Roanoke  was  served 
by  but  one  railroad  company  competitive  conditions  do  not  exist  there 
which  in  any  manner  compel  the  making  of  lower  rates  than  to  the 
North  Carolina  cities  in  question,  which  are  served  by  two  or  more 
railroads,  it  is  to  be  said  that  the  rates  from  the  west  to  Roanoke 
were  put  in  effect  April  5,  1887,  by  the  Kanawha  Du^otch,  which 
was  a  fast  freight  line  operating  over  the  Chesapeake  &  Ohio  and  its 
connections.  The  rates  were  published  from  Chicago  and  Roanoke 
via  Basic,  Va.,  in  connection  with  the  Shenandoah  Valley  Railroad. 
In  1890  the  Norfolk  &  Western  acquired  the  Shenandoah  Valley  road, 
over  which  the  Virginia  cities  rates  were  applied  to  Roanoke,  and 
accepted  the  rates  as  it  found  them,  and  they  have  remained  in  effect 
substantially  without  change  to  the  present  time.  The  industries 
and  business  of  Roanoke  were  built  up  and  have  been  maintained 
under  the  existing  rate  adjustment,  and  we  are  of  opinion  that  it 
should  not  be  disturbed  at  this  tima 

Winston-Salem  and  Durham  are  nearer  Cincinnati  and  aU  points 
west  thereof  than  most  of  the  cities  taking  the  Virginia  cities  rates. 
They  are  situated  on  a  line  of  railway  which  reaches  Cincinnati,  as 
is  the  case  with  many  of  the  Virginia  cities.  The  short  line  from 
Louisville  and  East  St.  Louis  to  these  points  is  via  another  route. 
If  rates  were  constructed  upon  the  consideratiim  of  distance  alone, 
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complainant's  contention  that  the  Nprth  Carolina  cities  are  sub- 
jected to  unjust  discrimination  would  have  much  force.  It  is  weU 
settled  that  distance  is  always  a  factor  to  be  taken  into  consideration 
in  determining  either  the  reasonableness  of  a  rate  by  itself  or  in 
considering  its  relation  to  rates  to  other  points;  but  it  is  equally 
well  settled  that  distance  alone  is  not  controlling.  Competition  is  an 
important  element,  and  there  are  various  other  considerations,  all 
of  which  must  be  taken  into  account  in  determining  the  fact  whether 
a  particular  rate  or  a  system  of  rates  is  or  is  not  reasonable.  Shippers 
and  receivers  of  freight  are  entitled  as  a  matter  of  law  to  rates  that 
are  reasonable,  and  that  do  not  operate  to  unduly  discriminate 
against  them.  Because  of  conditions  which  exist  at  the  Vir^nia 
cities,  and  do  not  exist  at  Winston-Salem  and  Durham,  complainant's 
charge  of  unjust  discrimination  is  not  sustained  upon  this  record. 
Trunk  line  conditions  have  been  extended  to  the  Virginia  cities 
through  circumstances  above  described,  and  Trunk  Line  rates  are 
made  to  these  points  where  the  density  of  traffic  characteristic  of 
Trunk  Line  territory  does  not  exist  The  extension  of  tlie  Virginia 
cities  rates  to  Winston-Salem  and  Durham  would  result  in  moving 
Trunk  Line  rates  farther  south  and  aggravating  a  situation  which 
has  given  rise  to  much  complaint 

Are  the  through  rates  from  western  points  in  question  to  Winston- 
Salem  and  Durham  reasonable? 

It  is  argued  by  the  defendants  that  rates  to  Carolina  territory  from 
the  points  in  question  are  made  on  the  zone  system,  and  that  any 
reduction  of  rates  to  Winston-Salem  and  Durham  would  affect  and 
disturb  rates  to  a  number  of  points  in  a  wide  extent  of  territory. 
Because  defendants  have  constructed  a  system  of  rates  on  a  zone  or 
blanket  system  is  not  reason  sufficient,  in  our  judgment,  to  justify 
the  collection  of  unreasonable  charges  to  any  point.  Every  city  is 
entitled  to  the  advantage  of  its  location  and  may  not  lawfully  be 
subjected  to  high  freight  charges  merely  because  carriers,  for  reasons 
of  convenience  or  otherwise,  include  it  with  a  number  of  other  points 
in  surrounding  territory,  which  latter  points  are  not  similarly  situ- 
ated. We  have  considered  these  rates  from  a  view  point  of  distance 
and  transportation  conditions,  by  the  amount  of  revenue  received  as 
shown  by  per  ton-mile  calculations,  and  drawn  into  consideration  all 
matters  which  in  any  way  relate  to  traffic  between  the  points  involved. 

The  intervening  carriers  assert  that  no  readjustment  of  rates  by 
way  of  reductions  to  Winston-Salem  and  Durham  can  be  made  with- 
out affecting  other  points  not  reached  by  the  Norfolk  &  Western 
and  thus  diminishing  revenue  of  other  carriers  to  an  undue  extent 
We  are  not  unmindful  that  it  is  our  duty  to  consider  rates  applied 
over  the  entire  territory  likely  to  be  affected  by  a  change  in  rates  to 
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particular  points.  It  is  doubtless  true  that  a  reduction  in  rates  to 
Winston-Salem  and  Durham  to  the  Virginia  cities  baas  would  dis- 
arrange the  whole  system  of  rates  now  based  thereon  and  made  with 
reference  thereto.  We  have  heretofore  found  that  conditions  at  Win- 
ston-Salem and  Durham  do  not  justify  the  extension  to  them  of  the  ' 
Virginia  cities  rates.  This  is  not  equivalent,  however,  to  a  finding 
that  rates  to  Winston-Salem  and  Durham  are  reasonable.  So  far  as 
the  evidence  shows  practically  all  through  traffic  from  the  west  to 
Winston-Salem  and  Durham  passes  through  Cincinnati  and  over  the 
lines  of  the  Norfolk  &  Western.  Some  of  the  traffic  originating  in 
St.  Louis,  Mo.,  is  delivered  to  the  Norfolk  &  West^:ii  by  the  Louis- 
ville &  Nashville  at  Norton,  Va.  The  intervening  carriers  do  not 
in  any  significant  amount  participate  in  traffic  to  Winston-Salem  and 
Durham  from  the  points  in  question.  As  we  see  the  situation,  it  does 
not  follow  as  a  necessary  consequence  that  the  reduction  of  rates  to 
Winston-Salem  and  Durham  to  a  reasonable  basis  would  necessarily 
entail  a  reduction  of  rates  to  other  points  in  North  Carolina.  It  might 
be  true  that  certain  reductions  would  necessarily  be  made,  but  it  would 
be  to  a  few  points  only  and  to  a  very  limited  ext^it.  So  far  as  we 
are  advised,  no  other  points  in  North  Carolina  are  similarly  situated. 
Certainly  no  point  south  of  the  Virginia  cities  is  served  by  a  single 
carrier  from  Cincinnati.  The  intervening  carriers  also  preyed  to  our 
attention  the  possibility  of  disaster  to  their  interests  which  might  re- 
sult from  granting  the  prayer  of  the  complainants.  Winston-Salem 
and  Durham  are  less  than  125  miles  from  the  nearest  of  Virginia 
cities  on  the  line  of  the  Norfolk  &  Western  which  reaches  CincinnatL 
While  it  is  true  that  transportation  conditions  are  to  scmie  extent 
different  on  the  lines  extending  south  from  Roanoke  and  Lynchburg 
than  obtain  on  the  main  line  from  Roanoke  to  Norfolk,  yet  the  differ- 
ence by  no  means  warrants  rates  to  Winston-Salem  and  Durham  on 
through  traffic  that  are  so  much  higher  than  are  maintained  to  main- 
line points.  Competition  has  no  doubt  affected  rates  to  points  on  the 
main  line  of  the  Norfolk  &  Western,  but  as  we  see  it  this  c<Hnpeti- 
tion  has  to  no  considerable  extent  been  reflected  to  points  south. 
There  is  no  justification  to  be  found  in  this  case  for  the  charges  made 
on  shipments  to  Winston-Salem  and  Durham  on  through  traffic  from 
the  western  points  involved. 

It  is  to  be  noted  that  Durham  is  about  50  miles  greater  distance 
from  the  western  points  than  Winston-Salem  and  might  therefore 
take  somewhat  higher  rates,  but  the  carriers  have  heretofore  applied 
the  same  rates  to  both  points,  and  the  difference  in  distance  is  not 
great  compared  with  the  whole  distance  from  St  Louis,  Chicago,  and 
the  other  points.  The  distance  from  each  to  the  Virginia  cities  is 
about  the  same  and  we  see  no  reason  why  they  should  not  be  con- 
tinued on  the  same  basis. 
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It  is  also  contended  by  complainant  that  the  local  rates  from 
Roanoke  and  Lynchburg  to  Winston-Salem  and  Durham  are  unrea- 
sonable. To  support  the  contention  it  is  pointed  out  by  complainant 
that  the  local  rates  from  Cincinnati  to  Boanoke,  a  distance  of  466 
miles,  is  62  cents  per  100  pounds,  first  dass,  and  that  for  the  haul  of 
122  miles  from  Roanoke  to  Winston  Salem  61  cents  is  charged. 

Defendants  assert  that  the  local  rates  from  all  the  Virginia  cities 
to  aU  points  in  North  Carolina  are  upon  the  same  basis,  and  that  any 
reduction  in  the  local  rates  to  the  points  in  question  will  disarrange 
the  entire  adjustment.  We  doubt  that  the  serious  consequences 
feared  by  the  defendants  would  result,  but  unjust  rates  to  any  point 
may  not  properly  be  sustained  merely  because  such  point  has  been 
included  with  others.  In  other  words,  all  points  are  entitled  to 
reasonable  rates,  distance  and  other  conditions  considered. 

If  any  point  included  in  an  adjustment  is  subjected  to  unreason- 
able rates,  the  conclusion  must  follow  that  the  adjustment  is  wrong. 
The  Commission  in  no  case  should  give  its  sanction  to  an  adjustment 
of  rates  which  imposes  upon  shippers  from  and  to  any  point  in  it 
unreasonable  freight  charges. 

It  was  admitted  by  the  Norfolk  &  Western  at  the  hearing  that 
to  no  point  on  its  line  were  as  high  rates  made,  mileage  alone  con- 
sidered, as  are  applied  to  Winston-Salem  and  Durham  from  Roanoke 
and  Lynchburg,  respectively.  Examination  of  tariffs  shows  that,  as 
above  stated,  for  a  distance  of  122  miles  the  Norfolk  &  Western 
makes  a  first  class  rate  not  to  exceed  47  cents  from  and  to  points  on 
its  system.  It  also  appears  that  the  first  class  rate  from  Hagers- 
town,  Md.,  to  Roanoke,  Va.,  for  a  distance  of  239  miles  is  54^  cents. 
We  can  find  no  justification  in  the  record  for  the  imposition  by  the 
Norfolk  &  Western  for  its  haul  of  122  miles  from  Roanoke  to 
Winston- Salem  and  for  its  haul  of  117  miles  from  Lynchburg  to 
Durham  of  61  cents  per  100  pounds,  first  dass,  with  proportionate 
charges  on  the  other  classes.  No  conditions  of  transportation  are 
shown  which  justify  the  imposition  of  these  rates.  The  evidence 
shows  that  the  rates  now  in  effect  have  been  maintained  for  many 
years.  During  that  time  Winston-Salem  and  Durham  have  grown 
to  cities  of  importance  and  there  has  been  constantly  increasing 
traffic,  both  local  and  through.  No  consideration  seems  to  have  been 
given  to  increased  volume  or  to  other  factors  which  go  to  justify 
lower  freight  charges. 

Upon  full  hearing,  investigation,  and  consideration  of  all  the  facts, 
circumstances,  and  conditions  appearing,  it  is  our  opinion,  finding, 
and  condusion,  first,  that  the  existing  rates  of  the  defendant  Nor- 
folk &  Western  Railway  Company,  hereinbefore  stated,  for  the 
transportation  of  traffic  induded  in  the  dassification  of  said  defend- 
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ant  applicable  to  shipments  from  Roanoke  and  Lynchburg,  Ya.,  to 
Winston-Salem  and  Durham,  N.  C,  respectively,  are  unjust  and 
unreasonable  in  so  far  as  they  exceed  the  rates  which  will  be  pre- 
scribed as  the  just  and  reasonable  maximum  rates  to  be  charged  in  the 
future  on  said  traffic,  as  set  forth  in  the  following  table,  to  wit: 


Per  100  pounds. 

Per 
bArrel. 

PerlOOpoanda. 

Cla». 

Cla». 

CImiii 

1. 

2. 

8. 

4. 

ft. 

6. 

A. 

B. 

a 

D. 

E. 

F. 

H. 

K. 

at. 

62 

Ct$. 
42 

Ct$, 
84 

CU, 
25 

CU, 
21 

CU, 

17 

CU, 
16 

OU, 

18 

CU, 
16 

CU, 
18 

CU, 
21 

CU. 
80 

OU. 
25 

CU, 

Per  ton  2,000 
pounds. 

Per  carload. 

Cla». 

ClMi. 

L. 

If. 

N. 

0. 

P. 

11.60 

11.86 

fSLOO 

121.00 

117.00 

The  Norfolk  &  Western  Railway  Company  will  be  required  to 
establish  and  maintain  for  the  future  rates  not  in  excess  of  those  above 
indicated.  It  is  assumed  that  the  carrier  will  adjust  its  rates  to  points 
intermediate  Durham  to  Lynchburg  and  Winston-Salem  to  Roanoke 
to  accord  with  the  rates  above  prescribed. 

Second,  that  the  existing  rates  of  the  said  defendant  Norfolk  A 
Western  Railway  Company,  as  hereinbefore  stated,  for  the  transpor- 
tation of  traffic  included  in  the  said  classes  first  to  sixth,  inclusive, 
as  governed  by  Southern  Classification,  from  Cincinnati,  Ohio,  to 
Winston-Salem  and  Durham,  N.  C.,  respectively,  are  unjust  and  un- 
reasonable in  so  far  as  they  exceed  the  rates  which  will  be  prescribed 
as  the  just  and  reasonable  maximum  rates,  in  cents  per  100  pounds, 
to  be  charged  in  the  future  on  said  traffic,  as  set  forth  in  the  following 
table,  to  wit: 

Class 12     8      4      5      6_ 

Bate 84    71    57    42    87    29 

Assuming  that  the  present  method  of  constructing  through  rates 
by  the  defendant  carriers  from  Chicago,  IlL,  St.  Louis,  Mo.,  and 
Louisville,  Ey.,  and  by  the  Norfolk  &  Western  Railway  Company 
from  Columbus,  Ohio,  to  Winston-Salem  and  Durham,  N.  C,  re- 
spectively, will  be  continued,  it  is  our  view  that  such  injustice  in 
the  rates  from  these  points  of  c^ngin  to  the  destinations  involved 
'1  may  result  from  the  present  excessive  rates  of  the  Norfolk  A 

19  I.  a  C  Beg. 


Digitized  by 


Google 


OOBPOKATION  0OMMI8SION,  STOBTH  OABOLIKA,  V.  N.  4  W.  BY.  00.     818 

Western  Bailway  Company  from  Cincinnati,  will  be  removed  and 
that,  for  the  present  at  least,  no  order  need  be  made  as  to  the  traffic 
moving  from  the  said  points  of  origin  other  than  from  Cincinnati. 

We  find  no  justificaticm,  upon  the  facts  appearing,  for  condemning 
as  unreasonable  or  otherwise  unlawful  the  commodity  rates  on  flour, 
grain,  hay,  and  packing-house  products  eastbound  in  carloads  and 
lumber  westbound  in  carloads. 

An  order  will  be  entered  in  accordance  with  the  conclusions  herein 
announced. 
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No.  2286. 
AMERICAN  CREOSOTE  WORKS,  LIMITED, 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SubmitUd  May  tO,  1910.    Decided  June  11, 1910. 


DefendantB'  petition  for  rehearing  of  this  case  denied. 

Frederic  D.  McKenney,  John  S,  Flanneryf  0.  Bcwdoin  OraigkiU 
and  Charles  Payne  Fenner  for  complainant. 
Sidney  F.  Andrews  and  Ed.  Baxter  for  defendants. 

SUFPLEMENTAL    RePOBT    OF    THE    COMMISSION. 

CooKBELL,  Commissioner: 

The  report  of  the  Commission  in  this  case  (18  I.  C.  C.  Rep.  212) 
contains  four  separate  findings,  three  of  which  are  adverse  to  the 
defendants.  Complainant  sought  to  recover  damages  in  the  sum  of 
$581,346.51,  and  of  this  amount  the  Commission  found  that  it  was 
entitled  to  reparation  which  aggregated,  according  to  the  record, 
$9,168.62.  The  petition  for  rehearing,  hereinafter  designated  the 
petition,  assails  two  of  the  three  adverse  findings  on  the  ground  that 
the  findings  of  fact  and  the  conclusions  appearing  in  the  Commission's 
report  are  ''radically  wrong,  inconsistent,  and  wholly  unsupported 
by  the  evidence,  and,  therefore,  result  in  very  great  injustice  to  the 
defendants." 

The  two  findings  attacked  will  be  considered  in  connection  with  the 
allegations  of  the  petition,  but  first  we  desire  to  refer  to  the  other 
finding  of  the  Commission  adverse  to  the  defendants,  which  we  regard 
as  highly  important,  L  e.,  that  the  complainant  was  subjected  to  unjust 
discrimination  and  suffered  damages  by  reason  of  the  manipylation 
of  a  rate  on  cross-ties  in  such  manner  as  to  prevent  the  use  thereof  by 
complainant.  FoUowing  the  doctrine  in  Washer  Grain  Co.  v.  M.  P. 
By.  Co.,  16  L  C.  C.  Rep.,  147,  and  Joywe*  v.  P.  B.  B.  Co.,  17  L  C.  C 
Rep.|  361|  no  damages  were  awarded  under  a  $500,000  claim  or  under 
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a  $56,000  claim,  but  complainaiit  was  left  to  pursue  its  remedy,  if 
any,  in  the  courts. 

Hie  details  of  the  transaction  upon  which  our  conclusion  is  based 
are  set  forth  on  pages  214  and  215  of  the  Commission's  report  supra. 
This  finding  is  not  disputed  or  even  mentioned  in  the  petition* 

L 

The  first  finding  attacked  in  the  petition  is  the  award  of  reparation 
in  the  sum  of  $3,770.38  on  shipments  of  ties  from  Southport,  La.,  to 
East  St.  Louis.  HI. 

The  Commission  has  carefully  reconsidered  the  record  in  connection 
with  statements  in  the  petition  and  the  objections  made  therein  to  its 
report,  and  again  finds  the  facts  to  be  substantiaUy  as  stated  in  the 
report — that  complainant  actually  paid  the  yeUow-pine  lumber  rate 
of  20  cents  per  100  pounds  on  the  aggregate  weight  of  25,112  treated 
ties  from  Southport,  La.  (within  the  switching  limits  of  New  Orleans), 
to  East  St.  Louis,  Bl.,  while  at  the  same  time  there  was  in  force  a 
rate  of  14  cents  per  tie  from  New  Orleans  to  East  St.  Louis  via  the 
same  line  applicable  on  untreated  ties  to  Carbondale,  Bl.,  the  plant 
of  complainant's  competitor,  the  Ayer  &  Lord  Tie  Company,  and 
treated  ties  beyond.  The  tariff  naming  this  14-cents-per-tie  rate 
was  established  at  the  request  and  for  the  sole  use  of  the  Ayer  & 
Lord  Company,  and  remained  continuously  in  force  from  March  28, 
1904,  until  complaint  was  filed  in  this  case. 

The  Commission's  conclusion  was  that  the  said  rate  of  20  cents  per 
100  pounds  charged  complainant  was  unreasonable  and  unjustiy  dis- 
criminatory to  the  extent  that  it  exceeded  a  rate  of  16.8  cents  per 
tie,  treated,  from  Southport  to  East  St.  Louis.  Reparation  was 
awarded  in  the  difference  between  the  charges  actually  collected  and 
the  amount  which  would  result  from  applying  rate  of  16.8  cents  per 
tie  to  said  25,112  ties. 

The  following  table  shows  the  charges  paid  by  complainant  on  the 
actual  weights,  the  amount  based  on  the  reasonable  rate  fixed  by  the 
'  Commission,  and  the  difference  between  the  two,  which  is  the  simi  of 
the  reparation: 

25,112  ties,  at  20  cents  per  100  pounds $7,989.20 

26,112  ties,  at  16.8  cents  per  tie 4,218.82 

Amount  of  reparation  awarded 8, 770. 38 

The  petition  admits  the  14-cents-per-tie  rate  from  New  Orleans  to 
East  St.  Louis,  the  20  cents  per  100  pounds  rate  charged  complainant, 
the  charges  paid  on  basis  thereof,  and  the  nimiber  of  ties  shipped. 

The  petition  states  that  a  rate  of  18  cents  per  100  poxmds  was  rea- 
sonable because  it  was  the  rate  held  to  be  reasonable  on  yellow-pine 
lumber  by  the  Commission  in  the  Central  YeUaw  Pine  case.    This 
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case  has  no  relation  whatever  to  the  Commission's  finding  in  the  lum- 
ber case  and  the  circumstances  and  conditions  of  the  two  cases  are 
substantially  dissimilar.  The  record  in  this  case  contains  informa- 
tion as  to  the  cost  of  the  movement  of  cross-ties,  which  information 
was  not  before  the  Commission  when  considering  the  lumber  case. 
For  example,  at  the  hearing  J.  M.  Daly,  formerly  superintendent  of 
transportation  for  defendant  Illinois  Central,  testified  that — 

the  movement  of  ties  from  MiaBissippi  pointo  to  Oarbondale  coBts  60  per  cent  len  than 
the  movement  of  lumber  and  other  snipmentB  in  other  cars,  going  to  other  destinationB, 

and  that — 

in  1906,  1907,  and  1908,  during  January  and  July— a  summer  and  a  winter  month, 
taken  at  random— 68  per  cent  of  all  the  ties  going  into  Garfoondale  for  us  were  loaded 
in  coal  can. 

It  is  not  denied  that  these  conditions  would  also  attach  to  the 
movement  of  ties  from  Southport  to  East  St.  Louis  over  defendant's 
line. 

The  petition  states  that  the  rate  actually  charged  complainant 
was  31.8  cents  per  tie  and  alleges  that  the  Commission's  report 
found  that  36  cents  per  tie  was  charged  complainant.  That  this  alle- 
gation is  in  error  is  shown  by  the  language  of  the  report: 

Wefind  thai  the  rate  oftO  cent$  per  100  jxmndi,  amoimting  to  approximately  36  cents 
per  tie,  diarged  on  the  shipmenti  epeciM  woe  unjust^  unreaeoruibU,  and  unj%ud§ 
fHBcriminatory, 

In  stating  the  amount  to  be  approximately  36  cents,  the  report  uses 
the  figure  stated  on  page  82  of  the  record,  but  it  is  immaterial  whether 
this  figure  was  actually  31.8  cents  or  36  cents  in  view  of  the  Com- 
mission's finding  that  the  reasonable  charge  would  have  been  16.8 
cents  per  tie  and  that  reparation  should  be  made,  as  hereinbefore 
shown,  in  the  difference  between  the  amount  actually  paid  and  the 
amount  which  would  have  been  assessed  at  the  reasonable  rate. 
The  following  simple  calculations  prove  that  the  Commission's 
finding  is  in  exact  accord  with  the  finding  advanced  by  the  petition 
as  being  accurate  and  that  it  ia  impossible  to  construe  our  report 
as  finding  that  a  rate  of  36  cents  per  tie  was  charged  complainant: 

1.  The  basis  actually  foxmd  by  the  Commission  (using  figures  in 
Exhibit  C): 

26,112  ties,  at  20  cents  per  100  pounds,  charges  collected $7,988.20 

25,112  ties,  at  rate  of  16.8  cents  per  tie,  fixed  by  the  Commission 4, 218.82 

Amount  of  reparation  awarded 8,770.88 

2.  The  basis  advanced  by  the  petition  is — 

25,112  ties,  at  81.8  cents  per  tie f7.989.20 

25,112  ties,  at  16.8  cents  per  tie 4,218.82 

Amount  of  reparation 8, 77a  38 
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3.  The  basis  alleged  by  the  petition  to  have  been  found  by  the 
Commission : 


25,112  ties,  at  36  centa  per  tie 19,040.82 

26,112  ties,  at  16.8  cents  per  tie 4,218.82 

Amount  of  reparation  that  would  have  been  awarded  under  allega- 
tion of  petition 4, 821. 50 

The  petition  (p.  7)  alleges  that  the  naming  of  New  Orleans  in  tariff 
1595-A  as  taking  the  14-cents-per-tie  rate  was  due  to  clerical  error. 
The  tariffs  and  supplements  on  file  show  that  this  rate  was  continu- 
ously in  force  from  New  Orleans  from  March  28, 1904,  until  this  com- 
plaint was  filed.  Complainant's  exhibit  reproduced  on  page  216  of 
our  report  is  alleged  in  the  petition  to  be  unfair.  This  we  do  not 
concede.  The  assumption  of  the  petition  (p.  9)  that  the  table  is 
intended  to  be  applied  to  ties  actually  shipped  is  wholly  erroneous. 
The  testimony  of  complainant's  witnesses  was  to  the  effect  that 
it  was  not  able  to  secure  contracts  for  ties  at  points  north  of  New 
Orleans  in  competition  with  the  rates  enjoyed  by  Ayer  &  Lord. 
Consequently  if  it  were  necessary  to  make  the  table  apply  to  actual 
movements,  it  could  never  have  been  constructed,  because  the  very 
discriminations  charged  prohibited  such  movements.  Complainant 
intended  the  table  to  show  what  rates  would  have  been  exacted  from 
it  in  comparison  with  the  rates  enjoyed  by  Ayer  &  Lord  from  and  to 
the  same  points  if  ties  had  actually  moved.  All  the  points  included 
in  the  table  are  named  in  tariff  1595-A,  which  presumably  contains 
points  from  and  to  which  ties  would  be  Ukoly  to  move,  and  the 
record  shows  that  ties  did  move  from  and  to  several  of  the  points  so 
named. 

The  table  has  no  relation  whatever  to  the  shipments  from  tie- 
producing  points  to  Southport.  Such  shipments  are  considered 
independently  of  the  shipments  from  Southport  to  East  St.  Louis 
involved  in  the  second  finding  of  the  Commission  now  imder  discus- 
sion, and  the  observations  in  the  petition  on  pages  1 1  and  12  are  there- 
fore misleading.  The  ties  referred  to  (p.  11)  as  moving  the  average 
distance  of  142  miles  are  not  involved  in  this  finding,  but  are  involved 
in  the  third  finding,  which  includes  ties  moving  only  from  the  forest 
to  Southport  and  in  which  only  ties  originating  in  Mississippi  could 
be  included  because  only  these  moved  interstate.  Under  the  cir- 
cumstances, it  would  be  unfair  and  improper  to  consider  that  move- 
ment under  this  finding.  The  record  shows  that  complainant  did 
move  ties  from  the  vicinity  of  Hammond,  La.,  which  would  involve 
a  haul  to  New  Orleans  of  only  53  miles. 

The  petition  (pp.  13  and  14)  attempts  to  showthat  the  ties  purchased 
by  Ayer  &  Lord  and  those  purchased  by  complainant  were  from  differ- 
ent parts  of  Mississippi,  and  therefore  unlike  in  characteri  and  clearly 
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intimates  that  the  Ayer  &  Lord  ties  which  were  granted  an  estimated 
weight  of  100  pounds  per  tie  in  the  tariffs  of  defendants  were  lifter 
in  weight  than  the  ties  of  complainant,  which  the  record  shows 
weighed  considerably  more  than  100  pounds  per  tie.  According  to 
the  figures  of  the  petition,  there  was  a  movement  from  southern 
Mississippi  to  Carbondale  of  70,541  ties,  which,  if  regarded  in  the 
petition  as  a  negligible  quantity  would  have  been  a  considerable  quan- 
tity for  the  complainant.  It  wiU  be  noted  that  the  total  number  of 
ties  on  which  reparation  is  awarded  under  this  finding  is  but  25,112. 
The  statement  with  regard  to  the  location  of  lobloUy  and  long-leaf 
pine  is  not  established  in  the  record.  W.  A.  Bowers,  cutter  of  cross- 
ties  at  Hanmiond,  La.,  who  has  been  in  the  business  twenty-fire 
years  and  is  at  the  present  time  engaged  in  cutting  ties  for  both  Ayer 
&  Lord  and  complainant,  testified  in  regard  to  loblolly  pine  that — 

There  is  a  good  deal  in  south  Miiwiiwrippi  and  a  good  deal  in  north  Mimmppk 
*    *    *    It  predominates  all  over  the  pine  district. 

In  an  endeavor  to  show  that  the  Commission's  finding  of  16.8  cents 
as  a  reasonable  rate  is  imf air,  the  petition  contains  (pp.  15, 16)  two 
tables  piuporting  to  give  a  proper  comparison  between  movements 
via  the  Ayer  &  Lord  plant  and  via  complainant's  plant.  Tliese 
tables  are  as  follows: 

RaU  (harged  on  tO  tiie$,  1  ton,  at  14  eent$  per  tie  toEattSt.  Xouif,  ongmatmgat  s  pomi 
14t  miUi  fwrth  of  New  Orleane^  to  he  treated  in  traneit  at  Carbondale— estimated  weight 
100  pounde  per  tie—andfrom  Carbondale  to  East  8U  Louis  at  estimated  weigfd  of  166 
pounds  per  He,    (As  per  Tariff  ISSS-A.) 

Distance  to  Carbondale miles..  473 

Distance  from  Carbondale  to  East  St.  Louis do 90 

Weight  per  tie  from  point  of  origin  to  Carbondale pounds. .  100 

Weight  per  tie  from  Carbondale  to  East  St.  Louis do 165 

2,000  pounds  from  point  of  origin  (dry  ties)  to  Carbondale,  tzansp<»ted. .  .miles. .  473 
8,300  pounds  from  Carbondale  (treated  ties  estimated  weight  165  pounds  per  tie) 
to  East  St.  Louis,  90  miles,  equivalent  to  2,000  poimds  transported miles. .  148 

Total  haul  of  2,000  pounds do 621 

Rate  on  tO  ties^  1  ton,  on  relatively  equal  basis  from  same  point  of  origin,  to  he  treated 
at  Southport  and  reskipped  to  East  8t.  Louis. 

Distance  from  pdnt  of  origin  to  Southport miles...  142 

Distance  Southport  to  East  St.  Louis do 710 

Weight  per  tie  from  point  of  origin  to  Southport pounds..  100 

Wei^t  per  tie  from  Southport  to  East  St.  Louis do 165 

2,000  pounds  from  point  of  origin  (dry  ties)  to  Southport,  transported miles. .      142 

3,300  pounds  from  Southport  (treated  ties,  165  pounds  per  tie)  to  East  St.  Louis, 
710  miles,  equivalent  to 2,000  pounds  transported miles..  1,172 

Total  haul  (rf  2,000  pounds do....  1,314 
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Considering  the  haul  via  Garbondale  as  100  per  cent,  the  haul  via  Southport  Ib  211.5 
per  cent. 

On  the  above  baaiB  the  rate  to  East  St.  Louis  via  Garbondale  being  14  cents  per  tie, 
the  rate  via  Southport  to  East  St.  Louis  would  be  t9.6  cents  per  He. 

The  petition  alleges  that  this  calculation  would  put  complainant 
on  an  absolutely  relative  equality  with  Ayer  &  Lord,  and  the  Com- 
mission is  asked  to  revise  its  finding  to  the  basis  of  29.6  cents  per  tie 
instead  of  16.8  cents  per  tie. 

These  tables  so  far  disregard  the  facts  on  which  the  Commission 
based  its  finding  as  to  justify  the  conclusion  that  they  are  foimded 
on  a  mistaken  interpretation  of  the  record.  It  is  admitted  that 
during  the  period  of  complainant's  shipments  defendants  had  in 
force  from  New  Orleans  to  East  St.  Louis  a  rate  per  tie  of  14  centlB, 
with  transit  privilege  limited  to  Carbondale,  this  rate  being  volun- 
tarily established.  Considering  the  facts  of  record,  the  Commission 
found  that  the  20-cents-per-lOO-pounds  yellow-pine-lumber  rate 
collected  on  complainant's  shipments  was  imjust  and  imreasonable 
and  unjustly  discriminatory  in  so  far  as  it  exceeded  a  rate  of  16.8 
cents  per  tie.  It  may  be  added  that  the  rate  fixed  by  the  Com- 
mission affords  the  defendants  for  the  service  performed  a  per-ton- 
mile  revenue  slightly  in  excess  of  the  per-ton-mile  revenue  under  the 
14-cent  rate. 

That  the  second  table  of  the  petition  is  in  error  and  can  not  be 
seriously  considered  is  evidenced  by  the  fact  that  it  includes  the 
movement  of  142  miles  from  the  tie-producing  points  to  Southport 
and  estimates  the  weight  per  tie  from  Southport  to  East  St.  Louis 
at  65  pounds  more  than  the  weight  per  tie  into  Southport.  As 
hereinbefore  shown,  the  ties  moving  this  average  distance  of  142 
miles  into  Southport  are  considered  as  separate  and  distinct  from  the 
movement  from  Southport  to  East  St.  Louis.  Complainant's  ties 
moving  into  Southport  from  the  forest  aggregated  242,023,  while 
the  movement  from  Southport  to  East  St.  Louis  now  under  consid- 
eration consisted  of  25,112  ties,  and  the  record  does  not  show  that 
any  of  these  ties  were  actually  included  in  the  movement  to  South- 
port.  In  including  the  aforesaid  haul  from  the  producing  points  to 
Southport  in  this  table  which  purports  to  show  the  complete  move- 
ment of  complainant's  25,112  ties  treated  at  Southport  and  shipped 
to  East  St.  Louis,  the  petition  disregards  or  overlooks  the  testimony 
of  complainant's  witness  quoted  on  page  27  of  the  petition  that  all  of 
the  ties  from  the  producing  points  to  Southport  were  export  ties. 
The  record  shows  that  the  full-cell  process  adds  approximately  30 
pounds  to  the  weight  of  a  tie,  consequently  it  is  unfair  to  figure  on  an 
excess  of  65  pounds  which,  when  applied  to  the  long  haul  of  710  miles 
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in  the  second  table,  and  only  90  miles  in  the  first  table,  shows  a  com- 
parative result  in  defendants'  favor  that  is  altogether  misleading. 

The  refund  received  by  complainant  upon  ties  moving  into  South- 
port  on  defendants'  Unes,  referred  to  on  pages  19,  20,  and  21  of  peti- 
tion, is  imder  a  provision  in  the  tariff  applying  solely  on  inbound 
rates  to  Southport  and  is  conditioned  upon  the  reshipment  of  the 
ties  after  treatment  to  points  on  defendants'  lines.  Consequently 
it  did  not  apply  on  such  of  the  242,023  ties  moving  into  Southport  as 
were  exported  and  the  testimony  of  complainant's  witness  is  that 
practically  all  of  these  ties  were  exported.  Furthermore,  as  the 
refund  is  only  made  out  of  the  inboimd  rate  to  Southport,  it  has 
no  bearing  on  the  20-cents-per-lOO-pounds  rate  charged  on  the 
25,112  ties  shipped  from  Southport  to  East  St.  Louis,  which  rate 
was  found  by  the  Commission  to  be  imreasonable. 

The  letter  from  complainant,  reproduced  on  pages  22  and  23  of 
petition,  refers  to  ties  covered  by  claim  of  complainant  under 
the  Commission's  Yellow  Pine  decision.  The  shipments  there 
referred  to  are  also  included  in  the  claim  for  reparation  in  this  case, 
and  the  letter  expressly  states  that  while  complainant  is  entitled 
to  recover  on  one  or  the  other  of  the  two  claims  ''we,  of  course,  know 
that  we  are  not  entitled  to  payment  of  both  claims."  The  point 
here  raised  is  merely  one  of  checking  the  shipments  and  eliminating 
them  from  one  or  the  other  of  the  claims,  and  the  complainant 
voluntarily  undertakes  to  do  this. 

IL 

The  second  finding  of  the  Commission  assailed  in  the  petition  is  the 
award  of  reparation  on  shipments  of  242,023  ties  from  points  in  the 
tie-producing  district  southward  to  New  Orleans.  Our  conclusion 
is  stated  in  the  report  as  follows: 

Under  all  the  circuinfitances  we  find  that  the  charges  aaBoaood  on  the  ohipmaits  ol 
complainant  were  unjust,  unreasonable,  and  unjustly  discriminatory  in  that  they  were 
not  based  upon  an  estimated  weight  of  100  pounds  per  tie  but  were  assessed  at  actual 
weight,  and  reparation  will  be  awarded  in  a  sum  equal  to  the  amount  collected  on  the 
actual  weight  in  excess  of  100  pounds  per  tie    *    *    *. 

The  record  shows  that  the  defendants  had  one  rule  for  assessing 
freight  charges  on  complainant's  shipments  and  an  entirely  different 
rule  for  assessing  freight  charges  on  the  shipments  of  Ayer  &  Lord, 
and  that  the  difference  in  these  rules  was  not  offset  by  a  corre- 
sponding  adjustment  of  rates.  The  report  of  the  Commission  states 
that  the  amount  of  reparation  shown  in  the  exhibits  of  complainant 
is  $5,398.24,  but  allows  the  defendants  sixty  days  within  which  to 
check  the  shipments  and  determine  the  actual  amount  before  order  of 
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reparation  is  issued.  It  appears  that  the  sum  named  was  based  on 
a  weight  of  87^  pounds  per  tie  for  certain  of  the  ties  which  were  7 
feet  in  length,  but  as  the  finding  of  the  Commission  fixed  the  esti- 
mated weight  at  100  pounds  per  tie  for  all  the  ties  upon  which 
reparation  was  awarded,  the  amount  of  reparation  will  be  less  than 
$5,398.24. 

The  petition  claims  that  the  tariff  naming  the  per-tie  rates  to 
Carbondale  ''applied  only  to  standard  railroad  ties  and  therefore 
was  not  and  could  not  have  been  made  applicable  to  the  7-foot  ties 
which  constituted  44  per  cent  of  complainant's  shipments/'  and  that 
said  7-foot  ties  could  not  compete  with  the  standard  ties  shipped  to 
Carbondale. 

W.  A.  Bowers,  cross-tie  contractor,  testified  that  during  the  past 
three  or  four  years  he  had  supplied  ties  to  both  the  complainant 
and  Ayer  &  Lord  from  the  same  sections,  between  Oloster,  Miss., 
and  Crystal  Springs,  Miss. ;  that  the  specifications  were  the  same  with 
the  exception  of  the  length,  some  being  7  feet  and  some  8  feet  long; 
that  he  had  frequently  shipped  these  ties  to  both  firms  out  of  the 
same  yard  and  that  they  were  exactly  alike.  It  would  hardly  be 
seriously  disputed  that  defendants  would  apply  the  rate  applicable 
to  a  standard  tie,  6  inches  by  8  inches  by  8  feet,  to  a  tie  of  the  same 
material,  6  inches  by  8  inches  by  7  feet.  Unquestionably  no  higher 
rate  could  properly  be  demanded. 

Upon  the  subject  of  competition  between  complainant  and  Ayer 
&  Lord,  the  petition,  at  page  31,  recites  that  the  locations  of  the 
plants  would  of  necessity,  even  on  relatively  equal  rates,  prevent  com- 
petition between  them.  The  record  does  not  justify  this  conclusion. 
The  locations  of  the  plants  give  to  one  certain  advantages  and  to  the 
other  other  advantages,  and  had  relatively  equal  rates  prevailed 
it  is  entirely  probable  that  competition  would  have  resulted;  in 
fact,  complainant  did  secure  a  contract  for  shipment  of  500,000  ties 
to  Memphis  when  tariffs  contained  an  11-cent  rate  open  to  all, 
and  it  is  admitted  of  record  that  the  defendants  thereupon  canceled 
this  rate,  but  left  in  force  a  rate  of  10  cents  per  tie  from  Montgomery, 
Miss.,  to  Memphis  via  the  Grenada  plant  of  Ayer  &  Lord. 

Referring  to  the  statement,  page  31  of  petition,  that  the  Grenada 
plant  was  wholly  an  Illinois  Central  Railroad  plant,  the  record  at 
pages  608  and  609  shows  that  there  were  at  least  30,000  ties  treated 
at  Grenada  for  others  than  the  Illinois  Central.  The  record  also 
shows  that  on  February  14,  1907,  the  complainant  entered  into  a 
contract  to  furnish  the  East  St.  Louis  and  Suburban  Railroad  Com- 
pany with  40,000  ties  f.  o.  b.  East  St.  Louis,  of  which  amount  only 
25,112  ties,  as  hereinbefore  shown,  were  shipped  under  the  excessive 
20-cents-per-lOO-pounds  rate. 
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Ths  quotation  from  the  opinion  of  the  Commission  on  page  34  of 
petition,  concerning  the  ctiflsimilar  conditions  between  movements 
of  ties  north  and  south,  when  fairly  taken  in  connection  with  the  Com- 
mission's language  at  that  part  of  the  opinion,  clearly  refers  to  the 
difference  in  cost  of  service,  and  by  no  fair  interpretation  can  it  be 
construed  as  applying  to  competitive  conditions. 

After  full  consideration  of  the  petition  for  rehearing  and  all  the 

statements  and  arguments  therein,  and  a  review  of  the  record  in  this 

case,  we  are  of  the  opinion  and  so  find,  that  the  conclusions  of  the 

Commission  as  set  forth  in  the  report  and  herein  reaffirmed  are  just 

and  are  in  accord  with  the  facts,  and  that  the  application  for  reheat^ 

ing  should  be,  and  the  same  hereby  is,  denied* 
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No.  2611. 
HARBOR  CTTT  WHOLESALE  COMPANY  OF  SAN  PEDRO, 

CALIFORNLi, 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


StibmUted  Fd/rvary  II,  1910,    Beaded  Jane  11, 1910, 


1.  Uixm  a  finding  that  Loe  Angeles  was  originally  made  a  tenninal  rate  point  because 

of  its  proximity  to  the  harbor  of  San  Pedro  and  has  since  maintained  that  rate 
status;  and  upon  the  further  finding  that  the  actual  and  potential  competition 
through  the  harbor  of  San  Pedro  contribute  at  this  time  to  the  maintenance  of 
terminal  rates  to  Los  Angeles,  it  is  Held,  That  the  defendants  are  guilty  of  an 
unlawful  discrimination  against  San  Pedro  in  not  making  it  also  a  terminal  rate 
point. 

2.  A  rate  adjustment  that  deprives  San  Pedro  of  the  benefit  of  its  own  geographical 

position  while  according  the  benefit  <^  it  to  Loe  Angeles  constitutes  an  undue 
discrimination.  If  actual  or  potential  water  competition  through  the  harbor 
of  San  Pedro  is  recognised  by  the  defendants  in  the  Los  Angeles  rates  it  can  not 
lawfully  be  obscured  in  the  rates  to  San  Pedro  itself.  When  one  community 
leans  upcm  another  for  its  competitive  rates,  the  benefit  of  such  rates  ought  not 
to  be  denied  to  the  point  where  the  competitive  conditions  exist. 

Miner  P.  Ooodrich  and  KusteTf  Loeb  dh  Loeb  for  complainant. 
F,  a  DiOardy  P.  K  Dunnty  C.  TF.  Durbrow,  and  WiUiam  F,  Herrin 
for  Southern  Pacific  Company. 

E.  B.  Peirce  for  Chicago,  Rock  Island  &  Pacific  Railway  Company. 

E.  N.  Olark  and  T.  L.  Philips  for  Denver  &  Rio  Grande  Railroad 
Company. 

F.  C.  DUlard  and  P.  L.  Williams  for  Oregon  Short  Line  Railroad 
Company. 

W.  B.  Kelly  for  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad 
Company. 

Bohert  Durdap  and  T,  J.  Notion  for  Atchison,  Topeka  &  Santa  Fe 
Railway  Company. 

Report  of  the  Commission. 

Harlan,  Oammissioner: 

The  aU-rail  rates  from  the  east  to  San  Pedro,  in  the  state  of 
California,  are  based  upon  the  through  rates  to  Los  Angeles  plus  the 
local  rates  from  Los  Angeles  to  San  Pedro,  and  this  for  many  years 
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has  been  the  relation  of  rates  as  between  the  two  points.  In  its 
petition,  the  complainant  prays  that  San  Pedro  may  be  designated 
as  a  Pacific  coast  terminal  and  may  be  accorded  the  same  rates 
that  are  now  in  effect  to  Los  Angeles,  San  Diego,  San  Francisco,  and 
numerous  other  points,  in  Califomia  and  adjacent  states,  commonly 
referred  to  as  terminal  points  and  taking  the  so-called  terminal  rates. 
It  is  not  alleged  that  the  rates  to  San  Pedro  are  in  themselves  excessive 
and  unreasonable,  but  it  is  contended  that  they  are  discriminatory 
as  against  San  Pedro  when  compared  with  the  rates  to  other  points 
taking  terminal  rates. 

San  Pedro  Bay  lies  about  125  miles  north  of  San  Diego  and  500 
miles  south  of  San  Francisco.  The  city  of  Los  Angeles  is  22  miles 
inland  from  the  bay.  A  portion  of  the  harbor  of  San  Pedro  is  com- 
monly referred  to  as  the  inner  and  another  part  as  the  outer  har- 
bor. The  city  of  San  Pedro,  with  a  population  of  6,000  or  7,000 
inhabitants,  lies  partly  on  the  outer  harbor  and  partly  on  the  inner 
harbor.  Adjacent  to  it  is  the  town  of  East  San  Pedro,  with  a  small 
population,  but  having  rather  extensive  lumber  interests;  and  close 
at  hand  is  the  village  of  Wilmington.  These  three  towns  have 
recently  been  merged  with  and  now  form  a  part  of  the  city  of  Los 
Angeles.  The  physical  connection  between  the  several  communities 
has  been  accomplished  by  including  within  the  enlarged  municipal 
limits  a  strip  of  land,  about  half  a  mile  wide  and  locally  known  as  *'  the 
shoe-string/'  that  extends  from  Los  Angeles  proper  to  San  Pedro  Bay 
and  harbor. 

Much  testimony  was  introduced  at  the  hearing  to  show  the  con- 
dition of  the  inner  and  outer  harbors  and  their  capacity  to  float  the 
extensive  commerce  which  is  confidently  expected  to  reach  that  point 
in  the  future.  We  shall  not  go  into  these  details.  It  will  suffice  lo 
say  that  the  general  government  has  appropriated  $2,900,000  for 
the  outer  harbor  and  breakwater,  and  $1,638,000  for  the  inner  harbor. 
Substantial  work  has  been  done  under  these  appropriations.  We 
are  advised  also  that  the  city  of  Los  Angeles  has  arranged  to  spend 
$10,000,000  in  the  development  of  the  harbor  within  the  next  ten 
years,  and  that  $3,000,000  has  been  made  immediately  available. 
Much  dredging  is  going  on,  and  docks,  wharves,  and  slips  are  bein^c 
constructed.  Apparently  the  people  of  Los  Angeles  realLce  the  need 
of  creating  at  San  Pedro  a  harbor  capable  of  taking  care  of  a  large 
share  of  the  commerce  that  is  expected  to  flow  through  the  Panama 
Canal  when  completed.  The  depth  of  the  water  in  the  harbor  is  said 
to  be  sufficient  at  ordinary  tide  to  permit  vessels  drawing  as  much 
as  24^  feet  to  come  in  with  safety.  About  18,000  linear  feet  of 
wharves  have  been  constructed.  During  the  calendar  year  of  19()N. 
vessels  of  all  classes,  including  1,559  coasting  steamers,  118  coastii^ 
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schooners,  4  barkentines  moving  coastwise,  9  foreign  steamships,  1 
foreign  ship,  and  1  foreign  bark  entered  the  harbor.  The  commerce 
of  the  port  amoimts  in  the  aggregate  to  over  1,000,000  tons  a  year, 
80  to  85  per  cent  of  which,  it  is  said,  consists  of  lumber  and  its  prod- 
ucts coming  from  North  Pacific  points.  Low-grade  commodities, 
such  as  pig  iron,  coke,  coal,  cement,  and  foreign  fertilizer  make  a 
substantial  part  of  the  tonnage.  Most  of  the  45,000  tons  of  general 
merchandise  received  through  the  harbor  during  the  year  1908  came 
through  San  Francisco.  We  are  told  that  95  per  cent  of  all  the  ton- 
nage that  enters  the  harbor  moves  through  to  Los  Angeles  fmd  the 
interior,  the  other  5  per  cent  staying  at  San  Pedro.  It  will  be 
remembered,  however,  that  San  Pedro  is  a  place  of  comparatively 
small  dimensions  while  Los  Angeles  has  over  300,000  inhabitants. 

The  rails  of  the  principal  defendant  and  the  Pacific  Electric  reach 
San  Pedro  proper,  while  the  San  Pedro,  Los  Angeles  &  Salt  Lake 
runs  into  East  San  Pedro,  just  across  the  harbor.  The  latter  road 
has  joint  rates  with  the  Santa  Fe  to  and  from  East  San  Pedro,  and 
the  Pacific  Electric  moves  freight  over  the  rails  of  the  Salt  Lake  to 
East  San  Pedro.  The  steamers  of  the  Jebsen,  the  Cosmos,  the  Dollar, 
the  W.  R.  Grace,  and  the  Pacific  Coast  Steamship  Company  lines,  all 
stop  at  San  Pedro.  The  Jebsen  Line  operates  from  Salina  Cruz,  the 
Pacific  terminus  of  the  Tehuantepec  National  Railway,  north  to 
British  Columbia.  It  carries  high-grade  commodities,  some  of  which 
originate  at  Liverpool,  Hamburg,  and  elsewhere  and  are  destined 
to  Los  Angeles.  The  Cosmos  Line,  carrying  principally  nitrate  of  soda, 
runs  from  Antwerp  around  the  Horn,  north  to  British  Columbia  and 
return.  The  Dollar  vessels  bring  oriental  freight  from  China  and 
Japan.  The  W.  R.  Grace  Company  imports  nitrate  of  soda,  largely 
in  tramp  vessels.  The  Pacific  Coast  Steamship  Company  maintains 
a  monthly  service  between  San  Pedro  and  Mexico,  being  precisely  the 
same  service  that  it  gives  to  San  Francisco. 

The  American-Hawaiian  line  is  the  strongest  competitor  of  the 
railroads  for  Pacific  coast  traffic.  The  vessels  assigned  to  the 
Atlantic  service  run  from  New  York  to  Puerto  Mexico,  where  the 
traffic  is  delivered  to  the  Tehuantepec  National  Railroad.  At 
Salina  Cruz,  the  Pacific  terminus  of  that  carrier,  it  is  again  turned 
over  to  American-Hawaiian  vessels.  San  Diego  is  the  first  American 
port  of  call  for  these  vessels  and  San  Francisco  the  second.  They 
proceed  as  far  north  as  Seattle  and  Tacoma.  But  they  do  not 
stop  at  San  Pedro.  The  larger  volume  of  the  tonnage  of  this  line 
originates  at  New  York  and  in  the  Atlantic  seaboard  territory. 
Occasionally  it  gets  some  traffic  from  as  far  west  as  Des  Moines,  in 
the  state  of  Iowa.  Its  tariffs  are  not  filed  with  the  Commission,  but 
we  are  advised  that  its  rates  from  New  York  are  the  same  to  San 
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Diego,  Los  Angeles,  and  San  Francisco.  These  rates  do  not  apply 
to  San  Pedro,  for,  as  just  stated,  its  vessels  do  not  stop  at  that  point. 
If  a  shipment  is  destined  to  Los  Angeles  over  that  line,  it  is  unloaded 
at  San  Diego  and  carried  thence  to  Los  Angeles  by  the  Santa  Fe. 
It  is  said,  in  fact,  that  90  per  cent  of  the  traffic  unloaded  at  San 
Diego  by  this  line  is  subsequently  carried  by  the  Santa  Fe  into  Los 
Angeles  county,  the  rate  of  the  Santa  Fe  to  Los  Angeles  being  ab- 
sorbed by  the  American-Hawaiian  line.  The  Santa  Fe  publishes 
proportional  rates  from  San  Diego  and  San  Francisco  applying  only 
on  traffic  delivered  to  it  at  those  ports  by  water  carriers,  and  it  is 
our  understanding  that  it  is  this  proportional  rate  from  San  Diego 
that  is  absorbed  by  the  American-Hawaiian  line.  It  may  be  noted 
here  that  these  proportional  rates  from  San  Diego  to  Los  Angeke 
are  exactly  the  same  as  the  local  rates  from  San  Pedro  to  Los  Angelee; 
the  regular  local  rates  of  the  Santa  Fe  between  San  Diego  and  Los 
Angeles  are  more  than  twice  as  high  as  the  proportional  rates. 
Neither  Santa  Barbara  nor  Ventiu*a  is  a  port  of  call  for  steamers  of 
the  American-Hawaiian  line,  and  neither  place,  so  far  as  the  all-rafl 
routes  are  concerned,  enjoys  terminal  rates  from  the  east.  The  all- 
water  traffic  to  either  place  is  turned  over  by  the  American-Hawaiian 
line  to  the  Pacific  Coast  Steamship  Company  either  at  San  Diego  or 
San  Francisco.  It  is  oiu*  understanding,  however,  that  the  traffic 
handled  in  this  way  by  the  American-Hawaiian  Steamship  Company 
to  Santa  Barbara  and  Ventiu^a  is  almost  negligible  in  quantity. 
When  the  American-Hawaiian  line  carries  traffic  from  the  east  that 
is  destined  to  San  Pedro,  it  is  discharged  at  San  Diego  and  carried  to 
destination  either  over  the  rails  of  the  Santa  Fe  through  Los  Angeles 
or  directly  to  the  port  of  San  Pedro  in  the  steamers  of  the  Padfio 
Coast  Steamship  Company.  In  the  first  instance  the  San  Pedro 
merchant  is  required  to  bear  the  burden  of  the  local  rate  from  Los 
Angeles  to  San  Pedro,  and  in  the  second  instance  he  must  bear  the 
burden  of  the  local  rate  of  the  Pacffic  Coast  Steamship  CompBnj 
from  San  Diego  to  San  Pedro;  the  Los  Angeles  merchant,  on  the 
other  hand,  has  the  rate  from  San  Diego  to  Los  Angeles  absorbed 
for  him,  as  heretofore  stated. 

The  Panama  line  operates  entirely  through  San  Francisco.  It 
publishes  the  same  through  rates  to  San  Francisco  and  Los  Angeles. 
Its  traffic  for  Los  Angeles,  the  volume  of  which  Ss  not  large,  as  we 
understand  the  matter,  is  discharged  at  San  Francisco  and  reshipped 
in  the  steamers  of  the  Pacific  Coast  Line  to  San  Pedro  or  to  Port  Loe 
Angeles.  Out  of  the  through  rate  as  published  from  New  York  the 
rail  line  from  San  Pedro  and  Port  Los  Angeles  into  Los  Angeles 
receives  its  full  local  charge,  the  balance  being  divided  under  joint 
ftorreement  between  the  carriers  concerned,  including  the  Pacific 
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Coast  Steamship  Company.  It  is  to  be  observed  that  traffic  to 
Santa  Barbara,  which  is  not  a  port  of  call  for  the  Panama  Lone,  is 
handled  in  the  same  waj  and  with  like  absorptions.  No  freight  is 
handled  by  this  line  for  Ventura.  But  when  the  traffic  is  destined 
to  San  Pedro  and  does  not  pass  through  its  harbor  and  beyond  to 
Los  Angeles,  the  Panama  line  does  not  absorb  the  charge  of  the 
Pacific  Coast  Lone  from  San  Francisco. 

It  wiU  thus  be  noted  that,  while  traffic  that  comes  into  its  har^ 
bor  and  passes  over  its  docks  and  is  carried  thence  to  Los  Angeles 
enjoys  the  benefit  of  these  very  substantial  absorptions,  similar 
traffic,  if  it  stops  on  the  docks  at  San  Pedro,  must  pay  in  addition 
either  the  local  charges  of  the  Pacific  Coast  line  from  San  Francisco 
to  San  Pedro  or  its  local  charges  from  San  Diego.  Although  it  is 
asserted  that  any  vessel  that  may  get  into  and  out  of  the  harbor  at 
San  Diego  may  as  safely  get  into  and  out  of  the  harbor  at  San  Pedro, 
neither  of  these  great  coastwise  lines  stops  at  San  Pedro.  But  they 
absorb  the  charges  to  Los  Angeles  from  San  Francisco  on  the  one  hand 
and  from  San  Diego  on  the  other.  And  to  complete  the  statement  of 
the  rate  isolation  of  San  Pedro,  it  should  be  added  that  although  San 
Diego  is  100  miles  more  distant  from  Los  Angeles  than  is  San  Pedro, 
and  the  haul  for  a  large  part  of  the  way  is  said  to  be  one  of  unusual 
difficulty,  the  rail  rates  from  both  ports  to  Los  Angeles  are  the  same. 

We  have  referred  to  these  details  of  the  water-and-rail  movement 
to  Los  Angeles  and  San  Pedro  in  order  that  the  whole  situation  may 
be  fuUy  before  us.  The  attack  that  the  petitioners  make,  however, 
is  upon  the  all-rail  rates  to  San  Pedro,  and  the  complaint  is  that  they 
are  discriminatory  as  against  that  city  as  compared  with  the  all-rail 
rates  to  the  so-called  terminal  points.  The  history  of  the  rate  adjust- 
ment to  Los  Angeles,  as  we  gather  the  facts  from  the  record,  is  sub- 
stantially as  foUows:  In  1869  Los  Angeles  and  Wilmington  were  con- 
nected by  a  railroad  built  by  the  city  and  county  of  Los  Angeles. 
Merchandise  arriving  at  the  port  of  San  Pedro  was  lightered  to  Wil- 
mington, the  rail  terminus,  and  transported  thence  to  Los  Angeles 
by  raiL  At  this  time  Los  Angeles  was  not  connected  with  the 
east  by  rail.  The  Southern  Pacific  Company,  however,  was  build- 
ing south  of  the  San  Joaquin  Valley,  and  because  of  the  obstacles 
presented  by  the  Tehachapi  Mountains  its  intention  was  to  build 
directly  east  by  way  of  the  valley  of  the  Colorado  River.  As  an 
inducement  to  it  to  build  south  of  the  Tehachapi  the  entire  stocks 
and  bonds  of  this  Los  Angeles-Wilmington  railroad  were  turned  over 
to  the  Southern  Pacific  Company  by  the  city  of  Los  Angeles.  In 
addition  to  this  it  was  given  about  60  acres  of  land  in  Los  Angeles 
for  terminal  facilities.  It  is  also  said  that  it  was  presented  by  the 
city  with  a  certain  7  per  cent  mimicipal  or  county  bonds  running  for 
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a  period  of  twenty  years,  but  the  details  of  this  part  of  the  transacaon 
are  not  cleariy  explained  of  record.  The  Southern  Pacific  Company 
operated  this  road  before  its  main  line,  which  was  finished  in  1876, 
was  built  into  Los  Angeles. 

The  record  is  not  dear  as  to  the  exact  year  in  which  Los  Angeles 
was  given  terminal  rates.    Counsel  for  the  defendants  states  that — 

The  fint  tiriff  ehowiiig  tenninal  rates  ib  T.  0.  No.  1,  effective  April  1,  1884. 
This  is  the  fint  definite  record  showing  temmud  rates.  However,  it  seems  certain 
these  rates  were  in  effect  several  years  prior. 

There  are  other  indications  of  record  that  terminal  rates  were 
accorded  to  Los  Angeles  several  years  prior  to  the  date  of  the  tariff 
to  which  counsel  here  alludes;  but  however  that  may  be  it  was  not 
until  1888  that  the  Santa  Fe  built  its  coast  line  to  San  Di^o,  thus 
enabling  Atlantic  coast  traffic  to  reach  Los  Angeles  through  that  port. 
It  seems  reasonably  clear,  therefore,  that  the  terminal  rates  were  not 
originally  given  to  Los  Angeles  because  of  any  water  competition 
through  the  port  of  San  Diego.  It  is  true  that  the  Santa  Fe  operated 
its  trains  into  Los  Angeles  as  early  as  1885,  but  it  did  this  over  the 
tracks  of  the  Southern  Pacific  from  Colton.  It  was  not  until  1888 
that  it  ran  its  trains  into  Los  Angeles  over  its  own  tracks  and  it  was 
not  until  1888,  as  just  stated,  that  its  line  from  San  Diego  to  Los 
Angeles  was  completed.  Finding  terminal  rates  already  in  effect  to 
Los  Angeles  over  the  Southern  Pacific,  it  naturaUy  adjusted  its  own 
rates  to  that  point  on  that  basis.  The  same  conditions  led  the  San 
Pedro,  Los  Aiigelee  &  Salt  Lake  Railroad  to  put  in  terminal  rates 
when  it  reached  Los  Angeles  in  1905.  Moreover,  it  appears  that 
neither  Redondo  nor  Santa  Monica  enter  into  the  history  of  the 
terminal  rate  situation  so  far  as  Los  Angeles  is  concerned ;  for  Redondo 
did  not  become  known  as  a  harbor  until  1888,  which  was  some  years 
after  Los  Angeles  had  been  given  terminal  rates,  and  the  long  wharf 
at  Santa  Monica  was  not  built  until  1893.  Throughout  the  record 
we  find  it  asserted  by  witnesses  for  the  defendants  that  wherever 
terminal  rates  have  been  granted  it  was  because  of  competition 
throu^  the  Pacific  ports;  and  this  is  the  only  explanation  that  has 
ever  been  made  of  the  rates  to  the  152  so-called  Pacific  coast  termi- 
nals. Bearing  in  mind,  therefore,  that  there  was  no  rail  connection 
between  Los  Angeles  and  San  Diego,  and  that  there  was  rail  connec- 
tion between  Los  Angeles  and  San  Pedro,  when  terminal  rates  were 
granted  to  Los  Angeles,  we  feel  we  may  safely  conclude  that  it  was 
solely  because  of  the  water  competition  through  San  Pedro  that  Los 
Angeles  was  originally  given  terminal  rates. 

Having  been  accorded  terminal  rates  because  of  its  proximity  to 
the  port  of  San  Pedro,  Los  Angeles  from  that  time  forward  has 
maintained  that  rate  status  under  the  transcontinental  schedules. 
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But  San  Pedro  itself  has  not  been  made  a  terminal  rate  point.  After 
San  Diego  had  been  connected  by  rail  with  Los  Angeles  and  its  harbor 
had  been  prepared  to  receive  steamships  and  a  route  was  thus  opened 
to  Los  Angeles  for  merchandise  from  the  Atlantic  seaboard,  it  was 
made  a  Pacific  coast  terminal.  But  although  the  harbor  of  San 
Pedro  is  .receiving  a  growing  tonnage  that  is  already  several  times 
larger  than  that  of  San  Diego,  and  while  it  has  docks  and  sufficient 
depth  to  afford  a  comfortable  and  safe  berth  to  the  steamships  that 
carry  commerce  from  the  eastern  seaboard  to  San  Diego  and  San 
Francisco,  for  reasons  of  their  own  these  vessels  do  not  stop  at  San 
Pedro.  It  is  intimated  that  there  is  some  understanding  between 
the  Santa  Fe  and  the  American-Hawaiian  Line  that  the  latter  shall 
not  stop  its  ships  at  San  Pedro,  but  no  proof  of  that  nature  was  offered. 
Whatever  may  be  the  explanation,  San  Pedro  has  not  been  made  a 
regular  port  of  call  either  for  the  vessels  of  the  American-Hawaiian 
Line  or  for  those  of  the  Panama  Line.  Nevertheless  general  mer- 
chandise originating  at  the  Atlantic  seaboard  moves  through  the 
harbor  of  San  Pedro,  to  Los  Angeles  and  this  tonnage,  described  by 
the  defendant's  coimsel  as  being  "at  times  considerable,''  reaches 
destination  in  competition  with  the  all-rail  rates  here  in  question. 
We  attach  importance  to  this  fact,  even  though  such  tonnage  is  pro- 
portionally small  when  compared  with  the  volume  of  the  traffic 
reaching  Los  Angeles  from  the  eastern  seaboard  through  the  harbor 
of  San  Diego. 

In  Lindsay  Bros.  v.  B.  cfe  0.  S.  W.  R.  B.  Co.,  16  I.  C.  C.  Rep.,  6,  we 
said: 

While  water  competition  may  be  availed  of  by  a  carrier  as  its  justificatioii  and  excuae 
for  rates  that  are  lower  than  would  otherwise  be  lawful,  the  existence  <^  such  compe- 
tition is  not  in  itself  a  ground  upon  which  a  shipper  may  demand  a  lower  rate.  It  is 
the  privilege  of  a  carrier,  in  its  own  interest,  to  meet  such  competition,  but  it  is  not 
the  privilege  of  a  shipper  to  demand  less  than  normal  rates  because  of  the  existence 
of  a  competition  which  the  carrier  in  its  own  behalf  does  not  choose  to  meet. 

There  have  been  rulings  of  like  import  in  other  cases  before  this 
Commission,  and  under  the  law  as  it  now  stands  it  must  be  taken  as 
settled  that  carriers,  substantiaUy  at  their  pleasure,  may  or  may  not 
adjust  their  rates  to  competitive  conditions  so  long  as  no  undue 
discrimination  or  unlawful  preference  results.  But  does  not  the 
refusal  of  the  defendants  to  make  San  Pedro  a  terminal  rate  point 
constitute  an  unlawful  discrimination  in  view  of  all  the  facts  before 
us  ?  Although  the  movement  of  general  merchandise  from  the  Atlan- 
tic seaboard  through  San  Pedro  to  Los  Angeles  is  smaU,  such  a  move- 
ment actually  exists.  That  being  the  case,  upon  what  grounds  may 
the  Commission  find  that,  to  the  extent  of  its  volume,  that  movement 
has  no  influence  in  compelling  the  maintenance  of  terminal  rates  to  Los 
Angeles  ?    As  Los  Angeles  originally  acquired  the  status  of  a  termmal 
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rate  point  because  of  its  proximity  to  San  Pedro,  upon  what  theory 
may  we  now  disregard  tiiat  proximity  and  the  actual  traffic  tiiat 
moves  through  the  harbor  to  Los  Angeles  and  hold  that  neither  contrib- 
utes at  this  time  to  the  maintenance  of  that  status  t  Certainly  tiie 
record  warrants  no  finding  based  on  any  nice  calculations  of  that  sort. 
It  gives  us  no  justification  for  holding  that  the  movement  through 
San  Diego  alone  compels  terminal  rates  to  Los  Angelee  and  that  the 
movement  through  San  Pedro  is  too  small  to  be  taken  into  account 
and  therefore  may  be  disregarded  as  an  element  that  tends  to  main- 
tain Los  Angeles  as  a  terminal  rate  point.  As  heretofore  stated,  1,692 
vessels  of  all  kinds  entered  the  harbor  of  San  Pedro  during  the  year 
1908  and  brought  in  over  a  million  tons  of  traffic.  During  the  same 
year  but  594  vessels  entered  the  port  of  San  Diego,  with  438,084  tons 
of  traffic.  During  the  year  1909  some  2,210  vessels  entered  San  Pedro 
laden  with  domestic  and  foreign  commerce  aggregating  1,366,130 
tons.  During  the  same  year  but  651  vessels  entered  tiie  harbor  of 
San  Diego  with  427,001  tons  of  traffic  on  board. 

We  can  not  Ughtly  set  such  figures  aside  and  hold  that  it  is  San 
Diego  that  makes  the  Los  Angeles  rates  and  that  San  Pedro  con- 
tributes nothing  to  that  result.  In  our  judgment,  either  the  alleged 
competition  by  water  is  altogether  a  fiction  and  does  not  warrant  the 
present  relation  of  rates  as  between  Los  Angeles  and  San  Pedro,  or 
the  harbor  of  San  Pedro,  small  though  its  actual  traffic  from  the 
Atlantic  seaboard  may  be,  is  too  big  to  justify  the  defendants  in 
saying  that  it  has  no  relation  to  the  rates  that  they  maintain  to  Los 
Angeles.  The  assistant  general  freight  agent  of  the  Salt  Lake  Line, 
when  testifying  as  a  witness  for  the  defendants,  attributed  the  terminal 
rates  to  Los  Angeles  to  competition  through  all  the  ports,  and,  speak- 
ing of  the  movement  by  the  sea  of  traffic  destined  to  Los  Angeles  from 
the  Atlantic  seaboard,  says  that  ''if  San  Diego  didn't  handle  it,  San 
Pedro  probably  would."  San  Pedro  does  actually  ''handle"  some 
of  it,  and  the  potential  competition  through  its  harbor,  to  which  the 
witness  alludes,  is  so  proximate  and  substantial  and  its  facilities  so 
ample,  that  if  the  harbor  of  San  Diego  were  suddenly  closed,  mer- 
chandise now  on  the  sea  destined  to  Los  Angeles  could  be  handled 
through  San  Pedro  without  substantial  delay  in  its  arrival  at  desti- 
nation. 

As  the  competition  through  the  harbor  of  San  Pedro  originally 
gave  terminal  rates  to  Los  Angeles  and  now  contributes,  as  we  &re 
compelled  by  the  record  to  find,  to  the  maintenance  of  those  rates, 
we  arrive  again  at  the  inquiry  heretofore  propoimded,  namely:  Are 
the  defendants  guilty  of  an  imlawful  discrimination  against  San  Pedro 
in  not  making  it  also  a  terminal  rate  point  ?  To  this  question,  after 
careful  reflection,  we  have  been  able  to  see  but  one  clear  answer. 
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We  hold  that  a  rate  adjustment  that  deprives  San  Pedro  of  the  benefit 
of  its  own  geographical  situation  while  according  the  benefit  of  it  to  Los 
Angeles  constitutes  a  discrimination  against  San  Pedro  that  is  undue 
and  unjust  and  therefore  unlawful.  To  recognize  to  any  extent  in 
the  rates  to  Los  Angeles  either  the  actual  or  the  potential  competition 
through  San  Pedro  without  giving  recognition  to  such  competition 
in  the  rates  to  San  Pedro  itself  is  a  discriminatory  and  unlawful  adjust- 
ment. If  such  competition  is  recognized  in  tiie  Los  Angeles  rates  we 
see  no  justice  in  obscuring  it  in  the  San  Pedro  rates.  When  one 
community  leans  upon  another  for  its  competitive  rates  the  benefit 
of  such  rates  ought  not  to  be  denied  to  the  point  that  creates  the 
competitive  conditions. 

We  see  no  explanation  for  the  failure  of  the  defendants  to  make 
San  Pedro  a  terminal  rate  point  unless  it  be  that  Los  Angeles  is  a 
place  of  lar^e  and  growing  commercial  importance,  while  San  Pedro 
itself,  as  a  commercial  community,  is  as  yet  practicaUy  imdeveloped 
and  therefore  of  smaU  importance.  There  are  intimations  of  that 
kind  in  the  record,  one  witness  for  the  defendants  saying  that  Los 
Angeles  is  large  enough  to  induce  water  competition  while  San  Pedro 
in  itself  is  not.  The  difference,  however,  in  the  importance  of  the  two 
communities  can  not  in  law  be  accepted  as  a  justification  for  an 
undue  discrimination  in  rates.  As  was  said  in  Hcldzkam  v.  M.  0.  By. 
Co.,  9  L  C.  C.  Rep.,  42,  52— 

One  of  the  underlying  principles  of  the  act  to  regulate  commerce  is  equality 
between  great  and  small. 

In  D.  0.  H.  dk  M.  By.  Co.  v.  /.  C.  C,  74  Fed.  Rep.,  803,  822,  the 
same  thought  is  expressed  in  the  statement  that — 

A  discrimination  can  not  rightfully  be  made  against  one  locality  merely  because  it 
is  smaller  than  another  locality. 

In  reaching  these  conclusions  herein  we  attach  no  weight  to  the 
complainant's  contention  that  San  Pedro  and  Wilmington  have  lately 
been  incorporated  into  the  municipality  of  Los  Ani^eles  and  on  that 
ground  are  entitled  to  Los  Angeles  rates.  While  the  two  communi- 
ties have  been  merged  into  one  municipality  for  the  purposes  of 
civil  government  and  administration,  this  does  not  necessarily  meige 
the  two  into  one  conununity  from  a  transportation  point  of  view. 
Dealing  with  the  matter  from  the  standpoint  of  transportation  only, 
we  find  that  the  competitive  traffic  from  the  eastern  seaboard  through 
the  harbor  of  San  Pedro  to  Los  Angeles  contributes  to  the  mainto- 
nanco  by  these  defendants  of  the  terminal  all-rail  rates  to  the  latter 
point  and  their  failure  or  refusal  to  extend  those  rates  to  San  Pedro 
itself  and  to  give  it  the  benefit  of  what  its  advantageous  geographical 
situation  helps  to  secure  to  Los  Angeles  is  an  undue  discrimina- 
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combination.  At  varions  times  between  December  10, 1908,  and  Feb- 
ruary 7, 1909,  inclusive,  the  Chicago,  Burlington  &  Quincy  Railroad 
Company,  the  Union  Pacific  Railroad  Company,  and  the  St.  Joseph  & 
Grand  Island  Railway  Company  withdrew  their  concurrences  in  the 
tariffs  carrying  the  joint  rates,  leaving  the  Omaha  and  Lincoln  com- 
bination in  effect  on  traflSc  to  points  reached  by  their  several  lines. 
This  proceeding  was  accordingly  instituted  on  April  28, 1909,  for  the 
purpose  of  compelling  the  restoration  of  the  joint  rates  which  the 
complainants  formerly  enjoyed.  The  defendants  thereupon  reestab- 
lished the  joint  rates  previously  in  effect  to  Kansas,  Colorado,  and 
Wyoming  points,  and  it  appears,  therefore,  that  the  complaint  is  sub- 
stantially satisfied  as  far  as  rates  to  that  territory  are  concerned.  The 
controversy  is  apparently  narrowed  to  rates  from  the  various  produc- 
ing points  to  western  Nebraska. 

Prior  to  June  1, 1908,  the  rates  on  yellow-pine  lumber  from  south- 
em  points  to  Lincoln  and  Omaha  were  24  cents  and  23  cents,  respec- 
tively. After  the  decision  in  Lincoln  Commercial  Club  v.  C,  R.  1.  dh 
P.  Ry.  Co.^  13  I.  C.  C.  Rep.,  319,  in  which  the  Commission  ordered 
that  the  rate  to  Lincoln  should  not  exceed  that  applying  to  Omaha, 
the  rates  to  both  cities  were  raised  to  25  cents.  Subsequently,  in  the 
case  of  Oreater  Des  Moines  Committee  v.  C.  O.  W.  Ry.  Co.^  14  L  C. 
C.  Rep.,  294,  the  Commission  held  that  the  rate  to  Des  Moines  should 
not  exceed  the  rates  to  Lincoln  and  Omaha.  In  complying  with  this 
order  the  carriers  increased  the  Lincoln  and  Omaha  rates  to 
26i  cents,  at  the  same  time  reducing  the  Des  Moines  rate  from  S7i 
cents  to  26i  cents.  The  defendants  Chicago,  Burlington  &  Quincy 
Railroad  Company,  Union  F^ific  Railroad  Company,  and  St. 
Joseph  &  Grand  Island  Railway  Company  were  thereupon  desir- 
ous of  increasing  the  joint  rates  to  points  reached  by  their  lines  con- 
formably with  the  increase  in  the  rates  to  Lincoln  and  Omaha,  but 
the  originating  carriers  refused  to  give  their  consent.  The  carriers 
named,  therefore,  canceled  their  concurrences  in  the  tariffs  naming  the 
joint  rates,  leaving  the  Omaha  and  Lincoln  combination  in  effect.  As 
previously  stated,  joint  rates  have  been  reestablished  to  Colorado, 
Kansas,  and  Wyoming  points,  whereas  traflic  to  western  Nebraska 
is  still  subject  to  the  Omaha  and  Lincoln  combination. 

The  complainants  ask  that  the  joint  rates  in  effect  prior  to  Decem- 
ber 10, 1908,  be  again  made  effective  from  the  following  producing 
points:  Clarks,  Standard,  Fisher,  Victoria,  Longville,  Woodworth, 
Yellow  Pine,  Loring,  Zwolle,  Cravens,  and  Pickering,  in  Louisiana; 
Diboll,  Tex.;  Malvern,  Draughon,  and  Warren,  in  Arkansas,  and 
Grandin,  Mo. 

In  the  case  of  the  Commercial  Clubof  OmaJui  v.  A.  dk  S.  R.  Ry.  6b., 
18  L  C.  C.  Rep.,  532,  the  Commission  has  reestablished  the  rate  of 
'^'^  cents  to  Omaha  and  Lincoln.     This  rate,  in  conjunction  with  the 
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local  rates  from  Omaha  and  Lincoln  to  Nebraska  points,  which  have 
recently  been  lowered  by  an  act  of  the  Nebraska  legislature,  will 
donbtless  secure  to  the  complainants  the  rates  which  they  desire 
to  the  greater  part  of  the  territory  in  controversy.  There  remains, 
however,  an  area  in  western  Nebraska  intermediate  to  points  reached 
by  the  defendants'  lines  in  Colorado  and  Wyoming,  to  which  through 
rates,  made  up  of  the  Omaha  and  Lincoln  combination,  will  exceed  the. 
Colorado-common-point  and  Cheyenne  rates.  In  our  judgment,  the 
rate  to  Colorado  common  points  should  be  observed  as  maximum  to 
points  in  western  Nebraska  east  of  the  Colorado  line,  while  the 
Cheyenne  rate  should  be  observed  as  maximum  to  points  on  the  line 
of  the  Union  Pacific  Bailroad  Company  from  Balton  to  Smeed,  Nebr., 
inclusive. 

An  order  will  be  entered  requiring  the  defendants  to  establish  rates 
for  the  transportation  of  yellow-pine  lumber  and  its  products  in  car- 
loads from  the  various  producing  points  named  in  the  complaint  to 
western  Nebraska  points  reached  by  the  lines  of  the  defendants,  Chi- 
cago, Burlington  &  Quincy  Eailroad  Company  and  Union  Pacific  Bail- 
road  Company,  which  shall  not  exceed  the  following: 

To  points  on  the  line  of  the  Union  Pacific  Railroad  Company  from 
Josselyn  to  Barton,  Nebr.,  inclusive,  87  cents  per  100  pounds. 

To  points  on  the  line  of  the  Union  Pacific  Railroad  Company  from 
Ralton  to  Smeed,  Nebr.,  inclusive,  40  cents  per  100  pounds. 

To  points  on  the  line  of  the  Chicago,  Burlington  &  Quincy  Rail- 
road Company  from  Smithfield  to  Venango,  Nebr.,  inclusive,  and  from 
Oxford  Junction  to  Sanborn,  Nebr.,  inclusive,  37  cents  per  100  pounds. 

Reparation  will  be  awarded  on  all  shipments  moving  to  points 
reached  by  the  lines  of  the  defendants  in  Kansas,  Colorado,  and 
Wyoming  during  the  period  while  the  higher  rates  were  in  effect 
Reparation  will  also  be  awarded  on  all  shipments  moving  to  western 
Nebra.*^  points,  the  rates  to  which  are  herein  found  to  have  been 
unreasonable.  The  case  will  be  held  open  for  further  testimony  as  to 
the  amount  of  reparation. 
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No.  1669. 
FLORIDA  CX)TTON  OIL  COMPANY 

V. 

CENTRAL  OF  GEORGIA.  RAILWAY  COMPANY  ET  AL. 


Subnuittid  March  tS,  1910.    Decided  Jwu  7, 1910. 


1.  Throu^  routee  eetabliahed  on  cotton  seed  from  points  on  the  Centiml  of  Geoqgk 

Railway  to  Jacksonville,  Fla.,  and  reasonable  rates  therefor  prescribed. 

2.  Reparation  on  certain  shipments  of  cotton-seed  oil  awarded  and  on  certain  riiip- 

ments  of  cotton  seed  denied. 

C.  H.  PiOshury,  B.  0.  SUme,  and  0.  P.  KendaU  for  complainant. 

Ed.  Baxter,  B.  WdUon  Moore,  and  Sloes  D.  Baxter  for  Central  of 
Georgia  Railway  Company. 

Slose  D.  Baxter  for  Seaboard  Air  line  Railway. 

W.  E.  Kay  and  Sloes  D.  Baxter  for  Atlantic  Coast  line  Railroad 
Company. 

RSPOBT  OF  THB  COMMISSIOH. 

Hablan,  Chmmissioner: 

In  its  petition  and  the  several  amendments  thereto  the  complainant 
prays,  first,  for  the  establishment  of  through  routes  and  joint  rates  on 
cotton  seed  from  284  points  in  the  state  of  Georgia,  and  one  point  in 
the  state  of  Alabama,  to  Jacksonville,  in  the  state  of  Florida;  second, 
for  the  fixing  of  reasonable  rates  on  that  traffic  for  the  future;  and 
third,  for  an  award  of  reparation  on  certain  shipments  made  by  the 
complainant  prior  to  the  date  of  filing  its  petition  herein.  The  points 
of  origin  involved  in  the  proceedings  are  on  the  Une  of  the  Central  of 
Georgia  Railway,  which  was  the  only  carrier  named  as  defendant  in 
the  original  petition.  By  amendment  the  Atlantic  Coast  line  Rail- 
way Company  and  the  Seaboard  Airline  Railway  were  subsequently 
brought  into  the  controversy,  those  lines  being  essential  links  in  the 
through  routes  to  Jacksonville  and  therefore  necessary  parties  defend- 
ant in  any  order  granting  the  relief  prayed. 

When  the  complainant  established  its  cotton-oil  miU  at  Jackson- 
ville in  1901  the  average  price  of  cotton  seed  was  about  $12  a  ton. 
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The  price  at  this  time  is  ordinarily  over  $30  a  ton,  the  increase  being 
assigned,  among  other  causes,  to  the  fact  that  some  25  or  30  other 
mills,  constructed  since  1901  in  the  territory  from  which  the  peti- 
tioner formerly  obtained  its  seed,  now  compete  in  that  territory  in 
the  purchase  of  the  raw  product.  Besides  enabling  the  producers  to 
demand  a  higher  price,  this  competition  has  forced  the  petitioner  out 
into  a  wider  area  for  the  purchase  of  seed,  a  condition  of  affairs  that  is 
muTersal  in  the  cotton-oil  industry,  all  mills  in  the  south  finding  it 
necessary  now  to  reach  out  farther  for  their  raw  material  than  was 
formerly  the  case.  The  complainant,  for  instance,  now  gets  less  than 
half  its  seed  in  Florida.  In  making  purchases  it  has  been  compeUed 
to  go  as  far  north  as  Darlington,  in  the  state  of  South  Carolina,  and 
as  far  west  as  Montgomery,  in  the  state  of  Alabama;  and  notwith- 
standing the  wider  territory  to  which  it  has  extended  its  buying 
operations,  the  amount  of  seed  the  complainant  has  been  able  to 
purchase  for  crushing  at  its  Jacksonville  mill  has  diminished  from 
12,000  tons  in  1905  to  7,000  tons  in  1907. 

The  Central  of  Georgia  runs  through  an  extensiye  cotton-producing 
country  and  consequently  is  in  a  position  to  supply  mills  with  a  sub- 
stantial tonnage  of  seed.  Although  it  is  ordinarily  to  the  interest 
of  a  carrier  occupying  such  a  relation  to  a  commodity  that  is  in  general 
demand  to  establish  through  routes  and  joint  rates,  and  to  take  such 
other  steps  as  will  enable  the  commodity  to  move  freely  to  points 
of  consumption,  we  have  nevertheless  observed  a  more  or  less  definite 
disinclination  on  the  part  of  carriers  to  move  cotton  seed  to  ndlls  that 
are  not  on  their  own  lines.  It  was  seemingly  admitted  of  record  that 
this  had  been  the  attitude  of  the  principal  defendant.  Before  the 
petition  was  filed  it  declined  to  issue  through  billing  and  compeUed 
the  complainant  to  receive  its  cotton-seed  shipments  at  junction 
points  and  there  enter  into  new  contracts  with  the  connecting  lines 
to  destination.  There  are  23  points  on  which  combination  rates  to 
Jacksonville  may  be  based,  and  as  a  result  of  this  large  opportunity  for 
making  mistakes  the  complainant  has  frequently  been  compelled  to 
pay  charges  substantially  higher  than  would  have  been  assessed  had 
the  shipments  been  forwarded  through  other  junctions  and  over 
other  routes  canying  lower  rates.  While  its  overcharge  claims  for 
misrouting  have  had  attention  by  the  principal  defendant,  the  con- 
fusion arising  out  of  the  absence  of  through  routes  and  joint  rates  has 
worked  to  the  complainant's  disadvantage  and  has  imposed  upon  it 
unnecessary  difficulties  and  embarrassments.  It  is  asserted  that  out 
of  16  recent  shipments  10  were  overcharged  in  the  sense  that  they 
moved  through  junctions  upon  which  the  combination  rate  was 
higher  than  the  rate  available  through  other  jimctions.  As  a  conse- 
quence of  this  method  of  handling  the  traffic  the  complainant,  as  we 
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are  advised,  has  been  required  at  considerable  expense  to  keep  itself 
informed  of  the  rates  in  force  through  the  various  junctions,  and  it 
asserts  that  but  for  its  own  efforts  and  diUgence  in  that  regard  it 
would  be  compelled  to  pay  excessive  charges  on  at  least  60  per  cent 
of  its  shipments. 

Under  these  circumstances  we  think  the  complainant's  contention 
that  it  is  entitled  to  through  routes  and  joint  through  rates  from  these 
producing  points  to  Jacksonville  is  sustained  by  the  record.  We  are 
not  advised  that  the  connecting  lines,  brought  in  as  codefendants  as 
heretofore  explained,  contest  the  complainant's  right  to  such  relief. 
The  objection  is  made  by  the  principal  defendant  on  the  ground  that 
it  does  not  desire  to  publish  joint  rates  from  a  long  Ust  of  stations  if 
that  can  be  avoided;  that  it  now  issues  through  billing;  and  that  its 
local  agents  have  been  instructed  to  apply  to  the  central  office  by  wire 
for  routing  instructions  and  the  lowest  rate  combination  when  cotton 
seed  is  tendered  for  shipment.  This  arrangement,  however,  does  not 
seem  to  meet  the  reasonable  requirements  of  the  complainant  or  to 
relieve  it  of  the  expense  and  annoyance  of  keeping  itself  advised  as  to 
the  best  available  routes  and  rates.  In  this  very  proceeding  are 
involved  claims  for  reparation  that  have  been  denied  by  the  defendant 
and  which  would  not  have  arisen  had  through  routes  and  joint  rates 
been  in  effect.  The  principal  defendant  has  joined  with  its  connec- 
tions in  establishing  through  routes  and  publishing  joint  through 
rates  on  cotton-seed  meal  and  hulls  from  mill  points  on  its  line  to 
Jacksonville.  We  see  no  hardship  in  requiring  it  to  join  with  its  con- 
nections in  also  establishing  through  routes  and  joint  rates  on  cotton 
seed.  The  movement  of  cotton  seed  to  Jacksonville  seems  to  be  not 
only  an  entirely  natural  movement  but  one  that  may  be  expected 
to  increase  in  the  future.  Under  all  the  circumstances  we  feel  there- 
fore that  the  complainant  is  entitled  to  the  benefit  of  established 
through  routes  and  joint  rates.  That  is  the  general  obligation  laid 
upon  carriers  under  the  terms  of  section  one  of  the  act,  and  the  show- 
ing here  made  is  sufficient  to  justify  us  in  reqiiiring  the  defendants 
to  comply  with  the  complainant's  demand  in  this  particular. 

From  competitive  points  on  the  line  of  the  Central  of  (Jeoigia  the 
defendants  publish  joint  rates  which  are  approximately  tiie  same  to 
both  Savannah  and  to  Jacksonville.  From  noncompetitive  points  the 
lawful  through  charge  is  the  combination  of  the  local  base  point  rate 
of  the  Central  of  Geoi^a  to  Savannah,  or  other  junction  point,  plus 
the  rate  of  its  connections  beyond  to  Jacksonville.  The  complainant 
contends  that  the  defendants  ought  to  establish  the  same  joint  rates 
from  the  local  stations  to  Jacksonville  as  are  appUcable  from  the 
contiguous  competitive  points.  In  support  of  this  view  of  what  it 
regards  as  a  proper  relation  of  rates  the  complainant  offered  certain 
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exhibitSi  one  showing  a  comparison  of  the  rates  to  Jacksonville  with 
the  rates  to  Savannah  and  Chattanooga;  and  another  presenting  a 
comparison  between  rates  on  cotton  seed  and  rates  on  cotton-seed 
meal  and  hulls.  It  will  not  be  necessary  to  examine  these  exhibits 
in  detail.  It  will  suffice  to  say  that  the  rates  of  the  Central  of  Georgia 
for  a  haul  over  its  own  rails  from  these  points  of  origin  to  Savannah 
do  not  constitute  a  particularly  helpful  test  of  the  reasonableness  of 
the  rates  for  a  two-line  haul  to  a  point  so  dissimilarly  located  as 
Jacksonville.  Nor  are  we  inclined  to  test  the  reasonableness  of  the 
rates  from  these  noncompetitive  points  of  origin  to  Jacksonville  by 
rates  to  the  same  destination  from  competitive  points  in  this  terri- 
tory. Because  of  the  differences  in  the  conditions  surrounding  the 
tri^c  the  rates  to  Chattanooga  are  also  of  doubtful  usefulness  as  a 
measure  of  the  reasonableness  of  the  rates  to  Jacksonville.  Cer- 
tainly none  of  the  comparisons  offered  by  the  complainant  suffice  to 
justify  reductions  in  rates  that  are  not  otherwise  shown  to  be 
unreasonable. 

On  cotton-seed  meal  and  cotton-seed  hulls  the  defendants  publish 
joint  rates  to  Jacksonville  from  local  mill  points  on  the  lines  of  the 
Central  of  Georgia  that  are  on  a  level  with  the  rates  on  those  com- 
modities from  competitive  points  in  the  same  territory.  The  com- 
plainant compares  these  rates  with  the  combination  rates  on  cotton 
seed  to  Jacksonville  from  the  same  local  points,  and  calls  attention 
to  the  fact  that  the  adjustment  presents  an  instance  of  rates  on  manu- 
factured products  that  are  lower  than  the  rates  on  the  raw  material, 
which  of  course  is  contrary  to  the  usual  relation  of  rates  as  between 
a  manufactured  product  and  the  raw  material  from  which  it  is  made. 
The  defendants  explain  that  certain  elements  pecuUar  to  the  cotton- 
seed milling  industry  account  for  this  departure  from  the  general  prac- 
tice of  carriers  in  that  regard.  The  product  of  the  cotton  seed  having 
the  greatest  value  is  the  oil,  but  it  forms  a  small  part  of  the  total  weight 
of  the  products  resulting  from  crushing  a  ton  of  seed.  The  meal 
and  huUs  constitute  three-fourths  of  the  weight  of  the  products 
resulting  from  the  milling.  They  are  more  in  the  nature  of  by- 
products, and  the  process  of  milling  adds  Uttle  to  their  value.  While 
it  is  true  that  cotton-seed  meal  at  this  time  is  worth  about  as  much 
as  cotton  seed,  both  the  meal  and  the  huUs  are  largely  used  for  feed- 
ing purposes  and  do  not  ordinarily  move  to  any  great  distance  from 
the  mill.  Coming  into  competition  with  other  feeding  materials, 
as  weU  as  with  the  meal  and  huUs  of  other  mills,  the  defendants 
assert  that  competitive  rates  are  essential  to  insure  their  free  move- 
ment. And  these  considerations  we  think  are  entitled  to  proper 
weight  when  considering  any  relation  of  rates  on  cotton  seed  and 
cotton-seed  products. 
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For  the  reasons  heretofore  stated,  we  do  not  consider  that  the  com- 
plainant has  established  its  contention  that  the  rates  to  Jacksonville 
are  unduly  discriminatory  as  against  that  point  when  compared  with 
the  rates  to  Savannah.  Upon  the  whole  record  we  are  of  the  opinion, 
however,  that  in  a  number  of  instances  the  rates  to  Jacksonville  from 
local  points  on  the  lines  of  the  Central  of  Georgia  are  unjust  and  unrea- 
sonable; and  we  find  that  any  rates  to  that  destination  from  the  local 
points  of  origin  named  in  the  complaint  are  excessive  to  the  extent 
that  they  exceed  the  rates  hereinafter  specified;  which  latter  rates 
we  further  find  to  be  reasonable  as  maximum  rates  for  the  future. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Pate  to 
Jacksonville  must  not  exceed  $2.60  a  ton  of  2,000  pounds,  and  the 
maximum  rate  from  Lewiston  must  not  exceed  $3.10.  The  rates  for 
the  future  from  other  points  of  origin  intermediate  to  Macon  and 
Savannah  must  be  scaled  between  those  two  figures  on  the  combine 
tion  mileage  upon  which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Lawton  to 
Jacksonville  must  not  exceed  $2.70  a  ton,  and  the  maximuin  rate 
from  Westover  must  not  exceed  $2.90.  The  rates  for  the  future 
from  other  points  of  origin  intermediate  to  Millen  and  Augusta  must 
be  scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Donegal  to 
Jacksonville  must  not  exceed  $2.60  a  ton,  and  the  maximum  rate 
from  Brewton  must  not  exceed  $2.90.  The  rates  for  the  future  from 
other  points  of  origin  intermediate  to  Dover  and  Brewton  must  be 
scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Ivey  to 
Jacksonville  must  not  exceed  $3.10,  and  the  maximum  rate  from 
Porterdale  must  not  exceed  $3.40  a  ton.  The  rates  for  the  future 
from  other  points  of  origin  intermediate  to  (}ordon  and  Covington 
must  be  scaled  between  those  two  figures  on  the  combination  mileage 
upon  which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Lorane  to 
Jacksonville  must  not  exceed  $3.10  a  ton,  and  the  maximum  rate 
from  Jonesboro  must  not  exceed  $3.50.  The  rates  for  the  future 
from  other  points  of  origin  intermediate  to  Macon  and  Atlanta 
must  be  scaled  between  those  two  figures  on  the  combination  mileage 
upon  which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Van  Buren 
to  Jacksonville  must  not  exceed  $3.10  a  ton,  and  the  maximum  rate 
from  White  Hall  must  not  exceed  $3.40.  The  rates  for  the  future 
from  other  points  of  origin  intermediate  to  Macon  and  Athens,  except 
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Macheiii  must  be  scaled  between  those  two  figures  on  the  combination 
mileage  upon  which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Bridges 
to  Jacksonville  must  not  exceed  S3.30  a  ton,  and  the  maximum  rate 
from  Rock  Springs  must  not  exceed  $3.90.  The  rates  for  the  future 
from  other  points  of  origin  intermediate  to  Griffin  and  Chattanooga 
must  be  scaled  between  those  two  figures  on  the  combination  mileage 
upon  which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Wilkinsons 
to  Jacksonville  must  not  exceed  $3.10  a  ton,  and  that  rate  must  also 
be  observed  as  a  maximum  from  the  other  points  intermediate  to 
Bamesville  and  Thomaston. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Nankipooh 
to  Jacksonville  must  not  exceed  $3  a  ton,  and  the  maximum  rate 
from  Bexton  must  not  exceed  $3.50.  The  rates  for  the  future  from 
other  points  of  origin  intermediate  to  Columbus  and  Raymond  must 
be  scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Smithville 
to  Jacksonville  must  not  exceed  $2.70  a  ton,  and  the  maximum  rate 
from  Terra  Cotta  must  not  exceed  $3.  The  rates  for  the  future  from 
other  points  of  origin  intermediate  to  Macon  and«  Eufaula  must  be 
scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Wright  to 
Jacksonville  must  not  exceed  $2.90  a  ton,  and  the  maximum  rate 
from  Perry  must  not  exceed  $3.  The  rates  for  the  future  from  other 
points  of  origin  intermediate  to  Fort  Valley  and  Perry  must  be  scaled 
between  those  two  figures  on  the  combination  mileage  upon  which 
the  present  rates  are  based. 

The  maximiim  rate  for  the  future  on  cotton  seed  from  Ashe  to 
Jacksonville  must  not  exceed  $2.60  a  ton,  and  the  maximum  rate 
from  Columbia  must  not  exceed  $3.80.  The  rates  for  the  future  from 
other  points  of  origin  intermediate  to  Smithville  and  Coliimbia  must 
be  scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

The  maximum  rate  for  the  future  on  cotton  seed  from  points  inter- 
mediate to  Cuthbert  and  Fort  Gaines  must  not  exceed  $2.90  a  ton. 

The  maximum  rate  for  the  future  on  cotton  seed  from  Everett  to 
Jacksonville  must  not  exceed  $2.90  a  ton,  and  the  maximum  rate  from 
Box  Springs  must  not  exceed  $3.50.  The  rates  for  the  future  from 
other  points  of  origin  intermediate  to  Fort  Valley  and  Colimibus  must 
be  scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 
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The  maximiim  rate  for  the  future  on  cotton  seed  from  Lacrosse  to 
Jacksonville  must  not  exceed  S2.80  a  ton,  and  the  maximum  rate  from 
Glen  Alta  must  not  exceed  $3.60.  The  rates  for  the  future  from  other 
points  of  origin  intermediate  to  Americus  and  Columbus  must  be 
scaled  between  those  two  figures  on  the  combination  mileage  upon 
which  the  present  rates  are  based. 

No  reparation  will  be  awarded  on  the  shipments  set  up  in  the  original 
complaint.  In  a  supplemental  complaint  filed  with  the  original  com- 
plaint a  claim  for  reparation  is  made  on  two  carload  shipments  of 
cotton-seed  oil  moving  to  Jacksonville  over  the  rails  of  the  Atlantic 
Coast  Line,  one  originating  at  Orangeburg  and  the  other  at  Sumter, 
both  being  points  in  the  state  of  South  Carolina. «  The  charges  were 
actually  collected  at  23^  cents  per  100  pounds,  although  the  rate  then 
legally  in  effect  over  the  route  of  the  movement  was  32  cents.  There 
was  therefore  an  undercharge  on  these  shipments  on  the  basis  of  the 
effective  rate  as  then  published.  But  the  combination  of  local  rates 
then  in  effect  between  Orangeburg  and  Jacksonville  was  21  ^  cents 
and  between  Simiter  and  Jacksonville  was  22^  cents.  At  the  same 
time  the  Seaboard  Air  Line  maintained  a  rate  of  17i  cents  from 
Orangeburg  and  of  18^  cents  from  Sumter.  Under  these  circum- 
stances, and  in  view  of  the  admission  of  the  Atlantic  Coast  Line  that 
the  charges  assessed  on  these  shipments  were  unreasonable,  and  of 
the  fact  that  all  the  defendant  carriers  have  since  published  a  rate  of 
18  cents  from  Orangeburg  and  18i  cents  from  Sumter,  we  find  that 
the  rates  collected  on  these  two  carloads  were  unreasonable  to  the 
extent  that  they  exceeded  the  present  rates,  and  that  the  complainant 
is  therefore  entitled  to  reparation  in  the  sum  of  S64.16,  with  interest 
from  June  28,  1909.  We  further  find  that  the  present  rates  will  be 
reasonable  maximimi  rates  on  cotton-seed  oil  for  the  future  between 
those  points. 

An  order  will  be  entered  awarding  reparation  as  hereinabove  indi- 
cated; and  also  requiring  the  defendants  to  establish  through  routes 
to  Jacksonville  on  cotton  seed  shipped  from  the  points  named  in  the 
complaint,  through  such  jun<;tion  points  as  they  may  select,  and  to 
establish  and  maintain  joint  through  rates  not  in  excess  of  those 

hereinabove  specified.  ^ 
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No8.  2249  and  2205. 
BEEKMAN  LUMBER  COMPANY 

V. 

LOUISIANA  RAILWAY  &  NAVIGATION  COMPANY  ET  AL. 


Submitted  May  tS,  1909.    Decided  June  S,  1910. 


Roptiation  awirded  for  ezcesB  charges  resulting  from  the  miaroutingof  twoahipmenii 

of  lumber. 

0.  H.  Lowry  for  complainant; 

EmerBon  BenUey  for  Louisiana  Railway  &  Navigation  Company. 
J.  S.  WeitseU  for  Illinois  Central  Railroad  Company. 

Repobt  of  the  Commission. 

Knapp,  Chairman: 

The  above  numbered  cases  were  consolidated  for  convenience  and 
will  be  disposed  of  in  one  report.  The  complainant  corporation  ships 
lumber  from  points  in  the  state  of  Louisiana  on  the  Louisiana  Ridl- 
way  &  Navigation  Company  and  routes  the  same  via  the  St.  Louis 
Southwestern,  the  Chicago  &  Eastern  Illinois,  and  other  railroads 
to  various  northern  destinations.  The  initial  carrier  delivers  the 
cars  to  the  St.  Louis  Southwestern  at  Shreveport,  La.,  and  that 
carrier  in  turn  to  the  Chicago  &  Eastern  Illinois  at  Thebes,  HI.  Ordi- 
narily the  lumber  is  shipped  in  care  of  complainant  at  Cypress,  111., 
a  point  33  miles  north  of  Thebes  on  the  Chicago  &  Eastern  Illinois. 
When  the  lumber  reaches  Thebes,  an  intermediate  point,  it  is  recon- 
signed  or  rebilled  from  that  point  to  the  town  where  the  purchaser 
has  his  place  of  business.  In  such  case  the  local  rate  from  Thebes 
to  Cypress  is  not  charged,  but  a  through  rate  applies,  made  up  of  the 
joint  rate  of  16  cents  to  Thebes  plus  the  local  or  joint  rate,  as  the  case 
may  be,  to  final  destination. 

This  reconsignment  privilege  is  authorized  by  Supplement  No.  1 
to  Chicago  &  Eastern  Illinois  tariff  I.  C.  C.  No.  2221,  the  material  provi- 
sions of  which  are  as  follows: 

1.  When  a  diverrion  or  reconsignment  is  requested,  involving  change  of  destination 
or  consignee  of  carload  freight,  and  the  order  for  the  diversion  or  reconsignment  if 
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placed  in  the  hands  of  the  agent  of  the  zailxoad  company  in  time  to  pennit  ttie  diret^ 
■ion  to  be  ananged  for  prior  to  arrival  of  car  at  destination  or  at  specified  reconsigning 
point,  one  change  in  the  destination  or  consignee  will  be  pennitted,  withoat  extn 
chaige,  under  the  following  conditions: 

(a)  The  original  bill  of  lading  is  soirendered  when  recoosigning  ofder  is  placed. 

(b)  The  complete  identity  of  the  freight  is  preserved. 

(e)  That  the  point  at  which  shipment  is  diverted  or  reconsigned  is  on  direct  line  to 
ultimate  destination,  and  no  additional  haul  is  involved.    (See  third  section.) 

(d)  The  rate  from  point  of  origin  to  destination  to  prevail,  provided  all  the  roads 
over  which  the  shipment  travels  join  in  the  same— otherwise,  ttie  sum  of  the  locals  wfll 
prevail  from  and  to  the  reconsigning  point. 

These  provisions  in  substance  permit  reconsignment  or  diyerskm 
at  any  point  on  the  line  of  the  Chicago  &  Eastern  Illinois,  and  the 
application  of  the  through  rate  from  point  of  origin  to  destination, 
providing  all  the  roads  over  which  the  shipment  moves  join  in  the 
rate;  otherwise  the  sum  of  the  locals  is  charged  to  and  from  the  recon- 
signing point.  Whether  or  not  the  other  participating  carriers  join  in 
the  reconsigning  privilege  would  seem  to  be  inmiaterial,  at  least  in  the 
particular  instances  hereinafter  mentioned,  as  the  rates  between 
points  west  and  east  of  the  Mississippi  River  as  a  general  rule  are 
based  upon  that  river,  and  Thebes  is  a  Mississippi  River  crossing. 

Complainant's  reason  for  consigning  shipments  in  the  first  instance 
to  Cjrpress  instead  of  Thebes,  where  the  reconsigning  actually  takes 
place,  appears  to  be  to  avoid  delay  in  crossing  the  Mississippi  River  to 
Thebes.  It  seems  that  when  cars  are  destined  to  Thebes  proper  there 
is  much  trouble  in  transporting  them  across  the  river  because  they 
are  held  in  storage  on  the  west  bank  awaiting  disposition,  while  if 
destined  to  a  point  beyond  Thebes  they  are  promptly  delivered  to  the 
connecting  carrier. 

In  these  cases  reparation  is  sought  for  damages  resulting  from  mis- 
routing,  and  the  facts  relating  to  the  particular  shipments  involved 
appear  to  be  as  follows: 

In  case  No.  2249  the  complainant  on  October  31,  1907,  shipped 
from  Atlanta,  La.,  to  Detroit,  Mich.,  a  carload  of  lumber  wei^iing 
51,600  pounds,  upon  which  there  was  charged  and  collected  the  sum 
of  $268.62.  In  Uie  original  biU  of  lading  Cypress  was  named  as  the 
destination  of  the  shipment,  but  for  the  purpose  of  availing  itself  of 
the  reconsigning  privilege  at  Thebes  complainant  gave  the  following 
routing  instructions: 

Via  Shreveport  care  of  the  St.  L.  8.  W.  Ry.  via  Thebes,  lU.,  care  of  Gbicsfo  4 
Eastern  Illinois  Ry. 

If  the  car  had  been  routed  according  to  these  instructions  the 
amount  properly  charged  would  have  been  $154.80,  based  upon  the 
joint  rate  of  16  cents  from  Atlanta  to  Thebes  and  a  rate  ot  14  cents 
from  Thebes  to  Detroit.    The  through  rate  from  Atlanta  to  Cypress, 
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the  original  destination,  was  21  cents,  made  up  of  the  joint  rate  of  16 
cents  to  Thebes  and  the  local  of  the  Chicago  &  Eastern  Illinois  of  5 
cents  from  Thebes  to  Cypress.  In  this  coxmection  it  is  to  be  noted 
that  the  21-cent  rate  to  Cypres^  applied  also  via  another  route,  the 
factors  of  which  were  a  joint  rate  of  the  Louisiana  Railway  &  Nayiga- 
tion  Company,  the  Yazoo  &  Mississippi  Valley,  and  the  Illinois  Central 
of  16  cents  from  Atlanta  to  Cairo  and  the  5-cent  local  of  the  Chicago 
&  Eastern  Illinois  from  Cairo  to  Cjrpress. 

It  is  conceded  that  the  initial  carrier  did  not  follow  the  routing 
instructions  of  complainant.  Instead  of  taking  the  car  to  Shreve- 
port  and  there  delivering  it  to  the  St.  Louis  Southwestern,  it  took  the 
car  to  Baton  Rouge  and  delivered  it  without  routing  instructions  to 
the  Yasoo  &  Mississippi  Valley,  which  moved  it  to  its  connection 
with  and  delivered  it  to  the  Illinois  Central,  presumably  at  Memphis 
or  in  that  vicinity.  The  Illinois  Central  thereupon  moved  the  car, 
not  by  the  direct  line  to  Cypress  through  Cairo,  to  which  latter  point 
the  l&-cent  joint  rate  from  Atlanta  applied  and  from  which  the  local 
to  Cypress  was  6  cents,  as  above  stated,  but  instead  took  the  car  via 
anotW  line  to  Johnston  City,  HI.,  a  point  about  33  miles  north  of 
Cypress,  and  there  delivered  it  to  the  Chicago  &  Eastern  Illinois, 
which  hauled  it  back  to  Cypress.  It  was  there  reconsigned  to  Detroit 
through  Johnston  City  over  the  Chicago  &  Eastern  Illinois,  the  Grand 
Trunk  Western,  and  the  Detroit  Grand  Haven  &  Milwaukee.  The 
rate  from  Cypress  to  Detroit  by  this  route  was  14  cents,  and  that  rate 
was  charged  and  collected.  But  for  the  transportation  from  Atlanta 
to  Cypress  the  defendants  charged  and  collected  38  cents,  which 
I4>pears  to  be  the  lawful  rate  by  the  route  "over  which  the  shipment 
moved.  This  rate  was  made  up  of  7  cents,  which  was  the  initial 
carrier's  proportion  of  the  joint  rate  to  Cairo,  the  local  rate  of  26 
cents  of  the  Yazoo  &  Mississippi  Valley  and  Illinois  Central  from 
Baton  Rouge  to  Johnston  City  and  the  5-cent  local  of  the  Chicago  & 
Eastern  Illinois  from  Johnston  City  to  Cypress. 

Upon  these  facts  we  hold  that  complainant  is  entitled  to  reparation 
in  the  sum  of  $113.62  with  interest  thereon  from  December  1,  1907. 
Of  this  amount  $26.80  with  interest  should  be  paid  by  the  initial  car- 
rier, the  Louisiana  Railway  &  Navigation  Company,  and  $87.72 
with  interest  by  the  Illinois  Central.  It  appears  plain  to  us  that  the 
Illinois  Central,  which  received  from  the  Yazoo  &  Mississippi  Valley 
without  routing  instructions  a  car  of  lumber  moving  from  Atlanta 
to  Cypress,  was  bound  to  forward  it  to  that  destination  by  the  direct 
route  over  which  to  its  knowledge  the  cheaper  rate  from  Atlanta 
applied,  and  the  Illinois  Central  had  this  knowledge,  for  it  was  a 
party  to  the  joint  rate  above  mentioned  of  16  cents  from  Atlanta  to 
Cairo  and  the  car  was  moving  over  the  route  to  which  that  joint  rate 
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applied.  If  the  Illmois  Central  had  taken  this  car  to  Cairo  and 
there  delivered  it  to  the  Chicago  &  Eastern  Illinois  it  would  have 
reached  Cypress  on  a  combination  rate  of  21  cents  and  could  have 
been  reconsigned  at  that  point,  as  it  was  in  fact,  and  moved  to  Detroit 
at  the  further  charge  of  14  cents,  or  a  total  of  35  cents.  In  that 
case,  notwithstanding  the  mistake  of  the  initial  carrier,  complainant 
would  have  paid  only  5  cents  more  per  100  pounds,  or  $25.80,  than 
would  have  accrued  if  the  car  had  moved  in  accordance  with  the 
routing  instructions.  In  other  words,  the  direct  and  proximate 
consequences  of  the  initial  misrouting  were  an  additional  charge  of 
6  cents,  the  local  from  Thebes  to  Cypress.  The  balance  of  excess 
charges  resulted  from  the  subsequent  error  of  the  Illinois  Central 
in  taking  the  car  to  Johnston  City  instead  of  Cairo.  Following  our 
recent  decision  in  the  DuluOi  dk  Iron  Range  case,  18 1.  C.  C.  Rep.,  485, 
we  reach  the  conclusions  above  stated  and  award  reparation  on  this 
shipment  accordingly. 

In  case  No.  2205  the  complainant  on  November  9,  1907,  shipped  a 
carload  of  lumber  weighing  42,200  pounds  from  Atlanta,  La.,  to  Chi- 
cago, 111.  The  original  destination  of  this  shipment  was  Cypress, 
HI.,  and  complainant  gave  the  same  routing  instructions  and  for  the 
same  reasons  as  in  case  No.  2249.  If  the  car  had  been  routed  accord- 
ing to  these  instructions  the  amount  properly  charged  would  have 
been  S109.72,  based  upon  the  joint  rate  of  16  cents  from  Atlanta  to 
Thebes  and  a  rate  of  10  cents  from  Thebes  to  Chicago.  The  through 
rate  from  Atlanta  to  Cypress,  the  original  destination,  was  21  cents, 
made  up  of  a  joint  rate  of  16  cents  to  Thebes  and  the  local  of  the 
Chicago  &  Eastern  Illinois  of  5  cents  from  Thebes  to  Cypress.  The 
through  rate  to  Chicago  based  on  the  Cypress  combination  was  31 
cents. 

It  is  conceded  that  the  initial  carrier  did  not  follow  the  routing 
instructions  of  complainant.  Instead  of  taking  the  car  to  Shreve- 
port  and  there  delivering  it  to  the  St.  Louis  Southwestern,  it  took  the 
car  to  Baton  Rouge  and  deUvered  it  without  routing  instructions 
to  the  Yazoo  &  Mississippi  Valley.  At  this  point  the  agent  of  thai 
carrier  made  a  clerical  error  and  billed  the  car  to  Chicago  instead  of 
Cypress.  The  Yazoo  &  Mississippi  Valley  thereu[>on  moved  the  car 
to  its  connection  with  and  delivered  it  to  the  Illinois  Central,  which 
completed  the  transportation  to  Chicago.  When  the  car  arrived  in 
Chicago  the  Illinois  Central,  which  in  the  meantime  appears  to  have 
discovered  or  been  advised  of  the  mistake  in  billing  at  Baton  Rouge, 
sent  it  to  Marion,  111.,  at  which  place  it  usually  delivered  shipments  to 
the  Chicago  &  Eastern  Illinois  for  Cypress.  On  arrival  of  the  car  at 
Marion  the  Chicago  &  Eastern  Illinois  refused  acceptance  and  advised 
the  Illinois  Central  that  it  had  no  reconsignment  order  for  the  car 
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and  that  complainant  had  no  industry  at  Cypress.  The  Illinois 
Central  thereu[>on  notified  complainant  and  received  instructions  to 
forward  the  car  to  Chicago  consigned  to  the  American  Car  &  Foundry 
Company.  This  was  done  and  the  car  finally  arrived  in  Chicago  with 
charges  of  S160.70,  which  complainant  paid.  This  amount  was 
made  up  as  follows: 

L.  R.  A  N.  proportion  of  Cairo  rate  7  centa  per  cwt.,  Atlanta  to  Baton  Rouge. .  $29. 54 

Y.  &  M.  V.  and  Illinoifi  Central,  Baton  Rouge  to  Marion,  18  centa  per  cwt 75. 96 

IllinoiB  Centra],  Marion,  111.,  to  Chicago,  10  cents  per  cwt 42. 20 

niinoifl  Central  demurrage  charge,  Marion,  111 10. 00 

Illinois  Centra]  reconsigning  charge,  Marion,  111 3. 00 

Total 160.70 

It  will  thus  be  seen,  notwithstanding  the  misrouting  by  the  initial 
carrier,  that  if  the  mistake  in  billing  at  Baton  Rouge  had  not  occurred 
and  the  Illinois  Central  had  taken  the  car  to  Cairo  and  there  delivered 
it  to  the  Chicago  &  Eastern  Illinois,  as  would  have  been  its  duty  in 
that  case,  the  car  would  have  reached  Cypress,  its  original  destination, 
at  a  charge  of  21  cents  and  could  have  been  there  rebilled  to  Chicago 
for  an  additional  charge  of  10  cents,  or  a  total  of  31  cents,  as  above 
stated,  instead  of  the  35  cents  collected,  which  was  the  combination 
on  Marion  by  the  route  over  which  the  shipment  moved.  In  other 
words,  the  direct  and  proximate  consequences  of  the  initial  misrouting 
were  an  additional  charge  of  5  cents,  as  in  the  other  case,  the  local 
from  Thebes  to  Cypress,  which  would  not  have  accrued  if  the  ship- 
ment had  moved  according  to  routing  instructions.  The  balance  of 
excess  charges,  except  the  item  of  SIO  demurrage,  resulted  from  the 
subsequent  error  of  the  Yazoo  &  Mississippi  Valley  in  rebilling  the 
car  at  Baton  Rouge  to  Chicago  instead  of  Cypress.  The  Illinois 
Central  had  no  tariff  provision  authorizing  a  demurrage  charge  under 
the  circumstances  of  this  case,  and  that  company  should  refund  the 
demiurage,  which  was  wrongfully  collected.  Munroe  dk  Sons  v. 
Michigan  Oentral  R.  R.  Co.,  17  I.  C.  C.  Rep.,  27. 

Upon  these  facts,  and  following  the  DtUuth  dk  Iran  Range  case, 
supra,  we  hold  that  complainant  is  entitled  to  reparation  in  this  case 
in  the  sum  of  S50.98,  with  interest  from  December  1,  1907,  of  which 
$21.10  with  interest  should  be  paid  by  the  initial  carrier,  the  Louisiana 
Railway  &  Navigation  Company,  S19.88  with  interest  by  the  Yazoo 
&  Mississippi  Valley,  and  SIO  with  interest  by  the  Illinois  Central. 

Orders  will  be  entered  accordingly. 
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No.  2691. 
FREEMAN  LUMBER  COMPANY 

ST.    LOUIS,    IRON    MOUNTAIN    &   SOUTHERN   RAILWAY 

COMPANY  ET  AL. 


aubmUUd  March  17, 1910.    Decided  June  10,  1910. 


Batefl  on  cypress  lumber  from  Gleaeon,  Axk.,  to  points  reached  bj  linoi  of  defend- 
ants in  MisBonri,  Kansas,  Ulinoia,  Nebraska,  Iowa,  etc,  foond  onreaaonable. 
Reasonable  rates  prescribed  for  the  futore. 

Q.  H.  Lowry  for  complainant 

James  C.  Jefery^  H.  J.  Campbdl^  and  CharleB  K  PerldM  for 
defendants. 

Report  of  the  Commissiok. 

Clark,  CamnUsrioner: 

The  complainant  corporation  is  engaged  in  the  manofactare,  sale, 
and  shipment  of  cypress  and  hard- wood  lamber.  Its  mills  are  located 
at  Gleason,  Ark.,  a  station  on  the  line  of  defendant  St.  Louis,  Iron 
Mountain  &  Soathem  Railway  Company. 

Complainant  alleges  that  defendants'  rates  on  cypress  and  hard- 
wood Imnber  from  Gleason,  Ark.,  to  all  points  named  in  Missouri 
Pacific  System  tariff  No.  1408,  Southwestern  lines  No.  50,  L  C.  0. 
No.  587,  and  in  Missouri  Pacific  System  tariff  No.  4929, 1.  C.  C.  No. 
5504,  are  unjust  and  unreasonable  and  unduly  discriminatory,  and 
that  defendants'  adjustment  of  rates  on  the  same  commoditi^  from 
territory  in  northeastern  Arkansas,  which  is  hereinafter  more  par- 
ticularly described,  when  compared  with  defendants'  adjustment  of 
rates  from  Gleason,  Ark.,  to  the  same  destinations,  creates  unjust  dis- 
crimination against  complainant  and  its  traffic  in  cypress  and  hard- 
wood lumber  from  Gleason,  and  gives  undue  preference  to  the  points 
in  northeastern  Arkansas. 

While  the  allegations  of  the  complaint  put  in  issue  the  rates  on 
cypress  and  hard-wood  lumber  from  Gleason  to  all  points  of  destina- 
tion named  in  the  tariffs  hereinbefore  specified,  complainant's  real 
grievance,  as  disclosed  at  the  hearing,  is  against  certain  advances 
made  by  defendants  in  their  rates  on  cypress  lumber  from  Oleasoo 
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to  Kansas  City,  Mo.,  and  other  Missouri  Riyer  crossings,  and  points 
in  the  same  territory;  and  also  against  certain  advances  made  by  de- 
fendants in  their  rates  on  both  cypress  and  hard-wood  lamber  from 
Gleason  to  certain  Mississippi  and  Ohio  River  crossings,  taking  St 
Louis,  Mo.,  and  Cairo  and  Thebes,  111.,  as  representative.  Com- 
plainant does  not  in  fact  complain  of  or  assail  defendants'  rates  on 
hard-wood  lumber  from  Gleason  to  western  points,  taking  Kansas 
City  as  representative. 

Gleason,  Ark.,  is  north  of  the  Arkansas  River,  and  approximately 
85  miles  northwest  of  Little  Rock,  Ark.,  on  that  portion  of  the  line 
of  the  St.  Louis,  Iron  Mountain  &  Southern  running  from  Argenta, 
Ark.,  to  Coffey ville,  Kans.  It  is  the  only  point  on  that  division  of 
said  defendants'  line  that  produces  cypress  lumber  in  commercial 
quantities. 

Complainant  established  its  mills  at  Gleason  in  December,  1904. 
For  some  years  prior  to  1903  defendants'  rate  on  cypress  lumber  from 
Gleason  and  other  points  similarly  situated  to  Kansas  City,  Mo., 
was  15  cents  per  100  pounds  in  carloads,  minimum  weight  80,000 
pounds.  A  short  time  prior  to  the  establishment  of  complainant's 
mills  at  Gleason  this  rate  was  raised  to  16  cents  per  100  pounds,  and 
a  similar  increase  was  made  to  all  other  Missouri  River  crossings  and 
to  other  points  of  destination  in  the  same  general  territory.  The 
advanced  rates  last  referred  to  were  in  effect  at  the  time  complainant 
commenced  to  operate  its  mills,  and  were  maintained  without  change 
until  May  3,  1909,  when  the  carriers  made  a  general  advance  of  prac- 
tically 4  cents  per  100  pounds  on  cypress  lumber,  from  Gleason  to  the 
various  Missouri  River  crossings  and  points  west  thereof.  These 
advances  raised  the  rates  to  Kansas  City  from  16  cents  to  20  cents  per 
100  pounds;  to  Leavenworth  and  Atchison,  Kans.,  and  St  Joseph, 
Mo.,  from  17  cents  to  21  cents  per  100  pounds;  to  Omaha  and  Council 
Bluffs,  Iowa,  and  intermediate  points,  from  19  cents  to  23i  cents  per 
100  pounds;  to  Lincoln,  Nebr.,  from  21  cents  to  23i  cents  per  100 
pounds;  to  points  between  Coffey  ville,  Kans. ,  Fort  Scott,  Kans. ,  Joplin, 
Mo.,  and  Kansas  City,  Mo.,  from  16  cents  to  20  cents  per  100  pounds. 
The  rate  to  Wichita,  Kans.,  was  lowered  from  25  cents  to  24i  cents  per 
100  pounds,  and  to  Topeka,  Kans.,  the  rate  was  increased  from  21  cents 
to  24i  cents  per  100  pounds.  The  cypress  lumber  rates  to  points 
between  St  Louis  and  Kansas  City,  Mo.,  were  not  raised.  No  changes 
were  made  in  the  hard- wood  lumber  rates  from  Gleason  to  any  of  the 
points  west  thereof. 

Prior  to  the  advances  complained  of,  the  rates  on  cypress  lumber 
from  Gleason  to  the  west  and  northwest  were  the  same  as  the  rates 
on  hard-wood  lumber;  and  generally  speaking,  prior  to  said  advance 
<;ypres8  lumber  was,  for  the  purposes  of  rate  making,  grouped  with 
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the  hard  woods  at  all  points  north  of  the  Arkansas  River.  It  b 
claimed  by  defendants  that  the  advance  in  the  cypress  lumber  rate 
was  caused  by  taking  cypress  out  of  the  hard- wood  group  and  placing 
it  in  the  group  with  yellow  pine,  but  the  evidence  and  the  tariffs  show 
that  when  cypress  was  taken  from  the  hard-wood  group  and  placed 
in  the  group  with  yellow  pine,  the  rates  on  cypress,  yellow  pine,  and 
hard  woods  from  Gleason  to  the  western  points  above  referred  to  were 
all  the  same.  Therefore  the  increases  in  the  cypress  rates  were  caused 
by  first  grouping  cypress  with  yellow  pine  and  then  raising  the  yel- 
low-pine rates. 

When  defendants  advanced  their  rates  on  yellow  pine,  they  estab- 
lished five  groups  of  rates,  numbered  from  1  to  5,  inclusive.  Taking 
Kansas  City  as  an  illustrative  destination,  the  rate  on  yellow  pine  from 
all  Group  1  points  was  made  17  cents;  from  Group  2  points,  18  cents; 
from  Group  3  points,  20  cents;  from  Group  4  points,  22  cents; 
and  from  Group  5  points,  24  cents  per  100  pounds,  and  the  same 
rates  applied  on  cypress. 

Generally  speaking.  Group  5  points  include  all  the  territory  sooth 
of  the  Arkansas  River  and  the  line  of  the  Choctaw,  Oklahoma,  and 
Gulf,  from  Argenta,  Ark.,  to  Forest  City,  Ark.,  and  between  the  Red 
and  Mississippi  rivers.  Group  4  points  include  a  small  territory  run- 
ning north  from  Argenta  as  far  as  Austin,  Ark.,  and  from  Argenta 
as  far  east  as  Forest  City,  and  north  from  Forest  City  to  Wynne, 
Ark.  Group  3  points  include  a  triangular  territory,  running  from 
Diaz,  Ark.,  on  the  St.  Louis,  Iron  Mountain  &  Southern,  southwest- 
erly toward  Beebe,  Ark.,  thence  along  the  north  line  of  Group  4  to 
Wynne,  and  thence  northwesterly  to  Diaz.  Group  2  rates  apply  from 
the  territory  north  of  Diaz  as  far  as  Neeleyville,  Mo.,  thence  from 
Neeleyville  to  Memphis,  Tenn.,  and  from  Memphis  to  Wynne.  A  few 
points  south  of  and  including  Forest  City,  Ark.,  take  Group  3  rates. 
All  points  on  the  St.  Louis,  Iron  Mountain  &  Southern,  from  CSulet, 
Mo.,  south  as  far  as  Neeleyville  and  east  to  the  Mississippi  River, 
take  Group  1  rates.  All  points  on  the  St.  Louis,  Iron  Mountain  & 
Southern,  from  Diaz  as  far  as  Melva,  Mo.,  on  the  branch  of  the  St 
Louis,  Iron  Mountain  &  Southern,  running  from  Diaz  to  Carthage, 
Mo.,  and  all  points  on  the  St.  Louis,  Iron  Mountain  &  Southern, 
from  Ozark,  Mo.,  to  Coffey ville,  Eans.,  on  the  line  running  from 
Argenta,  Ark.,  to  Coffey  ville,  also  take  Group  1  rates.  All  stm- 
tions  on  the  branch  last  mentioned,  from  Russellville,  Ark.,  west  to 
Altus,  Ark.,  take  Group  2  rates,  and  all  points  on  the  same  branch, 
from  Coal  Creek,  Ark.,  to  Russell  ville.  Ark.,  including  Gleason,  take 
Group  3  rates. 

As  before  observed.  Group  2  rates,  on  the  line  of  the  St.  Louis,  Iron 
fountain  &  Southern  running  from  Argenta,  Ark.,  to  Coffeyrille, 
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Kbds.,  apply  approximately  from  Russellville,  a  point  about  40  miles 
west  of  Gleason.  Group  2  rates  apply  from  Kussellville  as  far  west 
as  AltuB  or  Ozark,  a  distance  of  approximately  40  miles;  but  with  the 
exception  of  Gleason,  there  is  no  point  on  that  portion  of  the  line  of 
the  St.  LfOuis,  Iron  Mountain  &  Southern  that  produces  cypress  lum- 
ber in  commercial  quantities.  The  application  of  the  Group  2  rates 
from  Russellville,  was  apparently  the  result  of  arbitrary  action,  as 
defendants  do  not  contend  that  any  i*easons  existed  for  establishing 
the  Group  2  rate  from  that  point  except  that  in  fixing  the  lines  of  the 
group  some  point  had  to  be  taken.  Group  2  rates  apply  from  the 
territory  hereinbefore  mentioned,  northwest  of  Memphis  as  far  as 
Neeleyville,  and  southwest  from  Neeleyyille  as  far  as  Diaz,  and  the 
distance  from  the  points  in  that  group,  whether  carried  through  St 
Louis  to  Kansas  City,  or  through  Diaz  and  Carthage  to  Kansas  City, 
are  as  great  if  not  greater  than  from  Gleason,  from  which  point 
defendants  apply  the  Group  3  rate. 

Under  all  the  facts  and  circumstances  of  the  record,  we  find  that 
defendants^  rates  on  cjrpress  lumber  from  Gleason  to  Kansas  City,  and 
other  Missouri  River  points  and  points  west  thereof,  should  not  be 
higher  than  the  rates  now  applied  by  defendants  from  Group  2  points 
to  Kansas  City,  or  18  cents  per  100  pounds,  in  carloads,  minimum 
weight  80,000  pounds;  that  the  rates  from  Gleason  to  the  other  Mb- 
Bouri  River  points  and  points  west  thereof  should  not  be  more  than 
their  present  differential  above  the  rate  from  Gleason  to  Kansas  City 
herein  found  to  be  reasonable,  and  that  the  rates  to  such  other  Mis- 
souri River  crossings  and  points  west  thereof  are  unjust  and  unrea- 
sonable, to  the  extent  that  they  exceed  the  rate  of  18  cents  per  100 
pounds  to  Kansas  City,  by  more  than  their  present  differential  above 
the  Kansas  City  rate.  This  will  result  in  establishing  the  following 
rates  from  Gleason  to  the  points  named:  To  Kansas  City,  18  cents  per 
100  pounds;  to  Leavenworth  and  Atchison,  Kans.,  and  St.  Joseph, 
Mo.,  19  cents  per  100  pounds;  to  Omaha  and  Lincoln,  Nebr.,  and 
Council  Bluffs,  Iowa,  2H  cents  per  100  pounds,  and  to  all  points 
between  Coffey  ville,  Kans.,  Joplin,  Mo.,  Fort  Scott,  Kans.,  and  Kan- 
sas City,  Mo.,  18  cents  per  100  pounds. 

The  points  above  named  are  taken  as  representative  of  the  destina- 
tions named  in  the  tariffs  specified  in  the  complaint,  and  it  is  expected 
that  the  defendants  will  adjust  their  rates  from  Gleason  to  the  other 
points  named  in  such  tariffs  in  harmony  with  this  report,  and  until 
such  adjustment  is  made  this  feature  of  the  case  will  be  held  open  for 
further  action  by  the  Commission  if  that  shall  be  necessary. 

Prior  to  March  1, 1907,  defendants'  i-ates  on  cypress  and  hard-wood 
lumber  from  Gleason  to  St  Louis,  Mo.,  and  Cairo,  111.,  had  been  13 
and  11  cents  per  100  pounds,  respectively,  but  on  the  date  last  men- 
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tioned  the  St.  Loais  rates  were  raised  to  16  cents  and  the  Gairo  rates 
to  13  cents,  and  the  Cairo  rates  at  that  time  were  made  applicable  to 
Thebes.  This  two-cent  advance  was  general  thronghoat  that  territory, 
and  also  applied  to  northeastern  Arkansas,  which  indades  all  the  terri- 
tory north  of  the  Arkansas  River  and  on  and  east  of  the  line  of  the 
St.  Louis,  Iron  Mountain  &  Southern.  It  will  be  observed  that  at 
that  time  the  rates  on  cypress  and  hard-wood  lumber  from  Gleason  to 
the  points  mentioned  were  the  same  and  the  same  rates  also  applied  on 
yellow  pine.  On  December  12, 1908,  the  rate  on  cypress  from  Gleason 
to  St.  Louis  was  raised  to  18  cents  and  the  rate  on  hard  wood  to  16^  ceats 
per  100  pounds;  and  to  Cairo  the  cypress  rate  was  raised  from  11  to 
16  cents  and  the  hard- wood  rate  from  11  to  IH  cents  per  100  poanda. 
The  rates  last  named  were  likewise  made  applicable  from  Gleason  to 
Thebes.  On  June  15, 1909,  a  few  days  subsequent  to  the  filing  of  the 
complaint  in  this  case,  the  defendants  reduced  the  Gleason-St.  Loaia 
hard-wood  rate  to  15  cents  per  100  pounds  and  the  Gleason  to  Cairo 
and  Thebes  rate  from  14i  to  13  cents  per  100  pounds,  and  those  rates 
are  now  in  effect  in  Missouri  Pacific  tariff,  I.  C.  C.  A-1472. 

At  the  time  the  defendants  made  the  advance  in  the  rates  on  cypreaa 
and  hard  woods  from  Gleason  to  St.  Louis,  Cairo,  and  Thebes  effec- 
tive, December  12,  1908,  they  also  advanced  their  rates  on  hard  wood 
from  points  in  northeastern  Arkansas  along  the  line  of  the  St  Loois, 
Iron  Mountain  &  Southern  from  Argenta,  Ark.,  north  to  NeeleyviUe, 
which  is  approximately  on  the  state  line  between  the  states  of  Arkan- 
sas and  Missouri.  They  also  advanced  the  rates  on  hard  wood  from 
stations  on  the  line  of  the  St.  Louis,  Iron  Mountain  &  Southern  ran* 
ning  west  from  Diaz,  Ark.,  as  far  as  Melva,  which  ia  approxinoately 
on  the  state  line  between  Arkansas  and  Missouri.  The  advances  also 
applied  to  points  east  of  the  line  of  the  St.  Louis,  Iron  Mountain  A 
Southern  running  from  Argenta  to  Neeley  ville  and  up  to  the  Miasia- 
sippi  River;  and  when  defendants  reduced  the  hard-wood  rates  from 
Gleason  to  St.  Louis,  Cairo,  and  Thebes,  on  June  16, 1909,  they  made 
similar  reductions  in  bard- wood  rates  to  points  in  the  territory  in 
northeastern  Arkansas,  hereinbefore  referred  to.  This  reduction 
practically  put  the  rates  from  all  hard- wood  producing  points  north  of 
the  Arkansas  River  to  St  Louis,  Cairo,  and  Thebes  on  the  same  basiB 
that  existed  March  1,  1907.  However,  in  reducing  the  hard-wood 
rates  from  Gleason  to  St  Louis,  Cairo,  and  Thebes  the  defendants 
made  no  reduction  in  the  cypress  rates  from  Gleason  to  the  sama 
points. 

In  establishing  the  rates  on  cypress  and  yellow  pine  to  Missouri 
River  crossings  and  other  western  destinations  from  the  group  points 
hereinbefore  referred  to,  the  defendants  have  a  fixed  differentkl  above 
the  rates  on  hard  wood  to  the  same  destinations;  bat  in  estaUiahing 
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the  rates  on  hard  woods,  cypress,  and  yellow  pine  to  St.  Louis,  Cairo, 
and  Thebes  from  points  north  of  the  Arkansas  Riyer,  the  defendants 
have  established  the  same  rate  on  the  different  classes  of  the  forest 
products  .named,  except  from  stations  on  the  line  of  the  St.  Louis, 
Iron  Mountain  &  Southern  running  west  from  Argenta  to  Coffeyville, 
Kans.,  including  Gleason.  In  other  words,  from  all  points  northeast 
of  Gleason  the  rates  on  cypress,  yellow  pine,  and  the  hard  woods  to 
St  Louis,  Cairo,  and  Thebes  are  the  same. 

Defendants  admit  that,  while  they  have  established  a  fixed  differen- 
tial on  yellow  pine  and  cypress  over  hard  woods  from  various  produc- 
ing points  to  the  Missouri  River,  in  adjusting  their  rates  to  the 
Mississippi  River  crossings  they  have  not  attempted  to  carry  out  any 
such  relationship.  They  also  say  that  wherever  the  rates  on  yellow 
pine,  cypress,  and  the  hard  woods  from  points  in  northeastern  Arkan- 
sas  are  the  same  it  results  from  coincidence  and  not  from  any  fixed 
plan.  However,  Gleason  and  the  points  located  on  the  line  of  the  St 
Louis,  Iron  Mountain  &  Southern  running  from  Argenta  to  Coffey- 
ville are  the  only  points  that  are  excepted  from  the  general  adjustment 
in  northeastern  Arkansas  under  which  the  rates  on  yellow  pine,  cypress, 
and  the  bard  woods  are  the  same. 

After  a  full  consideration  of  all  the  facts  and  circumstances  we  find 
that  defendants'  rates  on  cypress  from  Gleason  to  St.  Louis  are  unjust 
and  unreasonable,  to  the  extent  that  they  exceed  15  cents  per  100 
pounds;  and  that  the  rates  on  cypress  from  Gleason  to  Cairo  and 
Thebes  are  unjust  and  unreasonable  to  the  extent  that  they  exceed 
13  cents  per  100  pounds.  We  can  not  find,  on  the  present  record,  that 
the  rates  on  hard  woods  from  Gleason  to  St.  Louis,  Cairo,  and  Thebes 
are  unjust  and  unreasonable,  as  the  present  adjustment  of  the  hard- 
wood rates  from  Gleason  to  those  points  is  practically  the  same  as  it 
was  after  the  general  advance  in  1907  and  not  out  of  line  with  the 
adjustment  at  other  points  in  the  general  producing  territory  of  which 
Gleason  is  a  part. 

An  order  will  be  entered  in  accordance  with  the  views  expressed 
herein. 
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No.  2106. 
JOSEPH  ULLMAN 

V. 

AMERICAN  EXPRESS  COMPANY  ET  AL. 


Suhmitted  March  SO,  1909.    Decided  June  15,  19t0. 


Orlgiual  complaint  herein  alleged  unreasonable  rated,  bnt  did  not  aak  for  reptL- 
ration.  The  €k>mmi8sion  ordered  reduction  of  rates,  and  subsequently 
complainant  instituted  this  proceeding  for  reparation;  Held,  That  under 
Rule  206  of  €k>nference  Rulings  Bulletin  No.  4  complaint  should  be 
dismissed. 

Isodc  Weil  for  complainant. 

O^BrieUj  Boardman^  Piatt  <&  Littleton  for  United  States  Express 
Company. 

T.  B.  Harrison^  jr.j  for  American  Express  Company, 

Report  of  the  Comkissiok. 

Knapp,  Chairman: 

By  complaint  filed  December  6,  1907,  and  amended  May  26,  1906, 
complainant  alleged  that  defendants'  rates  for  the  transportation  of 
raw  furs  from  St  Paul  to  New  York  were  unreasonable,  and  that 
defendants  unlawfully  applied  to  this  commodity  a  lower  rate  when 
consigned  to  themselves  at  New  York  for  shipment  abroad  than  when 
sent  to  any  other  consignee  for  that  purpose.  No  reparation  was 
asked.  By  order  of  June  25,  1908,  defendants  were  required  to  re- 
duce their  domestic  rate  on  raw  furs,  St  Paul  to  New  York,  from 
$4.50  to  $8.50  per  100  pounds,  and  to  extend  to  complainant  and  other 
shippers  of  raw  furs  for  export  their  inland  exjwrt  rate  (14  L  C  G 
Rep.,  840). 

By  a  new  complaint,  filed  February  5,  1909,  complainant  insti- 
tuted the  present  proceeding,  in  which  reparation  is  sought  in  the 
sum  of  $188.83,  upon  shipments  of  furs  from  St  Paul  to  New  York 
prior  to  the  effective  date  of  the  GHnmission's  order  in  the  original 
proceeding,  the  amount  involved  representing  the  difference  between 
said  rates  of  $4.50  and  $8.50  as  applied  to  complainant's  shipmenta 
It  thus  appears  that  complainant  instituted  one  proceeding  in  which 
he  sought  relief  for  the  future;  and,  having  been  successful  thadn, 
has  instituted  a  second  proceeding  in  which  he  seeks  r^>arati<Mi  en 
lunt  of  past  shipments  upon  the  basis  established  l^  the  Com* 
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mission  for  the  fatore.  Defendants  contend  that  if  complainant 
desired  an  award  of  reparation  he  should  have  given  notice  to  that 
effect  in  his  original  complaint,  and  haying  failed  to  do  so  should 
now  be  estopped  from  claiming  damages  upon  shipments  which 
moved  prior  to  the  filing  of  such  complaint 

With  this  contention  we  are  inclined  to  agree.  As  has  been  hereto- 
fore suggested,  the  Commission  is  not  disposed  to  try  complaints 
by  piecemeal.  If  a  complainant  desires  to  secure  reparation  upon 
traffic  in  respect  of  which  he  also  seeks  reduction  of  the  rate  for 
the  future,  we  think  he  may  reasonably  be  required  to  present  his 
whole  case  at  once.  The  Commission  enforces  in  its  investigations 
only  the  most  elementary  rules  of  procedure,  requiring  merely  that 
the  complaint  shall  set  forth  concisely  an  alleged  violation  of  the 
act.  It  is  aimed  to  avoid  technical  rules  which  might  impede  the 
way  to  substantial  justice,  and  to  determine  each  case  upon  the 
merits  alone.  Obviously,  however,  it  is  in  the  interest  of  good  admin- 
istration that  an  entire  case  should  be  presented  to  the  Commission 
and  to  the  defendants. 

Cases  are  ordinarily  assigned  for  hearing  at  some  point  convenient 
to  the  complainant;  but  each  hearing  involves  attendance  by  a  mem- 
ber of  the  Commission  or  an  examiner,  and  of  the  defendants'  counsel 
and  witnesses,  at  the  place  assigned.  If,  after  an  order  for  the 
future  is  secured,  complainant  may  institute  another  proceeding  for 
reparation  on  past  shipments,  a  second  hearing  beeves  necessary 
which  may  involve  an  expenditure  of  public  funds  and  a  hardship 
upon  defendants  quite  out  of  proportion  to  the  amount  sought  to  be 
recovered.  Moreover,  it  does  not  follow,  because  the  Commissicm 
has  found  a  rate  unreasonable  and  established  a  lower  rate  for  the 
future,  that  the  former  rate  was  unreasonable  at  all  times  in  the  past; 
and  therefore,  in  such  a  proceeding  as  this,  a  second  and  independent 
investigation  would  be  unavoidable.  These  are  among  the  practical 
considerations  which  impel  us  to  condemn  the  trial  of  cases  by  piece- 
meal and  to  uphold  the  general  principle  that,  so  far  as  may  be 
practicable,  the  defendant  carrier  should  be  apprised  in  one  proceed- 
ing of  the  entire  relief  sought  in  respect  of  the  subject-matter  of  the 
complaint 

Reparation  will  not  ordinarily  be  awarded  in  a  formal  case  attack- 
ing a  rate  as  unreasonable  unless  intent  to  demand  reparation  is 
specifically  disclosed  in  the  complaint  or  in  an  amendment  thereto 
filed  before  the  submission  of  tiie  case.  The  Commissicm  will  of 
course  reserve  the  right  to  deal  as  may  be  deemed  proper  with  a 
claim  for  reparation  disclosing  unusual  circumstances,  where  appli- 
cati<m  of  the  general  rule  might  be  unjust  or  inequitable  (Conference 
Rulings  Bulletin  No.  4,  Rule  206).  The  present  complaint  will  ac- 
cordingly be  dismissed. 
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No.  1063. 
HILLSDALE  COAL  &  COKE  COMPANY 

v. 
PENNSYLVANLi  RAILROAD  COMPANY. 


SubmitUd  January  tS,  1909.    Decided  Monk  7, 1910. 


1.  To  the  physical  capacity  of  a  coal  mine  the  defendant  adds  its  commercial  capacity 

tested  by  the  shipments  made  from  it  during  the  preceding  12  months,  and 
divides  the  sum  by  two;  these  two  hcUm  being  revised  quarterly  the  mine  ia 
thus  given  a  constantly  corrected  rating  in  the  distribution  of  coal  can  daring 
percentage  periods.  If  this  basis  is  equitably  applied  to  all  mines  served  by 
the  defendant  the  Commission  is  unable  to  see  that  it  results  in  an  unequal* 
unhiir,  or  discriminatory  distribution  of  its  equipment. 

2.  The  complainant's  contention  that  physical  capacity  alone  is  the  hii  and  aoond 

basis  for  rating  coal  mines  toit  car  distribution  is  not  sustained;  the  utmosC 
obligation  of  a  carrier  under  the  law  is  to  equip  itself  with  suflScieni  can  to 
meet  the  requirements  of  a  mine  for  actual  shipment;  and  it  is  of  no  real  con- 
cern to  the  carrier  what  are  the  physical  possibilities  cl  a  mine  in  the  way  of 
dafly  output  except  as  that  facUMr  may  afford  some  measure  of  what  its  actual 
shipments  will  be. 

8.  The  Commission  reaffirms  its  previous  ruling  to  the  effect  that  the  owner  ol  private 
can  is  entitled  to  their  exclusive  use  and  that  foreign  railway  fuel  can  assigniwl 
to  a  particular  mine  can  not  be  delivered  to  another  mine;  but  it  again  holds 
that  all  such  can  must  be  counted  against  the  distributive  share  ol  the  mine 
receiving  them.  It  is  therefore  HeU  That  the  defendant's  rule,  providing 
that  the  capacity  in  tons  of  such  ''assigned"  can  shall  be  deducted  from  thm 
rated  capacity  of  the  mine  receiving  them  and  that  the  remainder  is  to  b« 
regarded  as  the  rated  capacity  of  the  mine  in  the  distribution  of  all  "unaasigDed  " 
cars,  is  unlawful  and  discriminatory. 

4.  The  defendant's  contention  that,  so  long  as  the  petitioner  receives  all  the  coal  can 
it  is  entitled  to,  it  has  no  right  to  complain  because  some  other  operator  recaivea 
an  undue  proportion  of  can  is  not  sustained.  The  law  not  only  gives  thm 
shipper  a  right  to  an  equal  or  a  justly  ratable  use  of  the  facilities  ol  an  intentefea 
carrier  but  the  assurance  also  that  no  other  shipper  shall  bm  ratably  better  aft 
the  hands  of  the  carrier. 

6.  The  question  of  damages,  which  the  complainant  daime  to  have  suffered  aa  thm 
result  of  the  discriminationB  herein  found  to  have  been  practiced  against  it» 
reserved  for  further  argument. 

David  L.  Erebi  and  Harry  White  for  complainant. 
Francis  I.  Oowen,  Oearge  V.  Massey,  and  Murray  <t  O'La/ugktm 
(or  Pennsylvania  Railroad  Company. 


Digitized  by 


Google 


HnJiRDAT.B  COAL  A  COKE  CO.  V.  P.  B.  B.  Ca  867 

Report  of  the  Commission. 

Hablan,  Commissioner: 

In  this  group  of  cases,  of  which  the  above-entitled  complaint  has 
been  selected  as  the  one  in  which  the  views  of  the  Commission  may 
best  be  expressed,  the  petitioners  bring  to  our  attention  the  method 
or  rules  in  effect  on  the  lines  of  the  defendant,  during  the  period 
mentioned  in  the  complaints,  for  the  distribution  of  coal  cars  among 
the  coal  mines  which  the  defendant  serves.  In  each  case  the  peti- 
tioner demands  an  order  by  the  Commission  requiring  the  defendant 
so  to  change  or  modify  its  rules  that  the  distribution  of  its  coal-car 
equipment  may  be  made  on  what  they  regard  as  a  more  equitable 
and  just  basis.  Damages  in  large  amounts  are  also  asked  in  order 
that  the  several  complainants  may  be  compensated  for  losses  which 
they  claim  to  have  suffered  by  reason  of  the  alleged  failure  of  the 
defendant  during  the  period  of  the  action  to  give  them  the  number 
of  cars  that  they  were  justly  entitled  to  receive. 

The  consideration  of  these  complaints  has  been  deferred  because, 
when  they  were  submitted  for  decision,  there  were  pending  in  the  lower 
courts  and  before  the  Supreme  Court  of  the  United  States  cases  involv- 
ing not  only  the  question  of  the  soundness  and  legality  of  the  rulings 
heretofore  made  by  the  Commission  respecting  the  distribution  of  coal 
cars  by  interstate  carriers,  but  involving  also  the  power  and  authority 
of  the  Commission  to  control  and  enter  orders  in  respect  to  the  prac- 
tices of  interstate  carriers  in  such  matters.  Under  the  circumstances 
it  seemed  wise  to  await  the  final  disposition  of  those  cases  in  the 
court  of  last  resort  before  making  any  further  announcement  of  our 
views  with  respect  to  the  matter  of  coal-car  distribution;  and  this 
course  seemed  particidarly  desirable  in  view  of  the  fact  that  the 
defendant  in  this  proceeding,  although  not  a  party  to  any  of  the  appeals 
in  the  Supreme  Court  of  the  United  States,  had  been  permitted,  upon 
its  special  request  and  because  of  its  interest  in  the  questions  involved, 
to  participate  in  the  argument  and  presentation  of  the  cases  before 
that  court. 

The  general  status  of  the  question  before  the  Commiaaion  may  be 
readily  ascertained  by  an  examination  of  our  decisions  in  one  or  two 
formal  proceedings  since  the  passage  of  the  so-caUed  Hepburn  Act. 
In  Railroad  Oommissian  of  Ohio  v.  H.  V.  Ry.  Co.,  12 1.  C.  C.  Rep.,  398, 
we  held  that  while  a  carrier  during  periods  of  car  shortage  might  not 
assign  privately  owned  cars  to  operators  other  than  their  owners,  and 
might  not  assign  foreign  railway  fuel  cars  to  any  mines  except  those  to 
which  they  had  been  manifested  by  the  foreign  lines,  it  must  never- 
ihelesB  count  aU  such  cars  against  the  distributive  share  of  the 
respective  mines  to  which  the  private  cars  belonged  or  to  which  the 
foreign  railway  fuel  cars  had  been  consigned;  and  in  case  the  private 
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cars  or  foreign  railway  fuel  cars  so  delivered  to  a  mine  were  not 
sufficient  to  fill  out  its  distributive  share  of  available  coal  cars,  it 
shoidd  have  in  addition  only  so  many  of  the  system  cars  of  the  carrier 
as  might  be  necessary,  when  added  to  the  private  or  foreign  railway 
fuel  cars  so  received  by  it,  to  make  up  its  full  ratable  proportion  of  the 
total  available  coal  cars  of  all  classes.  We  also  held  that  aU  foreign 
railway  fuel  cars  consigned  to  a  particular  operator,  and  aU  private 
cars  owned  by  a  particular  operator,  must  be  delivered  to  that  oper- 
ator, even  though  their  number  might  exceed  the  ratable  proportion 
of  the  particular  mine  in  the  distribution  of  available  cars. 

The  order  then  entered  to  give  effect  to  these  conclusions  was  ac- 
cepted by  the  defendant  in  that  proceeding.  But  when  the  same 
general  principle  was  applied  by  the  Commission  in  Traer  v.  O.  <t  A, 
R.  R.  Co,,  13  I.  C.  C.  Rep.,  451,  to  the  distribution  of  company  fuel 
cars  the  defendant  in  the  latter  proceeding  declined  to  accept  our 
order  either  as  one  within  the  power  of  the  Conmiission  to  enter  or  as 
a  just  and  proper  disposition  of  the  contention  made  upon  the  record. 
In  the  same  report  we  disposed  of  similar  complaints  by  the  same 
petitioner  against  the  Illinois  Central  Railroad  Company  and  the 
Chicago,  Peoria  &  St.  Louis  Railway  Company.  These  companies 
also  declined  to  obey  our  order.  The  result  was  proceedings  in  the 
United  States  circuit  court  for  the  northern  district  of  Illinois,  the 
Illinois  Central  and  the  Chicago  &  Alton  being  the  moving  parties,  in 
which  that  court  held  that  the  complainant  carriers  were  not  en- 
titled to  relief  from  that  part  of  the  orders  of  the  Commission  that 
required  private  and  foreign  railway  fuel  cars  to  be  taken  into  ao- 
coimt  against  the  distributive  share  of  the  coal  companies  receiving 
them,  but  were  entitled  to  an  injimction  restraining  the  enforcement 
of  the  orders  of  the  Commission  in  so  far  as  they  related  to  the  can 
employed  by  the  complaining  carriers  in  hauling  their  own  fuel  coaL 
From  this  decree  an  appeal  to  the  Supreme  Court  of  the  United  States 
was  prosecuted  by  the  Commission  and  the  whole  question  was  con- 
sidered by  that  tribunal  in  Interstate  Commerce  Commission  v.  /.  (7. 
B.  R.  Co.,  215  U.  S.  452,  and  Interstate  Commerce  Commission  v. 
O.  <k  A.  R.  R.  Co.,  215  U.  S.  479,  in  which  decisions  have  lately 
been  annoimced. 

The  court  there  held,  as  the  Commission  had  previously  held  in 
BaUdk  River  Coal  Co.  v.  B.dkO.  B.  R.Oo.,  14  I.  C.  C.  Rep.,  86,  that 
the  basis  adopted  by  an  interstate  carrier  for  the  distribution  of  coal 
cars  among  coal  operators  upon  its  lines  was  a  regulation  or  practice 
''affecting  rates*'  as  that  phrase  is  used  in  section  15  of  the  amended 
act  to  regulate  commerce,  and  as  such  was  a  matter  within  the  regu- 
lative power  of  the  Conmiission.  It  was  also  held  that  the  fuel  can 
of  an  interstate  carrier,  in  which  it  hauls  fuel  for  its  own  use,  are 
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instruments  of  interstate  commerce  as  fully  as  are  its  system  cars  in 
which  commercial  coal  is  hauled  for  shippers;  and  consequently  "  thai 
such  cars  are  embraced  within  the  governmental  power  of  regulation 
which  extends,  in  time  of  car  shortage,  to  compelling  a  just  and  equi- 
table distribution  and  the  prevention  of  an  imjust  and  discrimina- 
tory one."  Drawing  attention  to  the  distinction  that  must  neces- 
sarily be  observed  by  the  courts  between  the  power  to  regulate  and 
the  unwise  exercise  of  the  power  in  a  given  case,  that  court  disclaimed 
for  itself,  and  also  denied  to  any  other  federal  court,  the  right  to 
usurp  the  purely  administrative  functions  of  the  Commission  by  sub- 
stituting a  regulation  that  the  court  might  deem  wise  for  one  which  it 
considered  the  Commission  in  the  exercise  of  its  conceded  power  had 
inexpediently  adopted.  The  decree  of  the  lower  court  enjoining  the 
enforcement  of  the  order  of  the  Commission,  in  so  far  as  it  related  to 
the  distribution  of  company  fuel  cars,  was  therefore  reversed. 

It  thus  appears  that  the  orders  of  Uie  Commission  with  respect  to 
the  distribution  of  coal  cars  by  interstate  carriers,  as  expressed  in 
the  several  cases  referred  to,  remain  unaffected  by  the  attacks  that 
have  been  made  upon  them  in  the  coiu*ts.  And  our  further  con- 
sideration of  these  questions  in  connection  with  (Ms  group  of  cases 
has  confirmed  our  conviction  that  the  general  principles  underlying 
the  disposition  made  of  the  previous  cases  are  both  sound  and  just. 
We  shall  therefore  proceed  to  ascertain  what  has  been  and  is  now  the 
practice  of  the  defendant  in  respect  to  the  distribution  among  coal 
operators  of  its  available  coal-car  equipment,  and  how  far  it  differs, 
if  at  aU,  from  what  the  Commission  has  regarded  and,  in  the  cases 
referred  to,  has  annoimced  as  the  just  and  equitable  basis  of  distribution. 
It  may  be  weU,  however,  first  to  say  a  word  in  respect  to  the  method 
or  basis  in  effect  on  the  lines  of  the  defendant  for  assigning  to  each  of 
the  coal  mines  that  it  serves  a  daily  output  rating  for  determining  its 
proportion  in  the  distribution  of  coal  cars,  that  being  one  of  the  prac- 
tices of  the  defendant  of  which  complaint  is  made  by  the  petitioner 
herein,  as  well  as  by  the  petitioners  in  the  other  cases  in  this  group. 

In  Raa  it  River  Coal  Co.  v.  B.  <k  0.  R.  R.  Co.,  14  I.  C.  C.  Rep.,  86, 
it  appeared  that  the  method  of  rating  mines  adopted  by  that  carrier 
involves  two  principal  factors,  (a)  the  physical  capacity  of  the  mine, 
and  (()  its  commercial  capacity.  The  physical  capacity  is  ascer- 
tained in  the  manner  explained  in  oiur  report  of  that  case  {id.,  p.  93) 
and  the  method  need  not  therefore  again  be  described.  It  will  suffice  to 
say  that  it  is  substantially  the  plan  now  generally  foUowed  by  coal- 
carrying  roads.  The  commercial  capacity,  or  the  requirement  (A  a 
mine  for  cars  as  tested  by  its  actual  shipments,  is  arrived  at  by  taking 
the  volume  of  the  shipments  made  by  a  mine  during  a  period  of  free- 
car  supply,  usually  of  four  months  and  generaUy  from  April  1  to  Au- 
gust 1 ,  in  each  of  the  two  preceding  years.    The  three  figures,  expressed 

19I.aaRep. 


Digitized  by 


Google 


860  IHTEB8TATB  COMMBBGB  001CMI88ION  BMFOWTB. 

in  coal  tons,  namely,  the  physical  capacity,  the  commercial  capacity 
for  the  first  year,  and  the  commercial  capacity  for  the  second  year, 
are  added  together  and  the  sum  is  divided  by  three.  The  result  is  the 
capacity  basis  that  is  established  by  the  Baltimore  &  Ohio  for  deter- 
mining the  percentage  of  the  available  coal  equipment  that  the  par- 
ticular mine  is  entitled  to  receive  during  any  period  of  car  shortage. 
After  a  careful  consideration  of  the  system  as  applied  to  interstate 
shipments,  we  were  inclined  to  think  and  so  intimated  (id.,  p.  96), 
that  a  method  of  rating  coal  mines  based  upon  a  combination  of  their 
physical  and  commercial  capacities  more  closely  approximates  their 
actual  car  requirements  than  a  system  based  upon  physical  capaci^ 
only. 

But  in  this  petition  the  complainant,  as  we  understand  its  attitude, 
demands  that  the  commercial  capacity  of  the  mines  served  by 
the  defendant  shall  be  eliminated  as  a  factor  in  fijdng  their  rating  and 
that  their  physical  capacity  shall  be  accepted  as  the  sole  factor  for 
determining  Uieir  respective  proportions  in  the  distribution  of  coal 
cars.  The  defendant,  while  combining  the  physical  with  the  com- 
mercial capacity,  does  so  in  a  way  that  differs  somewhat  from  the 
plan  in  effect  on  the  Baltimore  &  Ohio.  To  the  physical  ci^acity 
of  a  mine  it  adds  its  conmiercial  capacity  for  one  year  only  and 
divides  the  sum  by  two.  The  commercial  capacity,  however,  is  not 
based  upon  shipments  made  from  a  mine  during  a  substantial  period 
of  free-car  supply,  as  is  the  case  on  the  Baltimore  &  Ohio,  but 
upon  the  entire  volume  of  shipments  made  from  the  mine  through- 
out the  preceding  twelve  months.  The  ratings  are  revised  quar- 
terly on  February  1,  May  1,  August  1,  and  November  1;  the  rating 
of  any  particular  operation  will  also  be  revised  by  the  defendant 
upon  request  regardless  of  the  quarterly  tests.  In  other  words,  the 
commercial  capacity  of  each  mine  is  brought  up  to  date  at  each 
quarterly  rating  period  by  taking  into  consideration  its  new  tonnage 
for  three  months  and  adding  to  it  the  tonnage  of  the  preceding  nine 
months  previously  used  in  the  preceding  rating.  In  this  manner  the 
defendant  endeavors  to  foUow  up  as  closely  as  possible  the  fluctua- 
tions in  the  nuurket,  labor  conditions,  and  car  supply.  By  combining 
the  commercial  capacity  of  a  mine,  thus  ascertained  and  constant^ 
brought  up  to  date,  with  its  physical  capacity,  the  rating  of  the  mine 
in  the  distribution  of  coal-car  equipment  is  determined.  And  if  this 
system  of  rating  is  equitably  applied  to  aU  mines  served  by  the 
defendant  we  are  unable,  so  far  as  our  investigations  to  the  present 
time  have  informed  us  on  the  question,  clearly  to  see  upon  what 
grounds  it  may  be  said  to  result  in  an  unequal,  unfair,  or  discrimi- 
natory distribution  of  its  equipment. 
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But,  as  heretofore  stated,  the  complainant  insists  that  the  physical 
capacity  of  a  mine  is  the  sole  and  only  pfoper  basis  for  determining 
its  rating  for  purposes  of  car  distribution.  The  economic  waste 
inyolved  in  a  system  that  leads  operators  to  develop  their  mines 
beyond  their  commercial  requirements  and  for  the  sole  purpose  of 
increasing  their  percentage  of  coal-car  supply  was  discussed  in  RaU 
<k  River  Coal  Co.  v.  B.  <k  0.  R.  R.  Co.,  supra.  While  an  order  of  the 
Conmiission  in  a  particular  case  must  necessarily  fix  the  rights  of 
the  parties  to  the  proceeding,  so  far  as  past  shipments  are  concerned, 
and  must  necessarily  restrain,  until  our  further  order,  the  continuance 
of  the  rate  or  practice  that  we  condemn,  and  compel  the  carrier 
to  observe  the  rate  or  practice  that  we  prescribe  for  the  future, 
these  great  questions  of  transportation  are  not  foreclosed  of  further 
discussion  and  consideration  upon  further  complaint.  Additional 
experience  with  the  actual  operation  of  rules  that  combine  com- 
mercial with  physical  capacity  in  the  rating  of  coal  mines  for  car 
distribution,  may  throw  new  light  upon  a  matter  that  has  vexed  the 
Commission  as  weU  as  many  carriers  that  have  endeavored  to  do 
equity  as  between  different  mines  on  their  lines ;  and  if  so,  we  shall  not 
hesitate  to  modify  what  has  been  said  here  and  in  other  cases  before  us 
on  that  question.  The  principle  of  stare  dedais  has  little  application 
in  proceedings  before  us  involving  questions  of  this  nature.  But  at 
this  time  and  upon  the  present  state  of  our  information  and  experience 
in  the  matter  we  can  not  accept  the  complainant's  contention  that 
physical  capacity  alone  is  the  fair  and  sound  basis  for  rating  mines  for 
car  distribution.  Speaking  in  precise  terms,  it  is  of  no  real  concern  to 
a  carrier  how  large  a  particidar  mine  may  be  and  what  are  its  possi- 
bilities in  the  way  of  daily  output,  except  as  those  factors  may  afford 
some  measure  of  what  its  actual  shipments  will  be.  The  utmost 
obligation  that  the  law  lays  upon  the  carrier  is  to  eqmp  itself  with 
sufficient  cars,  not  to  meet  the  hopes  and  expectations  of  the  owner 
of  a  mine  as  expressed  in  its  physical  development,  but  to  meet  his 
actual  shipments.  A  mine  rating  that  is  adjusted  to  the  expectations 
of  the  operator  and  altogether  ignores  his  actual  requirements  might 
easily  result,  in  a  period  of  car  shortage,  in  giving  him  cars  for  every 
ton  of  coal  that  he  can  actually  dispose  of,  while  an  adjoining  mine, 
with  a  small  development  but  a  laiger  demand  for  its  output,  would 
get  but  a  fraction  of  the  equipment  that  it  needs  to  meet  its  actual 
contracts. 

In  Powhatan  Ooal  <t  Coke  Co.  v.  N.  db  W.  Ry.  Co.,  13  I.  C.  C. 
Rep.,  69,  the  record  showed  that  thousands  of  dollars  had  been 
expended  in  the  erection  of  additional  ovens,  not  for  actual  use  or 
to  meet  any  commercial  demand  for  more  coke,  but  solely  for  the 
purpose  of  securing  additional  cars  in  the  distribution  by  the  carrier 
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of  its  equipment  during  car  shortage  periods;  and  we  there  con- 
demned a  rule  for  the  distribution  of  coke  cars  that  ignored  actual 
shipments  and  was  based  solely  on  the  number  of  coke  ovens  that 
had  been  erected  by  the  different  coke  companies.  Nothing  has 
since  developed,  or  was  suggested  in  this  proceeding,  to  change  our 
view  on  the  general  question,  and  the  complainant's  contention  that 
physical  capacity  is  the  fair  and  reasonable  basis  for  rating  mines 
for  car  distribution  must  therefore  be  dismissed  as  untenable. 

We  come  now  to  the  practice  of  the  defendant  in  the  past  and  at 
the  present  time  in  the  distribution  of  its  available  coal-car  equipment. 

Under  a  rule  announced  by  it  on  February  1,  1903,  the  defendant 
seems  to  have  charged  all  railroad  cars,  regardless  of  ownership,  and 
private  cars  not  owned  by  the  operator  loading  them,  against  the 
distributive  share  of  each  mine,  but  it  treated  its  own  fuel  cars  as  a 
special  allotment  in  addition  to  the  distributive  share.  On  March  28, 
1905,  a  notice  was  sent  to  shippers  of  bituminous  coal  from  mines  on 
the  lines  of  the  defendant  advising  them  that  thereafter  all  railroad 
cars,  regardless  of  ownership,  and  all  private  cars  not  owned  by  the 
operator  loading  them,  should  be  considered  as  cars  avaUable  for 
distribution,  except  its  own  company  fuel  cars  and  fuel  cars  sent  upon 
its  lines  by  foreign  companies  and  specially  consigned  to  particular 
mines. 

On  January  1,  1906,  the  defendant  divided  all  cars  into  two  classes 
which  it  designated  as  ''assigned''  and  ''unassigned"  cars.  In  the 
former  class  were  its  own  fuel  cars,  foreign  railway  fuel  cars,  and 
individual  or  private  cars  loaded  by  their  owners  or  assigned  by  their 
owners  to  particular  mines.  The  rule  then  made  effective  and  still 
in  force  provides  that  the  capacity  in  tons  of  any  ''assigned"  cars 
shall  be  deducted  from  the  rated  capacity  in  tons  of  the  particular 
mine  receiving  such  cars,  and  that  the  remainder  is  to  be  regarded 
as  the  rated  capacity  of  the  mine  in  the  distribution  of  all  "unassigned" 
or  system  cars.  This  order  or  rule  of  the  defendant  was  the  occasion 
of  some  comment  in  Logan  Coal  Co.  v.  P.  R.  R.  Co.,  154  Fed.  Rep., 
497,  498,  where  the  court  says: 

To  illustrate  the  effect  of  the  order  on  an  individual  number  d  can  as  comparad 
with  a  competitor  receiving  only  company  can,  take  two  openton  each  having  minea 
fated  at  600  tons  a  day,  and  aasume  that  on  any  given  day  the  company  has  enoogjb 
of  its  own  can  on  hand  to  deliver  to  all  mines  can  which  would  take  care  of  70  p« 
cent  of  the  output.  Assume  that  one  operator  has  individual  can  available  on  thai 
day  for  the  shipment  of  200  tons,  while  the  other  has  no  individual  can  at  all.  The 
latter  receives  railway  company  can  capable  of  carrying  70  per  cent  of  500  tona,  or 
S60  tons.  The  former,  on  the  day  in  question,  will  receive  individual  can  in  whidi 
he  can  ship  200  tons,  and  his  nting  for  a  distribution  of  the  company's  can  for  that 
day  will  be  reduced  to  800  tona,  70  per  cent  of  which  is  210  tons,  for  the  transportatioo 
of  which  he  will  receive  company  cars,  so  thai  the  operator  with  the  individual  can 
will  be  able  to  ship  on  the  day  instanced  410  tone,  aa  against  the  shipment  of  S60  tone 
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hf  the  operator  who  has  no  individual  can.  To  this  extent  the  reUtor  has  the 
advantage  over  its  competitore  who  do  not  own  individual  can,  and  it  receives  the 
exclusive  use  of  its  cars  at  all  times. 

The  results  anived  at  by  the  court  in  its  illustration  seem  to  us  not 
quite  accurate,  in  that  the  total  car  capacity  of  700  tons  assiimed  by 
the  court  is  made  up  of  the  company's  system  cars,  and  excludes 
from  consideration  the  fact  that  one  of  the  mines  had  on  hand 
individual  cars  having  a  capacity  of  200  tons,  making  a  total 
available  car  capacity  of  900  tons.  Worked  out  on  the  basis  of  that 
total  car  tonnage  the  owner  of  the  private  cars  would  receive  equip- 
ment enough  to  enable  him  to  ship  463  tons  and  not  410  tons  as  stated 
by  the  court,  while  the  mine  depending  upon  system  cars  only  would 
be  able  to  ship  437  tons  instead  of  350  tons  as  stated  by  the  court. 
The  court  used  a  car  capacity  of  70  per  cent  as  the  total  available 
equipment  for  the  output  of  both  mines  instead  of  a  car  capacity  of 
900  tons,  or  90  per  cent,  which  was  actually  on  hand  in  the  case 
assumed.  In  other  words,  the  court  absorbs  in  its  illustration  only 
760  tons  of  the  output  of  the  two  mines,  while  the  facts  assumed  show 
that  car  capacity  of  900  tons  was  available.  Under  the  Commission's 
rule  each  mine  imder  these  circumstances  would  have  been  able  to 
ship  450  tons. 

Using  the  same  two  mines  with  an  assumed  capacity  of  500  tons 
each  a  day  and  available  equipment  with  a  total  capacity  of  70 
per  cent  or  700  tons,  including  the  individual  cars  with  a  capacity 
of  200  tons  owned  by  one  of  the  mines,  the  rule  of  distribution  which 
this  Commission  has  approved  in  Railroad  CfammisHan  of  Ohio  v. 
Hocking  VaUey  Ry.  Co.  and  Traer  v.  C.  <k  A.  R.  R.  Co.,  supra,  would 
result  in  giving  the  latter  mine  its  individual  cars  of  200  tons  capacity 
and  system  cars  enough  to  absorb  150  additional  tons,  or  a  total  of 
350  tons,  being  one-half  of  the  available  equipment  tonnage.  The 
mine  not  owning  the  individual  cars  would  get  the  other  half  of  the 
available  equipment  tonnage,  but  all  of  it  in  system  cars.  Under 
the  defendant's  rule,  on  the  other  hand,  the  mine  owning  the  indi- 
vidual cars  would  receive  them  and  would  thereby  be  able  to  ship 
200  tons  of  its  total  output  capacity  of  500  tons  a  day.  The  rating 
of  this  mine  would  then  be  reduced  to  300  tons  a  day  as  against  the 
rating  of  500  tons  assigned  to  the  mine  owning  no  private  cars, 
the  total  reduced  rating  for  the  two  mines  being  800  tons.  Instead 
of  700  tons  the  equipment  remaining  available  for  distribution 
would  cany  but  500  tons,  of  which  the  mine  owning  individual  cars 
would  get  three-eighths,  or  188  tons,  making  its  total  tonnage  388 
tons,  while  the  other  mine  would  get  five-eighths,  or  system  cars  of 
a  capacity  of  312  tons,  an  advantage  of  76  tons  enjoyed  by  the  mine 
owning  private  cars  in  the  distribution  of  all  available  equipment. 
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Tliat  mine  under  the  defendant's  rule  would  therefore  be  able  to 
ahip  out  between  20  and  25  per  cent  more  coal  than  its  competitor, 
while  under  the  rule  approved  by  the  Commission  the  shipments  of 
the  two  mines  would  be  the  same  under  the  facta  assumed  by  the 
court  in  the  case  cited. 

Referring  to  system  fuel  cars  and  foreign  railway  fuel  cars  con- 
signed to  a  particular  mine,  the  court  in  Logan  Coal  Co.  t.  P.  B.  R. 
Oo.,  9upra,  said,  p.  503: 

The  genend  trend  of  the  deddons  is  to  the  effect  that  all  ctze,  nitether  mdiridiial 
ctzB  or  owned  by  the  lailroed  company,  or  aasigned  by  other  raflroad  companiei  for 
fuel,  shall  be  treated  as  an  available  car  equipment  as  a  whole,  distributaMe  pro  laU 
to  shippers  desiring  their  nse  along  the  line,  upon  a  basis  giving  each  equal  facilitiBS 
with  the  other.  Following  are  some  of  the  cases  in  which  these  questions  have  beeo 
considered:  United  8taU$  ex  rel.  Coffman  v.  J^.  ^  W,  Ry,  Co,  (0.  C),  109  Fed.  Bep^ 
S31;  United  StaUs  ex  rel.  Kvngwood  Coat  Co,  v.  W,  Va,  dt  N,  R.  R.  Co.  et  al.  (C.  C), 
125  Fed.,  252;  W.  Yd.  dc  N.  R.  R.  Co.etal.Y.  United  8tate$  ex  rel,  Kingwood  Coal  Co^ 
184  Fed.,  198,  67  0.  G.  A.,  220;  United  Statee  ex  rel.  Qreenbrier  Coed  dt  Coke  Co.  w. 
N.  dc  W.  Ry.  Co,,  143  Fed.,  266,  74  G.  G.  A.,  404;  8taU  ex  rel.  v.  C,  N.  O.  dt  T.  P. 
Ry.  Co.,  47  Ohio  St.,  130,  23  N.  E.,  928;  United  StaUe  ex  rel.  Pittaim  Coal  Co.  ▼• 
B.  dc  0.  R.  R.  Co.  et  al.,  154  Fed.,  106. 

That  is  the  general  theoiy  for  the  distribution  of  coal-car  equipmsDt 
that  has  appealed  strong  to  this  Commission  as  being  fair,  reascHH 
able,  and  nondiscriminatory.  We  recognize  the  rig^i  of  a  company 
to  contract  with  a  particular  operator  for  its  fuel  supply;  we  recog- 
nise the  right  of  a  connecting  line  also  to  do  this;  and  each  may  send 
its  cars  to  those  mines  to  the  exclusion  of  other  mines.  We  abo 
insist  that  the  owner  of  priyate  cais  is  entitled  to  their  exclusiye  use. 
But  in  each  case  we  hold  that  aU  such  cars  must  be  counted  against 
the  distributiye  share  of  the  mine  receiying  them.  When  subjected 
in  aU  its  different  phases  to  the  scrutiny  of  the  Supreme  Court  off 
the  United  States  in  the  cases  just  decided  and  announced  (tupra) 
the  position  of  the  Commission  in  this  matter  was  not  found  objec- 
tionable either  on  legal  or  constitutional  grounds.  And  as  the 
exhaustiye  arguments  and  our  further  consideration  of  the  same 
questions  in  these  proceedings  haye  not  giyen  us  any  new  light  or 
led  us  to  any  different  conclusions,  the  rulings  in  the  preyious 
must  control  the  disposition  of  the  complaints  in  this  group  of 
so  far  as  they  may  be  pertinent. 

Upon  all  the  facts  shown  of  record  the  Commission  theref oie 
finds  that  throu^out  the  period  of  the  action  the  system  upon 
which  the  defendant  distributed  its  ayailaUe  coal-car  equipment, 
including  system  fuel  cars,  foreign  railway  fuel  cars,  and  indiyidual 
or  priyate  cars,  has  subjected  the  complainant  to  an  undue  and  an 
unlawful  discrimination.  In  this  connection  an  important  dis- 
closure is  made  in  a  letter  of  record  here,  addressed  to  the  prendeet 
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of  the  Clark  Brothers  Coal  Mining  Company  under  date  of  March  6, 
1907,  by  the  general  superintendent  of  coal  transportation  of  the 
defendant  company.  It  is  there  stated  that  the  distribution  of  coal 
cars  on  the  lines  of  the  defendant  on  that  date  was  as  follows: 

TwtcmU 

SyBtem  cm  for  company  coftl 21 

Foreign  cm  for  Bapply  coal 6 

Individual  cazB 46 

System  cazB  for  commercial  coal 26 

Foreign  can  for  commercial  coal 8 

Total 100 

This  condition  of  affairs  emphasizes  the  inequity  of  a  system  of 
distribution  that  first  deducts  from  the  rated  capacity  of  a  mine  the 
tonnage  represented  by  the  capacity  of  the  cars  specially  assigned  to 
it  and  then  uses  the  remainder  as  a  new  basis  for  determining  the 
proportion  of  unassigned  cars  that  the  mine  is  to  have.  The  figures 
above  given  show  that  72  per  cent  of  all  the  cars  available  on  the 
lines  of  the  defendant  on  the  date  mentioned  were  assigned  cars,  and 
but  28  per  cent  were  unassigned  cars.  Manifestly  such  a  basis  of 
distribution  can  have  but  one  tendency,  and  that  is,  not  only  to 
steadily  increase  tha  physical  capacity  of  the  mines  that  regularly 
receive  this  large  percentage  of  assigned  cars,  but  also  steadily  to 
increase  their  commercial  capacity,  an  advantage  which  the  mines 
having  the  benefit  of  no  assigned  cars  obviously  can  not  enjoy. 
With  such  a  large  percentage  of  assigned  cars  it  can  not  be  doubted 
that  the  equipment  furnished  to  some  of  these  mines  was  sufficient  to 
approximate  their  ratings,  while  the  small  percentage  of  unassigned 
ears  makes  it  equally  clear  that  the  mines  having  no  other  cars  must 
have  faUen  substantially  short  of  their  ratings. 

We  further  find  that  the  continuance  of  that  system  of  distribution 
for  the  future  would  be  unlawful  on  the  same  grounds.  Although 
the  mine  owning  private  cars  or  to  which  company  or  foreign  railway 
fuel  cars  are  consigned  is  entitled  to  receive  them  even  though  in 
excess  of  its  ratable  proportion  of  aU  available  coal-car  equipment, 
nevertheless  the  defendant  will  be  required  in  the  future  to  coimt  all 
such  cars  against  the  distributive  share  of  the  mine  so  receiving 
them.  It  is  scarcely  necessary  to  add  that  the  complainant's  second 
request  for  a  finding  and  for  an  order  requiring  the  defendant,  dur- 
ing percentage  periods,  to  distribute  ratably  among  operators,  accord- 
ing to  the  actual  output  capacity  of  their  mines,  ''all  cars  adapted 
to  and  used  for  carrying  bituminous  coal,"  whether  company  fuel 
cars,  foreign  railway  fuel  cars,  or  private  cars,  must  be  denied. 

In  view  of  our  finding  herein  that  the  practice  of  the  defendant 
in  not  counting  assigned  cars  against  the  ratings  of  the  mines  has  been 
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discriminatory  and  has  resulted  in  injury  to  the  complainants  in  this 
group  of  cases,  it  is  suggested  that  it  will  not  be  fair  or  equitable 
to  content  ourselves  with  the  condemnation  of  that  practice  and  the 
entry  of  an  order  requiring  a  different  practice  for  the  future ;  such  a 
course,  it  is  said,  will  leave  the  complainants  imder  the  disadvantage 
that  the  practice  has  wrought  in  the  past,  while  giving  to  the  favored 
mines  the  results  that  have  wrongfully  accrued  to  them.  In  other 
words,  it  is  said  that,  under  the  rules  here  condemned,  the  preferred 
mines  have  been  able  year  by  year  to  enlarge  their  commercial  out- 
put while  the  conmiercial  output  of  the  complainants  and  others  has 
been  restricted;  and  that  justice  requires  that  there  shall  be  a  new 
point  of  departure,  at  least  for  the  present,  based  solely  upon  the 
respective  physical  capacities  of  the  mines  on  the  lines  of  the  defoid- 
ant.  Ebcact  justice  is  ordinarily  not  attainable.  It  is  difficult  no  leoi 
for  this  Commission  than  for  a  court  to  deal  with  such  a  situation  ae 
this  with  mathematical  accuracy.  The  most  that  either  may  hope  to 
accomplish  in  such  a  state  of  facts  is  to  do  substantial  justice;  and 
this  we  do,  so  far  as  it  seems  to  us  possible,  when  we  require  the 
defendant  to  adjust  its  rules  on  a  proper  basis  for  the  future,  and  give 
to  the  complainants  the  opportunity  to  have  their  injuries  redressed 
in  the  form  of  damages.  While  the  tendency  of  the  prior  rules  must 
have  been  to  enlarge  the  commercial  capacity  of  the  preferred  mines, 
we  can  not  doubt  that  their  physical  capacity  has  also  been  enlarged. 
And  we  have  no  assurance  that  an  order  requiring  the  defendant,  for 
the  present  as  suggested,  to  distribute  its  cars  on  the  basis  solely  of 
physical  capacity  would  not,  in  some  cases  at  least,  work  very 
substantial  injustice. 

That  the  practices  of  the  defendant  with  respect  to  the  rating  of 
mines  and  the  distribution  of  coal-car  equipment  were,  to  some  extent 
at  least,  in  a  loose  and  unsatisfactory  condition  prior  to  1905  not  only 
appears  in  this  record,  but  in  the  record  of  the  coal  and  oil  investiga- 
tion made  by  the  Commission  under  the  joint  resolution  of  the  Con- 
gress approved  on  May  7,  1906.  There  seems  at  that  time  to  have 
been  a  more  or  less  well-defined  policy  on  the  part  of  the  defendant  to 
discourage  the  opening  of  new  coal  operations.  But  just  how  far 
this  condition  of  affairs,  prior  to  January  1,  1906,  when  the  new 
regulations  went  into  effect,  may  adversely  have  affected  the  ccHn- 
plainant  in  a  financial  sense  it  is  impossible  upon  this  record  to  say. 
The  increasing  price  received  for  coal  in  the  general  markets  suggests 
the  possibility  that  the  coal  not  mined  at  that  time  may  subsequently 
have  been  mined  and  sold  to  the  complainant's  advantage.  Tlieie 
are  one  or  two  other  matters,  however,  of  which  complaint  is  made 
and  to  which  it  may  be  weU  here  to  refer. 
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The  evidence  shows  that  quite  frequently,  just  how  often  not  ap- 
pearing, cars  were  placed  at  the  mines  of  the  petitioner  too  late  to  be 
loaded  on  that  day,  and  one  of  the  complaints  made  in  the  petition 
is  that  prior  to  January  1,  1906,  the  defendant  charged  such  cars 
against  the  complainant's  allotment  not  only  for  the  day  on  which 
they  were  so  placed  but  also  against  its  allotment  for  the  following 
day.  It  is  even  said  that  the  complainant's  mines  were  charged  with 
cars  placed  there  during  the  night.  At  the  time  in  question,  what- 
ever may  now  be  the  case,  it  was  the  custom  of  the  miners  to  enter 
the  mines  at  8  a.  m.,  and  under  the  rules  then  in  effect,  if  cars  were  not 
on  the  siding  ready  for  loading  at  that  time  but  were  received  later 
during  the  day  they  would  not  be  loaded  until  the  next  day.  It  does 
not  appear  just  what  the  defendant's  system  was  prior  to  January  1, 
1906,  with  respect  to  the  counting  of  cars  placed  at  the  mines  for  load- 
ing and  not  loaded  until  the  following  day.  But  the  distribution  sheets 
after  that  date  contained  a  rule  as  follows: 

A  car  placed  too  late  for  loading  wiU  not  be  counted  as  available  for  loading  until  the 
following  day.  A  car  available  for  loading  and  not  loaded  will  be  counted  each  day  in 
column  headed  "Empty  cars  over''  until  loaded  or  otherwise  dispeeed  of.  A  car 
loaded  and  not  consigned  will,  unless  consigned  on  the  unloading  day,  be  counted  each 
day  in  column  headed  "Unconsigned  loads  over"  until  consigned. 

No  claim  is  made  upon  the  record  that  this  rule,  which  seems  still 
to  be  in  effect,  does  not  give  fair  results  or  that  there  is  any  discrimi- 
natory practice  being  carried  on  with  respect  to  this  phase  of  car 
distribution.  So  far  as  concerns  the  defendant's  practice  before  that 
date  there  seems  to  be  no  indication  of  any  discrimination  in  this 
respect  against  the  complainant  in  this  or  in  the  cases  that  follow  it; 
nor  is  there  any  evidence  that  other  mines  were  imduly  favored  in 
that  regard. 

It  also  appears  that  at  an  expense  of  about  $5,000  the  complainant 
had  constructed  a  tipple  at  its  mine  No.  2  and  also  a  siding  connecting 
itwith  what  is  known  as  the  ''Fuller  Run  tracks,"  a  road  about  onemilp 
long  extending  from  the  defendant's  line  to  mines  from  which  shipments 
had  been  made  for  a  number  of  years,  but  which  at  this  time  seem  to 
have  been  closed.  From  its  mine  No.  2  the  complainant  was  ready  to 
make  shipments  in  April,  1903,  but  the  siding,  as  it  asserts,  was  spiked 
down  by  the  defendant  and  kept  in  that  condition  for  about  nineteen 
months.  Requests  were  made  by  the  complainant  from  June  28  to 
July  31,  1903,  for  cars  enough  to  ship  100  tons  of  coal  per  day  from 
that  mine.  But  no  cars  were  furnished  by  the  defendant  until  Jan- 
uary 17,  1905,  and  then  only  after  mandamus  proceedings  had  been 
instituted  in  the  courts.  The  defendant's  faUure  to  supply  cars  for 
that  mine,  while  supplying  cars  to  other  mines  in  the  district,  is  one 
of  the  discriminations  alleged  in  the  complaint.    What  reason  it  had 
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for  refusing  or  failing  to  set  cais  there  is  not  satisfactorily  explained 
of  record.  But  for  some  reason  also  not  explained  the  complainant 
allowed  the  matter  to  rest  in  that  condition  for  many  montiis  with- 
out taking  any  steps  against  the  defendant  and  without  even  renew- 
ing its  demand  for  cars  so  far  as  the  record  discloses.  It  is  not  dear, 
moreover,  that  the  alleged  closing  of  that  siding  by  the  defendant  can 
fairly  be  r^arded  as  a  basis  for  a  charge  of  discrimination;  it  has  more 
the  character  of  a  tort  or  a  wrongful  violation  of  the  defendant's 
general  duty  to  the  complainant  as  a  common  carrier  for  idiich  an 
appropriate  action  in  the  courts  would  doubtless  lie  to  recover  any 
damages  thus  sustained. 

It  is  also  asserted  by  the  complainant  that  its  mines  were  unfairly 
rated  when  compared  with  the  ratings  assigned  to  other  mines  in 
the  same  district  and  that  as  a  result  of  this  discrimination  it  suffered 
substantial  losses.  Although  it  appears  that  the  capacity  assigned 
in  1903  to  certain  of  the  mines  of  Williams  &  Company  in  the  same 
mining  district  was  greater  than  that  established  for  the  same  minea 
in  1906  after  a  more  accurate  system  of  mine  rating  had  been  devised, 
the  proof  is  not  sufficiently  clear  to  permit  of  a  definite  finding  of  a 
discrimination  against  the  complainant  in  that  respect.  It  does 
appear  that  prior  to  January  1, 1906,  the  rating  assigned  to  mines  in 
the  nine  coal-mining  districts  on  the  lines  of  the  Pennsylvania  were 
made,  with  the  approval  of  the  general  superintendent,  by  division 
superintendents  upon  the  general  information  of  the  latter  officials, 
derived  from  observation  and  their  general  knowledge,  and  not 
upon  any  definite  principle  or  plan  for  rating  mines.  The  ratings, 
therefore,  varied  in  accordance  with  the  information  and  ideas  of 
the  different  superintendents.  We  do  not  in  fact  understand  the 
defendant  to  claim  that  there  was  any  real  system  of  mine  rating 
in  effect  at  that  time.  This  lack  of  system  was  indeed  characteristic 
of  other  large  coal-carrying  lines  at  that  time,  as  is  shown  in  the 
report  of  this  Conunission  to  the  Senate  and  House  of  Representatives 
in  the  investigation  to  which  reference  has  just  been  made. 

The  defendant  meets  this  point  by  asserting  that  the  real  question 
to  be  determined  is  whether  the  complainant  received  less  than  its 
proper  share  of  the  cars  distributed  by  the  carrier  during  periods  of 
scarcity  of  equipment  and  that  it  is  not  material  that  some  other  coal 
operator  may  have  received  more  than  his  quota  of  available  can. 
In  other  words,  the  contention  is  that  so  long  as  the  complainant 
received  aU  the  cars  it  was  entitled  to  it  has  no  right  to  complain  that 
some  other  coal  shipper,  as  the  result  of  a  high  mine  rating  or  other- 
wise, secured  an  excessive  proportion  of  the  available  can,  if  this 
preference  was  not  at  the  expense  of  the  complainant.  We  must 
reject  that  view.    The  act  to  regulate  conmieroe  as  amended  not  only 
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gives  a  shipper  a  right  to  an  equal  or  a  justly  ratable  use  of  the  facili- 
ties of  an  interstate  carrier,  but  gives  him  the  assurance  also  that  no 
one  else  shall  fare  ratably  better  than  he  does  at  the  hands  of  the  car- 
rier. It  may  be  true  that  a  court  would  not  allow  the  complainant 
damages  for  losses  due  to  the  defendant's  failure  to  furnish  it  cars 
that  it  was  not  entitled  to  receive,  but  this  Commission  may  surely 
require  an  interstate  carrier  to  cease  and  desist  from  giving  its  com- 
petitor more  cars  than  the  competitor  is  entitled  to  receive. 

But  upon  this  part  of  the  case  the  complainant's  own  witnesses 
do  not  sustain  it  to  the  full  extent  of  its  contentions,  and  we  can 
only  express  the  general  impression  that  neither  in  its  rating  nor  in 
its  car  supply  did  the  complainant  fare  as  well  at  the  hands  of  the 
defendant  as  it  possibly  should  have  done.  We  find  it  impossible, 
however,  to  arrive  at  any  clear  or  accurate  statement  of  the  extent 
of  the  discrimination.  Williams  &  Company,  its  chief  competitor  in 
that  district,  received  many  more  cars  than  the  complainant  and 
their  mines  enjoyed  a  higher  capacity  rating  than  was  assigned  to 
the  mines  of  the  complainant.  They  sold  large  quantities  of  coal 
to  the  defendant  for  use  in  its  locomotives,  and  these  cars  were 
not  coimted  against  Williams  &  Company.  While  there  was  doubtless 
some  discrimination  in  these  matters,  as  there  certainly  was  in  the 
defendant's  failure  to  count  its  own  fuel  cars  against  those  mines, 
it  is  difficult,  if  not  impossible,  to  assign  definite  boundaries  to  it 
and  to  say  at  this  time  what  should  have  been  the  rating  of  the 
respective  mines  and  what  should  have  been  the  proportion  of  each 
in  the  distribution  of  the  defendant's  coal-car  equipment. 

It  is  suggested  that  under  its  corporate  charter,  granted  by  the 
state  of  Pennsylvania,  the  defendant  is  not  only  a  common  carrier  or 
transporting  agency,  but  that  its  rails  are  at  the  same  time  a  public 
highway,  and  it  must  therefore  haul  loaded  or  empty  private  cars  for 
their  owners  upon  reasonable  terms.  There  is  in  its  charter  some 
language  to  that  effect;  and  in  Boyle  v.  P.  dk  R.  Ry.  Co.,  54  Pa.  St. 
Rep.,  310,  cited  by  counsel  for  the  defendant  on  the  ailment,  the 
supreme  court  of  Pennsylvania  held  that  a  similar  charter  of  another 
company  in  that  state  contemplated  such  a  dual  use  of  the  road,  by 
the  company  itself  as  a  carrier  in  transporting  the  freight  of  shippers 
and  by  the  owners  of  cars  as  a  public  highway  substantially  in  the 
sense  that  a  canal  or  turnpike  is  a  public  highway.  Counsel,  therefore, 
contends  that  the  dual  capacity  in  which  the  defendant  is  required  to 
serve  the  public,  as  shippers  and  as  car  owners,  necessarily  eliminates 
from  the  case  the  argument  that  individual  cars  or  private  coal  cars 
must  be  treated  as  railroad-system  cars  for  purposes  of  allotment  or 
distribution.  It  is  urged  that  private  cars  may  properly  be  counted 
against  the  mine  owning  them  only  in  the  manner  and  to  the  extent 
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that  the  defendant's  present  rules  take  them  into  account  in  periods 
of  car  shortage. 

Without  entering  upon  any  discussion  of  the  extent  to  which  the 
terms  of  a  charter  granted  to  a  carrier  by  a  state  may  control  or  limit 
the  performance  of  its  functions  and  obligations  as  an  agency  of  inter- 
state transportation,  it  will  suffice  to  say  that  in  none  of  its  dedsions 
relating  to  coal-car  distribution  has  the  Commission  undertaken  to 
forbid  the  use  of  private  cars  by  their  owners,  even  though  in  a 
period  of  car  shortage  the  number  of  cars  owned  by  a  mine  may  en- 
able it  to  load  daily  more  than  the  number  of  cars  that  it  would 
receive  if  dependent  solely  on  its  share  of  system  cars.  On  the  con- 
trary, the  Commission  has  not  only  recognized  the  right  of  carriers  to 
move  private  cars,  but  has  insisted  that  the  owners  may  not  be 
deprived  of  the  use  of  their  individual  cars  and  that  such  cars  may  not 
be  thrqwn  into  the  general  pool  of  system  cars  and  thus  be  diverted 
to  the  use  of  other  operators.  As  the  Commission  has  made  no  ruling 
that  confficts  with  the  rights  and  obligations  arising  under  the  de- 
fendant's charter  as  construed  by  the  state  supreme  court,  we  need 
not,  and  do  not,  here  consider  what  the  situation  would  be  if  the 
terms  of  its  state  charter  required  the  defendant  carrier  in  the  dis- 
tribution of  its  coal-car  equipment  to  work  an  undue  discrimination 
against  an  interstate  shipper  in  violationof  the  act  to  regulate  com- 
merce as  amended. 

The  petitioner  in  this  complaint  bases  its  claim  for  damages  on  the 
amoimt  of  coal  that  it  might  have  mined,  if  the  defendant  had  fur- 
nished it  with  a  sufficient  supply  of  cars  to  enable  it  to  work  its  mines 
twenty  days  a  month  during  the  period  covered  by  the  complaint. 
It  also  claims  that  the  cost  of  mining  the  coal  actually  taken  out  dur- 
ing the  period  in  question  was  higher  than  it  woiild  have  been  had  the 
defendant  furnished  it  with  an  adequate  supply  of  cars,  thus  enabling 
it  to  operate  its  mines  to  the  best  advantage  by  running  them  regu- 
larly and  to  their  full  capacity.  In  making  up  the  amount  of  its 
claim  the  petitioner  excepts  a  period  of  four  months  during  1906  when 
its  miners  were  on  a  strike  and  takes  the  average  selling  price  of  coal 
during  the  remainder  of  the  period  covered  by  the  action.  It  deducts 
as  the  cost  of  mining  an  amoimt  per  ton  that  is  estimated  as  the 
probable  cost  had  the  defendant  furnished  the  complainant  with  cars 
enough  to  enable  it  to  run  its  mines  at  full  blast  and  with  the  regu* 
larity  that  produces  the  best  results.  Upon  this  general  basis  the 
complainant  asserts  that  it  has  been  damaged  as  the  result  of  the 
alleged  discriminations  against  it  by  the  defendant  in  the  sum  of 
$127,855.65,  and  for  this  amount  it  asks  an  award  at  the  hands  of  the 
Commission. 
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The  complaint  herein  was  filed  before  our  decision  in  Joynes  y.  P. 
R.  R.  Co.f  17  L  C.  C.  Rep.,  361,  was  announced.  In  that  proceeding 
damages  were  demanded  for  losses  alleged  to  have  been  suffered  in 
the  decay  of  the  complainant's  fruit  by  reason  of  an  alleged  dis- 
crimination against  him  in  favor  of  other  dealers  in  fruit  to  whom 
the  defendant,  as  the  complainant  contended,  had  given  a  preferred 
use  of  its  unloading  platform,  thus  delaying  his  shipments  until  the 
fruit  was  spoiled.  We  held,  upon  groimds  that  are  there  fully 
stated  and  need  not  be  repeated  here,  that  while  the  Commission 
was  competent  to  find  that  a  discrimination  had  been  practiced,  the 
measurement  or  ascertainment  of  the  damages  the  complainant  had 
suffered  in  consequence  thereof  was  a  judicial  question  for  the  courts 
and  not  for  the  Commission;  the  view  expressed  was  that  the  only 
damages  that  may  be  assessed  by  the  Commission  imder  the  amended 
act  were  rate  damages  or  damages  that  could  be  measured  by  the 
difference  in  the  rate  actually  charged  and  the  rate  which,  for  any 
reason  under  the  act,  ought  lawfully  to  have  been  charged;  and  that 
the  complainant's  remedy  for  the  damages  in  compensation  of  the  loss 
suffered  in  the  value  of  his  fruit  was  in  the  courts. 

That  case  differs  from  this  in  that  it  involved  a  single  wrong  in  the 
nature  of  a  tort  against  a  particular  shipper,  while  this  case  in  its  larger 
aspect  involves  the  validity  of  a  rule  for  car  distribution  applicable 
alike  to  all  coal  shippers  on  the  line  of  the  defendant  and  resulting,  as 
we  have  pointed  out,  to  the  benefit  of  some  shippers  and  to  the  injiuy 
of  others.  We  have  foimd  that  in  the  particulars  herein  explained,  dis- 
crimination was  practiced,  and  have  held  that  for  such  damages  as 
resulted  the  complainant  is  entitled  to  recover  from  the  defendant.  As 
to  whether  we  may  go  beyond  the  transportation  question,  the  alleged 
discriminatory  rules  and  practices,  and  enter  upon  an  inquiry  as  to  the 
amoimt  of  the  damage  that  may  have  been  suffered  by  the  complainant, 
theConmiission  is  divided  as  in  the  case  to  which  we  have  just  alluded. 
The  majority  is  still  of  the  opinion  that  it  is  not  for  us  under  the  law 
to  assess  and  determine  the  measiu^  of  the  damages  thus  sustained 
by  the  complainant,  that  being  a  judicial  question  for  the  courts.  At 
the  most  any  finding  by  the  Commission  as  to  the  amount  of  damages 
would  be  the  expression  of  an  opinion  that  could  not  be  enforced  by 
the  Commission  and  would  have  no  conclusive  and  binding  effect  upon 
the  court  to  which,  in  any  event,  resort  must  be  had  by  the  com- 
plainant for  a  finding  and  judgment  in  the  usual  manner  required  by 
fundamental  law.  The  minority,  conceding  some  of  the  difficiilties 
to  be  encountered  in  dealing  with  such  matters,  nevertheless  interpret 
the  law  as  necessarily  casting  that  burden  upon  the  Commission. 

Since  our  decision  in  Joynes  v.  P.  R,  R.,  supra,  was  announced, 
our  attention  has  been  called  to  an  opinion  by  Judge  McPherson  of 
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the  United  States  district  court,  sitting  in  the  circuit  court  of  the 
United  States  for  the  eastern  district  of  Pennsylvania,  in  MorriaddU 
Coal  Co.  Y.  P.  R.  R.  Co.,  176  Fed.  Rep.,  748  (advance  sheets  of 
May  12,  1910).  That  was  an  action  by  the  coal  company  against  the 
defendant  herein  to  recover  damages  in  the  sum  of  $250,000  for  the 
sales  and  contracts  that  are  alleged  to  have  been  lost  because  of  the 
discrimination  resulting  from  the  same  coal-car  distribution  rules  that 
are  involved  in  the  proceeding  now  before  tis.  Citing  Texas  <k  Pacific 
Ry.  Co.  V.  AMlene  Cotton  OH  Co.,  204  U.  S.,  426;  BaUimore  <k  OMo 
R.  R.  Co.  V.  U.  S.,  30  Sup.  Ct.,  164;  and  Interstate  Commerce  Com- 
mission V.  /.  C.  R.  R.  Co.,  173  Fed.  Rep.,  930,  Judge  McPherson  holds 
that  the  Commission  and  not  the  courts  has  primary  jurisdiction  to 
award  reparation  for  the  general  damages  of  that  character  that 
may  have  resulted  from  a  preferential  practice  in  the  distribution  of 
coal  cars  during  a  percentage  period.  The  case  brings  a  new  element 
into  the  situation.  That  is  the  court  whose  jurisdiction  this  com- 
plainant would  doubtless  invoke  in  order  to  secure  pecuniary  redress 
for  the  wrongs  which  the  complainant  claims  to  have  suffered  as 
the  resiilt  of  the  discrimination  we  here  find  to  have  been  practiced 
against  it  and  others  by  the  defendant.  There  is  possibly  no  nec- 
essary conflict  between  the  view  there  expressed  and  a  refusal  by 
the  Commission  to  measure  the  complainant's  damages  in  this  case, 
after  having  found  that  a  discrimination  existed;  but  there  is  some 
danger,  in  view  of  the  ruling  of  the  court  in  that  case,  that  justice 
may  be  defeated  altogether  in  this  case  if  we  proceed  no  further 
with  it.  We  have  concluded  therefore  to  order  a  further  argument 
early  in  the  fall  with  respect  to  the  amount  of  damages  suffered  by 
the  complainant  in  this  proceeding,  and  by  the  petitioners  in  the 
other  cases  in  this  group  of  complaints,  as  the  result  of  the  discrimi- 
nations that  we  find  to  have  existed.  Under  all  the  circumstances, 
this  seems  the  prudent  course  to  pursue.  The  order  of  the  trial  court 
dismiaaing  the  action  of  the  Morrisdale  Coal  Company,  for  want  of 
jurisdiction,  has  been  taken  for  review  to  the  circuit  court  of  appeals; 
and  if  our  further  consideration  of  this  group  of  cases  results  in 
awards  of  damages  to  the  complainants  and  they  resort  to  the  courts 
for  their  enforcement,  in  case  payment  is  contested  by  the  defendants, 
the  courts  will  then  have  the  whole  question  before  them  and  some 
definitive  interpretation  of  the  act  with  respect  to  the  extent  of  the 
authority  of  the  Commission  and  the  courts  in  this  regard  will  follow, 
and  this  is  highly  desirable  for  the  future  guidance  of  both. 
An  order  will  be  entered  in  accordance  with  these  conclusions. 
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Pboutt,  CammisHoner,  dissenting: 

Although  I  am  myself  of  the  opinion  that  this  case  has  been  suffi- 
ciently talked  about  and  sufficiently  considered,  and  that  it  ought  to 
be  finally  disposed  of,  still  if  the  majority  deems  it  necessary  to  hear 
further  argument  upon  the  question  of  damages,  I  do  not  dissent 
from  that  course.  I  do  not  agree  with  the  holding  of  the  majority 
that  this  Commission  has  no  authority  to  assess  and  award  these 
damages,  and  while  it  is  not  now  proposed  to  make  any  order  from 
which  I  dissent,  I  wish  to  express  my  views  upon  that  subject. 

To  my  mind  there  is  a  clear  distinction  between  the  Joynes  caae^ 
17  I.  C.  C.  Rep.,  361,  and  the  one  before  us. 

Joynes  was  a  fruit  merchant  located  at  Pittsburg,  whose  complaint 
was  that  the  defendant  had  systematically  delayed  the  movement 
and  delivery  of  his  traffic,  in  comparison  with  that  of  his  competitors, 
whereby  he  had  suffered  serious  damage.  The  act  of  the  defendant 
was  alleged  to  be  in  violation  of  the  third  section  and  the  holding  of 
the  Comjmssion  was  that,  even  if  in  violation  of  that  section,  dam- 
ages could  not  be  awarded  by  the  Commission.  No  rate,  regulation, 
or  practice  of  the  defendant  was  involved.  The  act  complained  of 
was  personal  to  Joynes.  While  it  seems  to  me  that  imder  the  terms 
of  the  eighth  and  ninth  sections  of  the  act  Joynes,  in  a  case  like  that 
detailed,  had  a  cause  of  action  for  the  recovery  of  damages  against 
the  defendant  which  he  might  prosecute  before  this  Commission,  it 
also  appears  to  me  that  he  might  have  brought  his  complaint  in  the 
first  instance  before  the  court.  Had  he  begun  such  a  suit  it  would 
not  have  been  obnoxious  to  the  objections  sustained  by  the  court  in 
the  AhOene  case,  204  U.  S.,  426,  or  the  Pitcaim  ease,  215  U.  S.,  481. 

In  the  case  before  us  this  is  different.  Here  is  not  a  particular 
discrimination  arising  out  of  the  conduct  of  the  defendant  toward  a 
particular  shipper,  but  rather  a  discrimination  which  inheres  in  a 
rule  of  the  defendant  applicable  to  all  shippers  and  presumably 
enforced  alike  as  to  all  shippers.  While  the  courts  might  well  be 
invested  with  exclusive  jurisdiction  to  hear  and  determine  suits 
like  that  of  Joynes,  it  seems  to  me  that  in  the  case  before  us  the 
Commission  not  only  must,  under  the  statute,  but  should,  as  a  matter 
of  convenience,  award  damages. 

Sections  8  and  9  in  my  opinion  give  to  the  complainant  a  right  of 
action  for  damages  against  the  defendant  and  confer  upon  it  the 
privilege  of  applying  to  this  Commission  for  an  order  awarding  those 
damages.  It  is  impossible  for  me  to  put  any  other  meaning  upon 
the  plain  language  of  these  sections,  which  read,  so  far  as  material 
to  this  question,  as  follows: 

8bo.  8.  That  in  case  any  common  carrier  aabject  to  the  provisions  of  this  act  shall 
do,  cause  to  be  done,  or  pomit  to  be  done  any  act,  matter,  or  thing  in  this  act  pro- 
hibited or  declared  to  be  nnlawfol,  or  shall  cmiit  to  do  any  act,  matter,  or  thing  in  this 
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act  required  to  be  done,  such  common  carrier  shall  be  liable  to  the  person  or  ] 
injured  thereby  for  the  full  amount  of  damages  sustained  in  consequence^f  any  such 
violation  of  the  provbions  of  this  act,  together  with  a  reasonable  counsel  or  attomej'a 
fee,  to  be  fixed  by  the  court  in  every  case  of  recovery,  which  attorney's  fee  shall  be 
taxed  and  collected  as  part  of  the  costs  in  the  case. 

Sec.  9.  That  any  person  or  persons  claiming  to  be  damaged  by  any  common  carrier 
subject  to  the  provisions  of  this  act  may  either  make  complaint  to  the  CommisBioo  as 
hereinafter  provided  for,  or  may  bring  suit  in  his  or  their  own  behalf  for  the  recoveiy 
of  the  damages  for  which  such  common  carrier  may  be  liable  under  the  provisioos  of 
this  act,  in  any  district  or  circuit  court  of  the  United  States  of  competent  juried iction; 
but  such  person  or  persons  shall  not  have  the  right  to  pursue  both  of  said  remedies, 
and  must  in  each  case  elect  which  one  of  the  two  methods  of  procedure  herein  provided 
for  he  or  they  will  adopt. 

Here  is  a  clear  statement  that  in  case  of  a  violation  of  the  act 
resulting  in  damages  to  any  person  the  carrier  shall  be  liable  for  such 
damages,  and  an  equally  explicit  declaration  that  the  recovery  of 
such  damages  may  be  had  either  by  a  proceeding  before  the  Commis- 
sion or  by  suit  in  court;  but  that  both  remedies  shall  not  be  pursued 
for  the  recovery  of  the  same  damages. 

The  reasons  of  the  majority  for  declining  to  exercise  this  jurisdic- 
tion, which  is  explicitly  conferred  by  the  ninth  section,  are  stated  in 
the  Joynes  case.  It  is  there  said  in  substance  that  damages  resulting 
from  a  violation  of  the  act  may  be  divided  into  two  classes,  ''rate" 
damages  and  ''general"  damages.  By  rate  damages  are  meant 
those  damages  which  can  be  ascertained  by  computation  from  a 
reference  to  the  rates  of  the  carriers  only.  The  Conmiission  deter- 
mines what  the  reasonable  rate  ought  to  be;  it  determines  what  rate 
has  been  paid;  the  damages  are  the  difference  between  the  rate 
exacted  and  the  rate  which  should  have  been  exacted.  These  dam- 
ages the  Commission  can  and  should  award. 

General  damages  may  involve  a  consideration  of  all  those  eler  lents 
which  enter  into  the  determination  of  damages  in  other  cases.  There 
is  no  exact  measure  by  which  such  damages  can  be  computed.  To 
assess  them  involves  the  consideration  of  evidence  and  tiie  exercise 
of  judgment.  For  the  assessment  of  such  damages  this  Commission 
has  no  greater  qualification  than  a  jury.  Therefore,  it  is  assumed 
that  Congress,  notwithstanding  its  express  language  to  the  contrary, 
did  not  intend  to  confer  upon  the  Commission  authority  to  deal  with 
damages  of  that  character. 

In  support  of  this  somewhat  novel  canon  for  the  interpretation  of 
statutes  the  Commission  refers  to  the  action  of  the  Supreme  Court  of 
the  United  States  in  the  Abilene  case,  supra,  in  which  that  court  held 
that,  notwithstanding  the  language  of  the  ninth  section,  by  which  a 
claimant  is  given  an  election  between  his  suit  in  court  and  his  pro- 
ceeding before  the  Commission^  nevertheless,  in  certain  cases,  the 
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proceeding  must  be  in  the  first  instance  before  the  Commission  and 
can  not  be  in  court.  Just  as  the  Supreme  Court  in  that  case  has  read 
out  of  the  ninth  section  the  right  to  begin  certain  cases  before  the 
courts,  80  the  Commission  now  proposes  to  read  out  of  that  same  sec^ 
tion  the  right  to  proceed  in  certain  cases  before  the  Commission. 

I  can  find  no  case  in  which  the  Supreme  Court  of  the  United  States 
has  eyer  undertaken  to  qualify  the  express  language  of  an  enactment 
upon  the  ground  adopted  by  this  Conmiission  in  the  Joynea  case. 
ThjdX  court  has  repeatedly  said  that  courts  have  nothing  to  do  with 
questions  of  expediency.  Whether  a  statute  is  wise  or  unwise, 
whether  it  is  expedient  or  inexpedie^ti  whether  the  object  aimed  at 
18  reached  in  the  best  way  or  not,  are  questions  for  the  legislature, 
not  reviewable  by  the  courts.  The  AhUeae  case,  as  I  read  it,  not  only 
fails  to  sustain  the  position  of  this  Conmiission  in  declining  to  accept 
jurisdiction  in  matters  like  that  before  us,  but,  upon  the  contrary, 
plainly  holds,  both  by  necessary  inference  and  by  express  language, 
that  in  a  case  like  the  one  now  under  consideration  the  only  tribunal 
in  which  complaint  can  be  brought  and  damages  obtained  is  this 
Commission.  If  that  be  so,  it  is  certainly  the  duty  of  the  Commission, 
no  matter  how  inconvenient  the  exercise  of  that  function  may  he, 
to  entertain  the  complaint,  determine  as  best  it  can  the  damages,  and 
award  those  damages  by  its  order. 

It  should  be  clearly  understood  at  the  outset  just  what  that  viola- 
tion of  the  act  is  of  which  complaint  is  made  and  for  which  damages 
are  demanded. 

It  is  true  upon  most  coal-carrying  roads,  and  was  true  upon  the 
lines  of  the  defendant  during  the  period  covered  by  this  complaint, 
that  in  times  of  an  active  coal  movement  there  are  not  sufficient  cars 
to  supply  the  demands  of  all  mines.  The  amoimt  of  business  which 
the  miner  can  do  depends  upon  the  number  of  cars  which  he  can  obtain 
for  the  movement  of  his  product.  To  furnish  one  mine  with  cars 
while  they  are  denied  to  a  competing  mine  means  that  the  favored 
mine  shall  do  business  while  the  other  stands  idle.  This  renders 
preference  in  the  furnishing  of  coal  cars,  a  most  serious  form  of  discrimi- 
nation, and  makes  necessary  the  establishment  of  definite  and  uniform 
rules  and  regulations  for  the  distribution  of  such  cars  to  different 
operations  during  the  period  of  car  shortage. 

The  complainant  alleges  that  the  system  under  which  the  defendant 
distributed  its  coal  cars  was  unlawful  and  discriminatory,  in  that  cer- 
tain classes  of  cars  were  furnished  to  mines  in  competition  with  it  and 
not  counted  against  the  distributive  quota  of  ^ose  mines,  which 
resulted  in  the  giving  of  more  cars  to  its  competitor  than  it  was  justly 
entitled  to  have.  The  allegation  is  not  that  the  defendant  made  the 
complainant  the  object  of  any  special  act  of  discrimination.    It  did 
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not  unfairly  apply  its  system  of  distribution  in  determining  tJie  num- 
ber of  cars  to  which  the  complainant  was  entitled,  nor  did  it  fail  to 
deliver  at  the  complainant's  mine  the  cars  to  which  it  was  entitled 
under  the  scheme  in  force;  but  it  applied  a  system  or  a  practice  whi<^ 
in  its  working  out  was  imjust  and  discriminatory  to  the  complainant. 

The  Commission  finds  that  the  method  of  distribution  in  force  as 
to  all  shippers  upon  the  lines  of  the  defendant  during  the  period  cot- 
ered  by  this  complaint  was  unlawful  and  discriminatory  and  has 
directed  the  establishment  of  a  different  system  for  the  future;  but 
it  declines  to  consider  to  what  extent  the  complainant  has  been  in- 
jured by  the  application  of  this  practice,  and  to  ascertain  and  awaid 
the  damages  wUch,  confessedly,  must  have  accrued. 

To  my  mind  there  is  no  distinction  between  a  practice  of  this  kind 
and  a  rate.  Every  reason  which  requires  the  Commission  to  enter- 
tain claims  of  unreasonable  rates  and  to  award  damages  if  the  claim 
is  sustained,  requires  with  equal  force  that  claims  on  account  of  dis- 
crimination by  the  application  of  general  rules  and  practices  of  this 
character  should  be  made  in  the  first  instance  to  the  Commission  and 
that  damages  should  be  awarded  if  the  practice  is  found  unlawful 
If  any  distinction  can  be  drawn  between  instances  in  which  the  Com- 
mission may  and  may  not  award  damages  for  a  violation  of  the  act, 
that  distinction  should  be  foimded,  not  upon  the  character  of  the  dam- 
age, but  upon  the  character  of  the  act  out  of  which  the  damage  grows. 
If  the  thing  alleged  to  be  unlawful  is  a  rate,  regulation,  or  practice  of 
general  application  which  touches  the  entire  shipping  public  alike, 
over  which  the  Commission  has  control,  with  respect  to  which  it 
must  determine  the  reasonableness,  and  as  to  which  it  could  order  the 
substitution  for  the  future  of  a  different  rate,  regulation,  or  practice, 
then  the  proceeding  for  damages  must  be  begun  in  the  first  instance 
before  the  Commission,  and  it  is  the  duty  of  the  Commission  to  ascer- 
tain and  award  the  damages.  This  position  is  fully  sustained  by 
the  recent  decisions  of  the  Supreme  Court. 

Texas  <k  Pacific  By.  Co.  v.  Abilene  Cotton  OH  Co.,  204  U.  8.,  428, 
is  familiar  to  all  and  only  the  briefest  reference  to  it  is  needful. 

The  Cotton  Oil  Company  claimed  that  certain  rates  imposed  by  the 
defendant  for  the  transportation  of  cotton  seed  were  excessive  and 
brought  suit  in  court  to  recover  the  amount  of  the  excess.  Tlis 
transportation  was  interstate  and  the  rates  charged  were  those  estab- 
lished imder  the  provisions  of  the  act  to  regulate  commerce.  The 
railroad  defended  upon  the  ground  that  a  rate  so  estabUshed  was  con- 
clusive upon  all  the  world  imtil  changed  by  the  Interstate  Commeros 
Oommission;  that  no  suit  could  be  brought  either  at  common  law  or 
under  the  ninth  section,  but  that  the  complainant  must  begin  his 
proceeding  by  filing  claim  before  the  Comnussioiu 
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This  contention  was  sustained  by  the  Supreme  Court  in  a  convin- 
cing opinion.  Said  the  court :  The  fundamental  purpose  of  the  act  is  to 
prevent  preference  and  discrimination.  For  this  purpose  it  is  re- 
quired that  rates  shall  be  established  and  notice  given  to  the  public 
in  a  certain  specified  manner  and  that  the  rate  so  established  shall  be 
collected  ot  all  shippers  alike.  If,  now,  suit  can  be  brought  for  a 
recovery  of  a  portion  of  this  rate  in  the  first  instance,  either  in  court 
or  before  the  Commiseion,  at  the  election  of  the  shipper,  it  may  fol- 
low that  one  jury  will  determine  one  rate  to  be  reasonable,  another 
jury  a  second  rate  to  be  reasonable,  while  the  Commission  may  be 
of  the  opinion  that  still  a  third  rate  should  be  charged.  This  will  of 
necessity  produce  the  very  discrimination  which  the  act  was  in- 
tended to  prevent.  To  give  such  a  construction  to  the  language  of 
the  ninth  section  would  be  to  destroy  the  act  itself. 

It  was  held  therefore  in  that  case  that  the  only  remedy  of  a  shipper 
for  the  payment  of  an  excessive  rate  was  to  apply  to  the  Commission, 
which,  if  it  held  the  rate  to  be  excessive,  should  order  the  establish- 
ment of  a  reasonable  rate  for  the  future  and  award  damages  to  the 
complainant  upon  the  basis  of  the  rate  so  established. 

Let  it  be  carefully  observed  that  this  conclusion  was  not  reached 
because  the  Commission  was  an  expert  body,  more  competent  to 
determine  the  reasonableness  of  a  rate  than  a  jury;  nor  because  the 
rate  was  filed  in  its  ofllce  and  imder  its  direction,  and  could,  therefore, 
be  more  conveniently  ascertained  and  applied;  nor  for  any  consid- 
eration of  expediency  or  convenience,  but  because  the  opposite  holding 
would  accomplish  the  very  thing  which  the  act  to  regulate  commerce 
was  intended  to  prevent. 

This  further  situation  might  arise:  If  a  rate  has  been  pronounced 
unreasonable  by  the  Commission  and  reduced,  or  if  a  rate  has  been 
voluntarily  reduced  by  the  carrier  without  any  action  of  the  Com- 
mission, may  a  shipper,  with  respect  to  a  time  anterior  to  the  action 
of  the  Comnussion  or  to  the  reduction  of  the  rate,  maintain  a  suit  in 
court  for  the  payment  of  the  excessive  rate  t 

Apparently,  tiie  same  reasoning  which  leads  to  the  conclusion  that 
application  must  be  first  made  to  the  Commission  in  case  of  an  exist- 
ing rate  would  lead  to  the  same  conclusion  with  reference  to  a  rate 
no  longer  in  effect,  for  if  such  suits  could  be  brought  in  court  it  might 
follow  that  one  shipper  would  in  fact  pay  one  rate  and  another  shipper 
another  rate.  Such  is  the  conclusion  of  the  court,  which,  on  page 
442,  says: 

^  ^  ^  Although  ftn  astabUflhed  schedule  of  rates  may  have  been  altered  by  a 
carrier  voluntarily  or  as  the  result  of  the  enforcement  of  an  ofder  of  the  GommisBion 
to  desist  from  violating  the  law,  rendered  in  accordance  with  the  provisions  of  the 
statute,  it  may  not  be  doubted  that  the  power  of  the  Commission  would  nevertheless 
extend  to  hearing  l^gal  complainti  of  and  awarding  reparation  to  individuals  for 
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wrongs  unlawfully  suffered  from  the  application  of  the  unreasonable  schedule  duiBg 
the  period  when  such  schedule  was  in  force. 

And,  agfun,  on  page  446,  the  following  language  is  used: 

•  •  •  And  like  reasoning  would  be  applicable  to  the  granting  of  reparation  to 
an  individual  after  the  establishment  of  a  new  schedule  because  of  a  wrong  endured 
during  the  period  when  the  unreasonable  schedule  was  enforced  by  the  carrier  and 
before  its  change  and  the  establishment  of  a  new  one.  In  other  words,  the  difference 
between  the  two  is  that  which  on  the  one  hand  would  arise  from  destroying  the  uni- 
formity of  rates  which  it  was  the  object  of  the  statute  to  secure  and  on  the  other 
from  enforcing  that  equality  iHiich  the  statute  commands. 

It  appears,  therefore,  that  whether  the  rate  to  be  attacked  is  stOl 
in  force  or  has  been  superseded  by  a  lower  or  different  rate,  the 
complaint  must  be  addressed  in  the  first  instance  to  the  CommJSHiony 
whidi  is  required  to  determine  a  reasonable  rate  and  to  award 
damages  or  reparation  upon  that  basis.  Whether,  after  the  CSom- 
mission  has  determined  that  a  certain  rate  should  have  been  charged 
during  a  given  period,  a  shipper  having  paid  the  higher  rate  can 
begin  suit  in  court  in  the  first  instance  for  the  recovery  of  the  excess, 
I  express  no  opinion.'  It  is  evident  that  the  discrimination  com- 
plained of  would  not  arise  provided  the  rate  fixed  by  the  Commission 
could  in  any  way  be  made  conclusive  in  the  suit  instituted  in  court. 
However  that  may  be,  it  is  clearly  the  right  of  tlie  shipper  under 
all  circumstances  to  file  his  claim  with  the  Conmiission  in  pursuance 
of  the  provisions  of  the  ninth  section,  and  it  is  clearly  the  duty  of 
the  Conunission,  in  the  opinion  of  the  Supreme  Court,  to  entertain 
the  claim,  prosecute  the  inquiry,  and  award  the  reparaticm, 

I  am  unable  to  see  any  valid  distinction  between  an  exceaaive 
rate  and  a  rule  or  practice  for  the  distribution  of  coal  cars  like  that 
involved  in  tliis  proceeding.  In  each  case  the  rate  or  regulation  is 
of  tmiversal  application.  In  either  case  to  apply  one  rule  to  one 
shipper  and  another  rule  to  another  shipper  must  result  in  preference. 
In  each  case  the  Conmiission  has  power  to  inquire  whether  the  ^Tinting 
rate  or  regulation  is  lawful  and  to  prescribe  another  in  substitution 
for  the  future.  No  reason  is  urged  by  the  ootut  in  the  AhiUne  cost 
in  justification  of  its  holding  there  which  woiild  not  apply  with  equal 
force  in  support  of  a  similar  holding  here.  That  this  must  be  so 
is  no  longer  debatable  since  the  decision  of  the  Supreme  Court  of 
the  Unit^  States  in  IntentaU  Commerce  Commission  v.  /.  C.  S.  S.  Co., 
215  U.  S.,  452,  by  which  it  was  affirmed  that  the  authority  of  this 
Commission  over  a  regulation  for  the  distribution  of  coal  cars  is 
exactly  the  same  as  its  authority  over  the  rate  of  transportation 
itself. 

The  Illinois  Central  Railroad  b  a  large  carrier  of  coal  and  estab- 
lishes, in  common  with  other  coal-carrying  railroads,  rules  for  the 
distribution  of  coal  cars,  in  times  of  car  shortage,  between  the  different 
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mines  served  by  it.  Complaint  was  made  to  the  Commission  that 
the  method  of  distribution  in  force  upon  the  Illinois  Central  resulted 
in  unjust  discrimination  against  the  complainant.  There  was  no  ques- 
tion as  to  the  manner  in  which  the  capacity  of  the  mines  was  ascer- 
tained and  the  percentage  to  which  each  mine  was  entitled  deter- 
mined, but  it  was  asserted  that  certain  classes  of  cars  were  not  counted 
against  the  assignments  of  the  mines  to  which  they  were  delivered. 
In  allotting  cars  the  Illinois  Central,  according  to  its  regulations,  did 
not  coimt  private  cars  which  were  owned  by  the  mine,  foreign  railway 
fuel  cars  which  had  been  delivered  to  the  Illinois  Central  by  some  other 
railroad  for  the  purpose  of  being  taken  to  a  particular  mine,  and  the 
fuel  cars  of  that  company  itself  which  were  used  in  transporting  coal 
from  the  mine  to  the  place  where  it  was  to  be  tised  by  the  railroad. 
The  complainant  contended  that  all  these  classes  of  cars  should  be 
coimted  against  the  assignment  of  the  mine. 

The  Commission  held  with  the  complainant  and  made  an  order 
directing  the  Illinois  Central  to  coimt  all  such  cars  in  the  future. 
That  company  conceiving  this  order  to  be  unlawful  petitioned  to  the 
circuit  court  for  the  northern  district  of  Illinois  for  an  injunction 
against  its  execution.  Upon  hearing  that  court  was  of  the  opinion 
that  the  order  of  the  Commission  was  correct  as  to  private  cars  and 
foreign  railway  fuel  cars,  but  incorrect  as  to  company  fuel  cars,  and 
an  injunction  was  accordingly  issued  restraining  the  operation  of  the 
order  as  to  such  company  fuel  cars. 

From  this  the  Commission  appealed  to  the  Supreme  Court  of  the 
United  States,  which  reversed  the  decree  of  the  circuit  court  and 
sustained  the  order  of  the  Commission  in  full. 

The  contention  before  the  Supreme  Court  was  that  the  only  order 
which  the  Commission  could  make  imder  the  fifteenth  section  was 
one  prescribing  a  rate  or  a  rule,  r^^ation,  or  practice  affecting  a 
rate;  that  this  regulation,  while  the  effect  of  it  might  be  to  prevent 
discrimination,  was  not  a  regulation  affecting  rates  and  therefore  not 
within  the  power  of  the  Commission  to  make.  The  court  held  that 
a  r^^ation  of  this  kind  was  within  the  terms  of  the  fifteenth  section; 
that,  therefore,  the  Commission  might  prescribe  the  rule  which  it  did, 
and  that  such  rule  when  prescribed  would  be  binding  upon  the  Illinois 
Central  in  its  relations  with  all  its  coal  mines. 

This  case  determines  that  there  is  no  distinction  between  an  order  of 
this  ConmiiBsion  fixing  the  rate  for  the  future  and  an  order  estab- 
lishing a  rule  for  the  distribution  of  coal  cars;  and  this  being  so,  I 
am  utterly  unable  to  see  any  ground  upon  which  a  distinction  can  be 
made  between  the  remedy  which  is  open  to  the  shipper  for  the  recov- 
ery of  damages  in  the  two  instances.  If  he  must,  in  case  of  the  exces- 
sive rate,  apply  to  the  Commission  in  the  first  instance,  so  in  the  case 
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of  the  discriminating  practice  he  must  first  make  application  to  this 
body.  To  permit  the  institution  of  a  suit  in  court  until  the  rule  has 
been  fixed  by  the  Conmiission  would  result  in  exactly  the  same  dis- 
crimination and  preference  in  case  of  the  regulation  touching  the 
distribution  of  cars  as  it  would  in  case  of  the  excessive  rate.  It  must 
follow  as  a  necessary  inference  from  this  decision  that  courts  are 
without  jurisdiction  to  entertain  in  the  first  instance  suits  for  dam- 
ages resulting  from  the  enforcement  of  improper  rules  for  determining 
the  capacity  of  its  coal  mines  and  the  distribution  of  its  coal  cars  in 
times  of  shortage  between  the  different  mines  served.  Any  possiUe 
doubt  upon  this  point  has  been  laid  at  rest  by  the  decision  of  the 
Supreme  Court  in  B.  dk  0.  R.  R.  Co.  y.  PUcaim  Coal  Co.,  215  U.  S., 
481,  decided  at  the  same  time  with  the  Illinois  Central  case  just 
referred  to. 

The  twenty-third  section  of  the  act  gives  a  remedy  through  the 
district  and  circuit  courts  of  the  United  States  by  mandamus  in 
instances  where  a  carrier  is  granting  a  preference  in  the  movement 
of  traffic  or  in  the  furnishing  of  cars  or  other  facilities.  The  Pitcaini 
Coal  Company,  claiming  that  the  Baltimore  &  Ohio  Railroad  was 
discriminating  in  favor  of  its  competitor  by  the  rules  which  it  had 
established  to  govern  the  distribution  of  coal  cars,  began  proceedings 
for  mandamus  against  that  company.  It  is  not  necessary  to  detafl 
the  various  specifications  of  preference  set  forth  in  that  proceeding. 
The  general  system  of  car  distribution  in  vogue  on  the  Baltimore  & 
Ohio  was  analogous  to  that  established  by  the  Illinois  Central,  and 
the  groimds  of  complaint,  while  more  numerous  in  this  case  than  in 
that,  had  mainly  to  do  with  the  failure  to  count  different  classes 
of  cars. 

After  an  elaborate  hearing  upon  the  facts  the  circuit  court  sus- 
tained the  contention  of  the  relator,  the  Pitcaim  Coal  Company,  upon 
a  single  item,  denying  in  the  main  the  prayer  for  relief.  Upon  appeal 
by  the  Pitcaim  Company,  the  circuit  court  of  appeals  reversed  the 
court  below  and  held  that  the  relator  was  entitled  to  the  relief  prayed 
for.  The  Supreme  Court  of  the  United  States,  upon  appeal  by  the 
Baltimore  &  Ohio  Company,  decided  that  the  circuit  court  had  no 
jurisdiction  under  the  twenty-third  section,  and  that  the  suit  should 
be  dismissed.  It  placed  its  decision  entirely  upon  the  Abilene  oue, 
pointing  out  that  there  was  no  distinction  between  a  rule  or  regola- 
tion  of  this  character  and  a  rate,  and  that  therefore  suit  should  hare 
been  begun  in  the  first  instance  before  the  Commission. 

It  is  therefore  now  determined  beyond  controversy  that  the  com- 
plainant in  the  case  before  us  could  not  at  the  time  this  complaint  was 
filed  have  commenced  in  court,  either  at  common  law  or  under  the 
twenty-third  section,  or  under  the  ninth  section,  a  suit  at  law,  for  a 
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correcUon  of  the  discriminations  complained  of  or  the  recovery  of  the 
damages  incident  upon  those  discriminating  practices.  It  must  have 
applied  to  this  Commission.  How,  then,  can  this  body  consistently 
decline  to  exercise  the  jurisdiction  which  is  plainly  cast  upon  it  by  the 
statute  as  interpreted  by  the  court  of  last  resort  and  refuse  to  pass 
upon  its  claim  for  damages  t 

The  opinion  of  the  majority  indicates  that  complaint  may  be  made 
to  the  Commission,  which  will  thereupon  determine  whether  the  regu- 
lation attacked  is  or  has  been  in  violation  of  law.  If  the  Commission 
condemns  the  regulation,  the  complainant  must  then  begin  an  inde- 
pendent suit  in  court  for  the  recovery  of  his  damages,  upon  the  basis  of 
the  regulation  approved  by  the  Conmiission.  The  theory  seems  to  be 
that  the  Commission  has  jurisdiction  to  prescribe  the  rule,  but  has  no 
jurisdiction  to  award  the  damages  which  have  resulted  from  failure 
to  establish  and  observe  a  proper  regulation  in  the  past. 

I  express  no  opinion  as  to  whether,  if  this  Commission  has  definitely 
determined  that  a  given  rate  or  a  given  regulation  for  a  definite 
period  has  been  discriminatory  or  excessive  and  has  prescribed  the 
rate  or  regulation  which  will  be  reasonable  or  just,  a  shipper  may 
or  may  not  begin  suit  in  court  for  damages  based  upon  the  rate 
established  by  the  Commission.  Such  a  rule  would  not  be  obnoxious 
to  the  objections  found  by  the  Supreme  Court  to  the  maintenance 
of  the  suits  of  the  Abilene  Cotton  Oil  Company  and  the  Pitcaim 
Coal  Company.  It  may  be  that  such  instances  would  present  an 
opportunity  for  the  alternative  mentioned  in  the  ninth  section.  I 
also  think  that  a  case  like  that  of  Joynes,  where  the  act  of  the  car- 
rier is  directed  to  a  particular  individual  and  does  not  consist  of 
the  enforcing  against  the  public  of  a  general  rate,  regulation,  or 
practice,  presents  an  instance  where  the  party  aggrieved  may  either 
sue  in  court  or  present  his  claim  to  the  Conmiission.  But  this  com- 
plainant must  have  begun  before  the  Commission  and  the  Commis- 
sion should  have  jurisdiction  to  award  the  damages. 

Upon  what  theory  does  the  conclusion  of  the  majority  to  the  con- 
trary rest  f  What  is  there  in  the  language  of  the  act  which  supports 
itt  What  is  there  in  the  structure  of  the  act  which  lends  coun- 
tenance to  it  t  To  my  mind  both  the  language  and  the  theory  of 
the  statute  are  directly  opposed  to  it. 

Nothing  can  be  plainer  than  that  Congress  intended  to  confer 
upon  this  body  the  authority  and  to  lay  upon  it  the  duty  to  award 
damages  for  infractions  of  the  act.  This  idea  runs  through  the 
entire  framework  of  the  statute. 

Section  9  provides  that  the  person  damaged  may  apply  to  the 
Commission  or  may  bring  suit  in  court,  but  shall  not  adopt  both 
remedies  for  the  same  violation. 
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Section  13  provides  that  if  the  carrier  ''shall  make  reparation  for 
the  injury  alleged  to  have  been  done,  such  carrier  shall  be  relieved 
of  liability  to  the  complainant  only  for  the  particular  violation  of 
law  thus  complained  of." 

Section  14  provides  that  ''in  case  damages  are  awarded  such 
report  shall  include  the  findings  of  fact  on  which  the  award  is  made." 

Section  16  declares  that  if  the  Commission  shall  det^mine  that 
any  party  complainant  is  entitled  to  an  award  of  damages  it  "«&4iS 
make  an  order  directing  the  carrier  to  pay  to  the  complainant  the 
sum  to  which  he  is  entitled,  on  or  before  a  day  named."  The  same 
section  fixes  the  period  of  time  within  which  claims  for  damage 
shall  be  filed  with  the  Commission  and  within  which  suits  shall  be 
begun  in  court  to  enforce  the  orders  of  the  Commission  awarding 
damages.  That  section  also  prescribes  in  detail  the  legal  proceed- 
ings by  which  an  award  of  damages  may  be  enforced  against  the 
defendant. 

Up  to  the  time  of  the  Joynes  case  it  had  been,  as  is  pointed  out  by 
Commissioner  Lane  in  his  dissenting  opinion  in  that  case,  17  I.  C.  C. 
Rep.,  361,  the  uniform  practice  of  the  Conmiission  to  award  repara- 
tion in  all  cases  where  damages  accrued  from  a  violation  of  the  act. 

It  is  said  that  the  Interstate  Commerce  Commission  is  an  expert 
tribunal  and  that  the  assessment  of  damages  is  not  within  the  range 
of  its  expertness;  that  it  is  an  administrative  body,  and  that  the 
determination  of  damages  is  judicial  and  not  administrative;  all  of 
which  amounts  to  saying  that  the  Commission  is  not  qualified  to  deal 
with  this  question. 

To  this  I  am  not  prepared  to  assent.  I  can  not  admit  that  this 
body  is  not  as  well  qualified  as  a  traverse  jury  to  assess  the  damages 
of  these  complainants.  For  years  we  have  investigated,  in  one  form 
and  another,  in  all  its  ramifications,  the  business  of  mining  and  selling 
coal.  We  understand,  as  no  jury  without  that  knowledge  possibly 
could,  the  effect  of  this  discrimination  upon  the  business  of  the  coal 
operator.  In  my  judgment  the  decision  of  the  Commission  would 
be  more  intelligent  and  less  likely  to  be  influenced  by  prejudice  than 
that  of  a  jury.  But  all  this  is  entirely  beside  the  mark;  Congress,  in 
set  terms,  has  made  it  the  duty  of  this  Conmussion  to  award  dam- 
ages, and  it  is  no  concern  of  ours  whether  that  provision  of  law  is  wiae 
or  unwise. 

It  is  said  that  the  Commission  has  no  time  to  deal  with  such  mat- 
ters, and  it  certainly  is  true  that  its  duties  are  various  and  exacting. 
But  this,  again,  goes  to  the  expediency,  and  that  is  not  for  our  con- 
sideration; we  can  not  decline  to  attempt  to  discharge  the  duties 
prescribed  by  the  statute  because  it  is  inconvenient  to  do  so. 
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The  opinion  of  the  majority  holds  that  the  complainant  must  first 
obtain  from  the  Conmiission  a  finding  that  the  regulation  in  effect 
has  been  discriminatory  and  determining  what  regulation  ought  to 
have  been  maintained;  armed  with  this  finding  he  may  then  bring 
suit  in  court  for  the  recoyery  of  his  damages.  It  seems  to  me  that 
certain  practical  difficulties  will  be  foimd  in  the  application  of  such 
a  rule,  one  of  which  is  suggested  by  the  present  case. 

The  complaint  asks  damages  from  1903  to  the  present  time.  The 
Hepburn  Act  provides  that  suits  for  the  recovery  of  damages  shall 
only  be  entertained  by  the  Commission  when  filed  with  it  within 
two  years  from  the  time  the  cause  of  action  accrues,  but  it  further 
provides  that  within  a  year  from  the  passage  of  that  statute  com- 
plaints may  be. filed  embracing  all  damages  which  had  previously 
accrued.  This  complaint  was  seasonably  filed  to  recover  damages 
for  the  period  named. 

The  complainant  has  diligently  prosecuted  its  complaint,  and  now 
obtains  a  holding  from  the  Conunission  that  the  regulation  attacked 
is  unlawful.  If  our  order  be  made  effective  on  June  1, 1910,  it  would 
follow  that  the  complainant  is  then  for  the  first  time  in  position  to 
maintain  a  suit  in  court. 

But  the  order  of  the  Commission  fixing  this  regulation  as  to  the 
distribution  of  coal  cars  is  not  of  necessity  final.  It  may  be  attacked 
in  the  courts  by  the  railroad,  and  still  another  period  of  from  one  to 
three  years  may  elapse  before  it  is  finally  determined  what  regulation 
diould  have  been  in  force  during  the  period  when  these  damages 
accrued. 

What,  now,  is  the  rule  to  be  applied  as  to  the  running  of  the  statute 
of  limitations  t  The  usual  period  of  limitation  applicable  to  suits  for 
the  recovery  of  damages  of  this  character  b  from  three  to  six  years.  If 
the  six-year  period  were  to  be  applied  the  complainant  has  lost  his 
damages  for  at  least  one  year.  Having  seasonably  begun  his  pro- 
ceeding in  the  only  forum  in  which  it  could  be  begun,  and  having 
prosecuted  that  proceeding  with  all  diligence,  he  is,  nevertheless, 
deprived  of  the  right  to  the  damages  for  a  portion  of  the  period. 

It  may  be  suggested  that  the  filing  of  the  complaint  before  the  Com- 
mission may  be  regarded  as  the  beginning  of  the  suit  which*  is  subse- 
quently brought  in  court.  But  there  is  no  connection  whatever  be- 
tween the  proceeding  before  the  Conunission  and  the  suit  in  court. 
All  allegation  as  to  damages  for  discrimination  is  inmiaterial  and  out 
of  place  before  the  Conmiission.  And  what  of  the  competitors  of 
the  complainant  who  have  suffered  the  same  discrimination  f  Must 
these  parties  all  file  suits  before  the  Conmiission  to  determine  the 
regulation  which  ought  to  have  been  observed  by  the  railway, 
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althoiigh  the  determination  in  one  case  must  of  necessity  control  in 
all  cases  f 

It  may  be  said  that  a  complainant  should  begin  two  proceedings, 
one  before  the  Commission  to  determine  the  regulation  or  practice 
and  another  in  court  for  the  assessment  of  his  damages,  and  that  the 
suit  in  court  should  be  continued  imtil  the  Conmiission  has  prescribed 
the  rule.  But  the  statute  explicitly  declares  that  while  the  party 
injured  may  begin  either  before  the  court  or  the  Commission  he  shall 
not  begin  in  both  places. 

The  seventh  amendment  to  the  Constitution  of  the  United  States 
provides  that  in  suits  at  common  law  where  the  value  in  controversy 
exceeds  $20  the  right  to  trial  by  jury  shall  be  preserved.  The  effect 
of  this  constitutional  provision,  if  any,  upon  the  question  before  us, 
is  yet  to  be  determined  by  the  courts. 

The  original  act  to  r^ulate  conmierce  provided  that  an  order  for 
the  payment  of  damages  should  be  enforced  by  the  court  sitting  as  a 
court  of  equity.  Under  this  state  of  the  statute  the  Commission  held 
that  it  coiild  not  award  damages,  where  a  determination  of  fact  was 
necessary,  for  the  reason  that  the  parties  would  thereby  be  deprived 
of  their  right  to  a  jury  trial.  For  the  purpose  of  removing  this  ob- 
jection the  act  was  amended  March  2, 1889,  so  as  to  provide  that  where 
suit  was  brought  to  enforce  the  Commission's  order  for  damages 
either  party  might  demand  a  jury  trial.  That  the  Commission 
understood  that  imder  the  law  as  amended  it  could  and  should  award 
damages  appears  from  the  following  language,  which  occurs  in  the 
last  case  in  which  an  award  of  reparation  was  refused  ui>onthiB  ground. 
Rawson  v.  Newport  News  dk  Mississippi  VdUey  Co.f  3  I.  C.  C.  Rep., 
266,279: 

Aa  to  the  reparation  claimed,  prior  to  the  amendment  of  the  sixteenth  Bectkn  of  ths 
act  to  regulate  commerce  of  March  2, 1889,  we  held  in  several  cases,  that  as  the  statota 
provided  for  no  trial  by  jury  in  the  courts  to  enforce  our  awards  in  omtroversies  sock 
as  were  triable  at  common  law  and  where  more  than  $20  was  involved,  we  could  award 
no  reparation  in  consequence  of  the  provisions  of  the  seventh  amendment  to  the  Con- 
stitution of  the  United  States.  The  amendment  of  the  statute  of  March  2,  1889,  was 
made  to  cover  this  feature  of  the  statute,  but  the  amendmoit  expresdy  provides  that 
it  shall  have  no  reference  to  proceedings  pending  at  the  time  the  amendment  was 
adopted;  and  this  proceeding  was  pending  at  that  time. 

In  my  own  view  a  proceeding  to  recover  damages  for  faflure  of  s 
railroad  company  to  publish  and  maintain  a  certain  rate  or  regulatiosi 
is  not  a  suit  at  common  law  within  the  meaning  of  the  seventh  amend- 
ment. The  legislature  may  prescribe  either  by  itself  or  throu^  a 
commission  the  rate  or  regulation  to  be  observed.  Neither  the  ship* 
per  nor  the  carrier  has  any  right  at  common  law  to  a  particolar  rata, 
nor  need  the  reasonableni)ss  of  the  rate  prescribed  by  the  legislature 
be  submitted  to  a  jury.    The  legislature  might  undoubtedly  enact 
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diat  the  published  rate  or  regulation  should  be  binding  upon  all  until 
changed.  If,  now,  it  allows  reparation  with  respect  to  the  past  it 
may  do  so  upon  condition  that  the  amount  shall  be  determined  in  a 
specified  manner  not  involying  a  trial  by  jury. 

The  opinion  of  the  majority  makes  no  reference  to  the  seventh 
amendment,  nor  do  I  see  that  ike  conclusion  reached  derives  any  sup- 
port from  that  source,  since  that  amendment  must  apply  equally  to 
the  assessment  of  all  kinds  of  damages.  In  awarding  ''rate"  dam- 
ages the  Commission  must  determine  the  existence  of  certain  facts, 
as  the  weight  of  the  shipment,  its  character,  the  conditions  of  the  bill- 
ing, etc.;  and  these  findings  of  fact  may  be  conclusive  upon  the  right 
of  the  complainant  to  recover.  If  such  .findings  must  be  submitted 
to  a  jury  in  one  class  of  cases  they  must  in  the  other. 

The  delays  and  expenses  of  the  law  are  proverbial.  E^specially  is 
this  true  where  the  defendant  is  a  railroad  company  with  imlimited 
resources.  It  is  notorious  that  shippers  forego  claims  which  they 
believe  to  be  just  rather  than  incur  the  cost  and  annoyance  of  attempt- 
ing to  enforce  them  by  law. 

One  cardinal  purpose  of  the  act  to  regulate  commerce  was  to  pro- 
vide a  speedy  and  inexpensive  method  by  yirhich  the  shipper  could 
obtain  relief  in  such  cases.  My  own  observation  is  that,  to  an  extent, 
this  expectation  of  the  framers  of  the  act  has  been  realized.  The 
complainant  does  ordinarily  obtain  his  order  for  damages  with  less 
delay  and  outlay  than  in  court,  and  the  railroad  generfdly  pays  the 
award. 

The  complainant  claims  to  have  been  damaged  by  more  than 
$100,000  through  the  discrimination  which  we  have  found  to  exist, 
and  its  evidence  tends  strongly  to  support  that  claim.  A  material 
part  of  these  damages  never  can  be  recovered  unless  awarded  in  this 
proceeding,  and  that  through  no  fault  of  the  complainant,  which 
seasonably  began  and  has  zealously  prosecuted  its  complaint.  Days 
have  been  spent  in  the  taking  of  testimony;  all  the  facts  are  before 
us,  and  I  strongly  feel  that  we  should  proceed  to  assess  and  order 
the  payment  of  these  damages. 

The  opinion  of  McPherson,  Judge,  in  Morriadale  Ooal  Oo.  v. 
P.  B.  B.  Oo.f  176  Fed.  Rep.,  748,  which  has  come  to  my  attention 
since  the  foregoing  matter  was  prepared,  fully  sustains  the  position 
taken. 

There  are  two  other  points  to  which  I  wish  to  call  attention. 

This  record  indicates  that  at  times  the  number  of  private  cars 
delivered  to  certain  mines  has  exceeded  the  quota  of  those  mines. 
EiVen  if  private  cars  had  been  counted  against  the  assignment  of 
those  mined,  they  would  still  have  received  more  cars  in  proportion 
to  their  rating  than  the  complainant. 
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In  such  case  it  seems  to  me  that  the  raiboad  is  guilty  of  discrimi- 
natioUy  although  it  delivers  to  the  mine  only  the  cars  which  that 
mine  owns.  If,  for  example,  a  railroad  only  had  sufficient  cars  for 
its  own  fuel  supply  the  mine  owner  who  did  not  sell  coal  to  the 
company  and  who  owned  no  cars  himself,  would  obtain  no  cars 
whatever,  while  his  competitor  with  an  outfit  of  individual  cars 
would  be  supplied.  I  do  not  think  a  railroad  can  lawfully  devote 
its  tracks  and  its  motive  power  to  the  service  of  one  mine,  while 
declining  to  give  to  its  competitor  a  similar  service. 

Probably,  in  the  absence  of  contract  provision  thereto,  a  railroad 
would  have  no  right  to  divert  the  cars  of  one  mine  to  the  use  of 
another,  but  it  might  and  should  decline  to  put  private  cars  into 
service  except  upon  condition  that  there  shall  be  no  discrimination 
of  this  kind. 

This  may  not  be  a  matter  of  much  importance  in  the  present  case. 
The  use  of  private  cars  is  growing  less,  and  the  question  will,  in  all 
probability,  never  be  a  living  one.  I  do  not,  therefore,  care  to  discuss 
it,  but  wish  simply  to  note  my  position.  In  the  matter  of  car  dis- 
tribution  every  car  should,  in  my  opinion,  be  treated  as  though  owned 
by  the  railroad  upon  whose  line  it  is  in  service. 

The  rule  approved  by  the  Commission  for  the  rating  of  mines  takes 
account  both  of  physical  capacity  and  conmiercial  sales;  and  this, 
I  think,  is  correct.  When,  however,  the  output  has  been  limited  by 
inability  to  obtain  ciub,  and  when  that  inability  has  been  due  to  the 
discriminating  practices  of  the  defendant,  it  is  evident  that  the  appli- 
cation of  this  rule  perpetuates  at  the  outset  the  effect  of  the  past  dis- 
crimination. The  complainant,  owing  to  this  discrimination,  has 
not  been  able  to  sell  as  much  coal,  in  comparison  with  its  competitor, 
as  it  otherwise  would,  and  therefore  its  rating  upon  this  basis  is  not 
what  it  justly  should  be.  For  this  reason  it  seems  to  me  that  it 
would  be  more  just  to  begin  upon  the  basis  of  physical  capacity  alone 
and  subsequently  introduce  the  factor  of  commercial  sale,  considering 
no  sales  which  had  been  made  under  the  discriminating  rating. 

Lane,  Commiasumerf  also  dissenting: 

I  am  in  full  accord  with  that  part  of  the  Commission's  report 
which  condemns  the  existing  car  distribution  rules  of  the  Pennsyl- 
vania Railroad  Company  and  prescribes  the  rules  which  shall  be 
observed  in  the  future,  but  I  can  not  agree  that  the  Pennsylvania 
Railroad  Company's  method  of  rating  mines  for  purposes  of  car  dis- 
tribution is  unobjectionable. 

Under  the  recent  decisions  of  the  Supreme  Court  this  Commission 
has  been  vested  with  what  amounts  to  absolute  authority  over  car 
distribution  rules.  Under  an  extension  of  the  doctrine  laid  down  in 
the  Abilene  CoUon  OH  case  it  is  now  the  law  that  a  shipper  does  not 
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have  the  right,  before  appealing  to  the  Commission,  to  invoke  the 
aid  of  a  court  of  law  in  order  to  compel  a  carrier  to  furnish  the  trans- 
portation facilities  to  which  the  shipper  believes  he  is  entitled.  It  is 
further  established  that  the  courts  will  not  inquire  into  the  reasonable- 
ness of  the  rules  prescribed  bj  the  Commission  nor  disturb  the  Com- 
mission's orders  unless  it  appears  that  some  constitutional  guaranty 
has  been  violated  or  that  the  Commission  has  not  proceeded  in 
accordance  with  law.  These  decisions  cast  upon  the  Commission  a 
responsibility  as  to  railroad  practices  equal  to  that  which  rests  upon 
it  as  to  railroad  rates.  This  body  is  made  in  the  first  instance  the 
sole  resort  of  the  shipper;  from  our  decision  the  shipper  has  no  appeal, 
while  the  carrier's  right  of  review  is  limited  to  questions  of  law.  In 
the  great  majority  of  cases,  therefore,  our  judgment  must  be  a  final 
determination  of  the  questions  involved.  In  view  of  this  responsi- 
bility the  decision  in  this  case  becomes  of  first  importance. 

Rules  for  the  distribution  of  cars  in  periods  of  car  shortage  are  of 
very  recent  invention,  and  it  has  appeared  affirmatively  in  the  cases 
which  have  been  brought  before  this  Conmiission,  as  well  as  in  those 
before  the  courts,  that  the  whole  question  of  car  distribution  is  in  a 
state  of  flux;  the  carriers  have  not  yet  devised  a  code  of  rules  which 
is  satisfactory  either  to  themselves  or  to  their  shippers.  It  is  a 
matter  of  most  general  knowledge,  brought  out  and  clearly  established 
in  the  coal  investigation  made  by  the  Commission  some  three  years 
since,  that  the  distribution  of  cars  to  coal  mines  has  been  based 
largely  upon  interest,  prejudice,  and  pull.  There  has  been  little,  if 
any,  pretense  that  cars  were  divided  among  coal  mines  upon  a  basis 
which  the  law  could  recognize  as  fair  and  nondiscriminatory.  Since 
this  investigation  it  appears  that  the  carriers  have  been  making  an 
honest  effort  to  establish  rules  which  would  not  be  open  to  objection 
upon  the  ground  of  discrimination,  but  these  rules  are  as  yet  but 
experimental — they  do  not  represent  the  crystallized  experience  of 
years — at  present  they  are  but  tentative.  The  preferences  which 
have  been  shown  to  owners  of  private  cars  and  to  mines  supplying 
railway  fuel  show  clearly  that  the  carriers  are  but  feeling  their  way 
to  a  basis  that  will  be  more  equitable  than  any  hitherto  obtaining. 
Instead,  therefore,  of  regarding  the  rules  involved  in  the  cases  re- 
cently reviewed  by  the  Supreme  Court  as  controlling  this  Commission, 
we  are  justified  in  saying  no  more  upon  this  subject  than  that  the 
views  heretofore  expressed  are  the  result  of  such  light  and  experience 
as  we  have  been  able  to  gain  upon  a  most  difficult  subject,  and  are 
properly  subject  to  amendment  at  any  time.  Moreover,  it  must  be 
remembered  that  the  Conmiission  has  not  given  its  endorsement 
either  to  physical  capacity  or  conmiercial  capacity  or  to  a  blend  of 
the  two  as  a  basis  for  the  allotment  of  cars  subject  to  distribution  in 
a  time  of  shortage. 
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As  explained  in  the  majority  report,  the  Pennsylyania  Railroad 
Company  fixes  the  rating  of  a  mine  for  purposes  of  car  distribution 
by  adding  to  the  ascertained  physical  capacity  the  conmiercial  output 
of  the  previous  year  and  dividing  the  sum  by  two.  I  am  not  con- 
vinced that  past  commercial  performance  can  be  fairly  taken  as  a 
measure  of  present-day  needs.  However,  conceding  that  a  mine's 
past  shipments  under  normal  conditions  may  properly  be  taken  into 
account,  it  is  clear  that  they  do  not  afford  an  index  of  actual  shipping 
capacity  when  they  have  been  affected  by  numerous  discriminatory 
practices.  The  undisputed  testimony  in  this  case  shows  that  the 
complainant  has  been  subjected  to  gross  discrimination.  The  com- 
plainant was  often  compelled  to  go  without  cars  for  dhjs  at  a  time 
while  certain  of  its  competitors  had  no  difficulty  in  securing  an 
abundant  car  supply.  The  record  further  shows  that  the  Pennsyl- 
vania Railroad  Company  spiked  the  switch  leading  to  the  mine  of 
the  Hillsdale  Coal  &  Coke  Company  so  that  for  nineteen  months 
the  complainant  was  unable  to  ship  a  ton  of  its  output.  This  latter 
circumstance,  according  to  the  majority  report,  does  not  constitute 
unjust  discrimination.  If  inequitable  car  distribution  rules  can  be 
held  discriminatory,  and  the  Commission  so  finds,  how  can  we  look 
with  greater  benignity  upon  the  absolute  refusal  of  the  defendant  to 
serve  one  shipper  while  transportation  facilities  are  freely  accorded 
to  his  competitors  t  The  indisposition  of  the  majority  to  attach  any 
importance  to  this  phase  of  the  complaint  is  inexplicable.  In  my 
opinion  the  spiking  of  the  complainant's  switch  by  the  Pennsylvania 
Railroad  Company  constitutes  unlawful  discrimination  in  its  most 
vicious  aspect. 

Be  this  as  it  may,  the  finding  of  the  Commission  is  as  follows: 

Upon  all  the  facts  ahown  of  record  the  CommiflBion  therefore  finds  that  throufsfaont 
the  period  of  the  action  the  system  upon  which  the  defendant  distributed  its  available 
coal  car  equipment,  including  system  fuel  cars,  foreign  railway  fuel  cars,  and  indi- 
vidual or  private  can,  has  subjected  the  complainant  to  an  undue  and  an  unlawful 
discrimination. 

From  this  finding  it  necessarily  follows  that  the  output  of  the  com- 
plainant's mines  during  the  period  in  question  does  not  fairly  meas- 
ure its  normal  commercial  capacity.  Its  shipments  have  been 
arbitrarily  and  unjustly  restricted  by  the  operation  of  the  unlawful 
rules  of  the  defendant,  and  when  this  Commission  permits  the 
Pennsylvania  Railroad  Company  to  take  that  restricted  commercial 
output  as  a  factor  in  determining  the  rating  of  the  mine  for  pur- 
poses of  car  distribution,  it  is  obvious  that  the  past  discrimination 
is  being  indefinitely  perpetuated.  This  proposition  seems  so  self- 
evident  that  it  ought  not  to  be  necessary  to  support  it  by  illustration. 

*  us  take  the  case  of  a  mine  the  physical  capacity  of  which  is  500 
per  day.    By  reason  of  the  discriminatory  practices  of  whkfa 
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it  has  been  the  yictun  its  commercial  output  during  the  past  year 
was  restricted  to  250  tons  per  day.  A  competitor,  on  the  other 
hand,  with  the  same  physical  capacity  as  well  as  the  same  business 
efficiency,  was  favored  by  the  carrier  and  thereby  enabled  to  market 
all  the  coal  that  it  could  produce  during  the  preceding  year.  Under 
the  rule  which  we  are  now  considering  the  rated  capacity  of  the  mine 
which  has  been  the  victim  of  discrimination  is  some  375  tons  per 
day,  while  that  of  the  favored  mine  is  500  tons  per  day.  Again,  take 
the  case  of  a  mine  whose  switch  was  spiked  so  that  it  had  no  output 
whatever  during  the  past  year.  Under  the  Pennsylvania  Railroad 
Company's  rule  its  present  physical  capacity  of  500  tons  is  added 
to  its  past  conmiercial  capacity  (zero)  and  the  sum  divided  by  two, 
the  result  being  250  tons,  the  rating  of  the  mine  for  purposes  of  car 
distribution.  Can  there  be  any  question  that  by  sanctioning  this 
rule  we  are  permitting  the  defendant  to  prolong  its  discriminatory 
practices  indefinitely  t  It  would  appear  that  this  discrimination  will 
be  progressively  diminished  as  the  years  go  by,  but  this,  I  submit, 
does  not  temper  the  injustice  of  the  rule. 

The  majority  report  conmiends  the  method  employed  by  the  Balti- 
more &  Ohio  Railroad  Company  in  rating  mines  for  purposes  of  car 
distribution.  Under  the  Baltimore  &  Ohio  rule  the  ascertained 
physical  capacity  is  taken  in  conjunction  with  the  conmiercial  capacity 
during  a  period  of  free  car  supply  in  each  of  the  two  preceding  years, 
and  the  result  divided  by  three.  This  method  is  even  more  objec- 
tionable than  that  of  the  Pennsylvania  Railroad  Company.  In  the 
first  place  it  should  be  observed  that  we  are  considering  rules  for  the 
distribution  of  cars  during  a  period  of  car  shortage.  It  is  obvi- 
ously imscientific,  therefore,  to  look  to  a  mine's  output  during  a 
period  of  free  car  supply  as  an  index  of  its  probable  needs  during  a 
period  of  car  shortage.  ''A  period  of  free  car  supply"  necessarily 
connotes  a  season  of  slack  demand.  This  means  a  period  during 
which  many  of  the  weaker  mines  find  it  unprofitable  to  operate  at 
all,  whereas  the  operations  which  are  more  firmly  established,  and 
which  perhaps  have  large  contracts  to  fill,  occupy  the  field  almost 
alone.  On  the  other  hand,  a  period  of  car  shortage  connotes  a  period 
when  the  demand  for  coal  has  been  so  increased  that  all  the  mines 
find  it  profitable  to  operate.  In  view  of  these  considerations  I  regard 
it  as  indisputable  that  conmiercial  output  during  a  period  of  free  car 
supply  is  not  an  equitable  measure  of  probable  output  during  a  period 
of  car  shortage. 

In  the  second  place  it  should  be  remembered  that  the  Baltimore  ft 
Ohio  rule  was  expressly  condenmed  by  the  Commission  in  its  report 
following  the  coal  and  oil  investigation  in  these  words: 

The  effect  of  the  system  of  car  distribution  in  use  upon  the  Baltimore  A  Ohio  Rail- 
voad,  and  especially  the  method  ci  ascertainiDg  the  percentage  ci  cam  to  which  each 
IdLaCRep. 
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shipper  is  entitled  by  taking  the  output  in  the  summer  time,  resulted  in  increanng 
the  percentages  of  the  large  operators  with  which  the  Baltimore  A  Ohio  Railroad 
Company  was  interested  and  in  irregular  and  insufficient  car  service  to  the  smaller 
operators  who  did  not  own  "individual  cars"  and  who  by  lack  of  regular  car  service 
were  unable  to  make  satisfactory  contracts  for  the'sale  of  their  output. 

Consistency  alone  would  seem  to  require  a  similar  finding  in  the 
case  now  confronting  us;  but  aside  from  that  I  feel  that  the  facts 
developed  in  that  investigation,  as  well  as  in  other  proceedings  before 
this  Commission,  conclusively  demonstrate  the  injustice  of  this  rule. 
The  Commission  states,  on  page  59  of  its  Report  on  Discriminations 
and  Monopolies  in  Coal  and  Oil: 

During  this  period  of  remarkable  growth  in  the  coal  tonnage  on  said  road  (the 
Baltimore  &  Ohio  Railroad)  the  increase  of  its  equipment  and  betterment  of  its  road- 
way, some  coal  operators  were  compelled  to  dispose  of  their  plants  at  a  loss  because 
they  were  unable  to  get  cars;  other  persons,  during  the  same  period,  desiring  to  become 
shippers,  were  subjected  to  serious  discouragements,  that  being  the  policy  of  the  road. 

Citations  need  not  be  multiplied  in  order  to  make  it  clear  that  the 
past  output  of  a  mine  imder  the  conditions  heretofore  obtaining 
affords  no  criterion  of  its  normal  conmiercial  capacity. 

Perhaps  the  most  serious  fault  in  the  Baltimore  &  Ohio  rule  is  this: 
The  element  of  commercial  capacity,  which  may  have  been  arbi- 
trarily diminished  by  the  unlawfiil  conduct  of  the  carrier,  is  allowed  to 
coimt  for  twice  as  much  as  present  physical  capacity  in  fixing  the 
mine's  rating.  This  permits  the  carrier  to  accentuate  and  prolong 
past  wrongs  in  a  greater  degree  than  the  rule  of  the  Pennsylvania 
Railroad  Company.  A  rule  which  leads  to  such  results  is  not  sus- 
ceptible of  defense  either  upon  legal  or  moral  groimds. 

We  should  not  be  immindful  of  the  fact  that  the  mles  we  are  con- 
sidering are  as  imjust  to  a  newly  opened  mine  as  to  one  which  has  been 
the  victim  of  discriminatory  practices.  This  is  clearly  pointed  out 
by  Judge  Pritchard  in  his  able  opinion  in  the  Piicaim  Coal  toBe^ 
165  Fed.,  130: 

Under  the  present  method  of  ascertaining  the  percentage  of  cars  to  which  the  shipper 
is  entitled,  those  shippers  who  are  just  beginning  to  develop  their  property  are  placed 
at  a  great  disadvantage,  and  owing  to  which  it  is  weU-nigh  impossible  for  a  shipper  thus 
situated  to  secure  a  sufficient  aUotment  of  cars  as  to  enable  him  to  dispose  of  the  pfodoct 
of  his  mine  in  such  quantities  to  secure  anything  like  a  substantial  development  of 
hifl  property.  Therefore  we  are  of  opinion  that  such  system  of  coal-mine  rating  is 
un&iir  and  inequitable  to  new  mines  located  along  the  line  of  this  railroad  company, 
where  there  are  a  number  of  old  and  established  mines.  To  bold  otherwise  would  be 
to  give  the  Fairmont  Coal  Company  and  other  favored  companies  an  undue  and  anna- 
eonable  preference,  which,  as  we  have  heretofore  stated,  is  forbidden  by  the  act,  and 
we  are  therefore  of  opinion  that  the  court  below  enred  in  ruling  that  this  particnkr 
method  was  a  fair  and  reasonable  one.  We  think  the  true  rule  as  to  the  basia  far  tbe 
distribution  of  cars  k  correctly  stated  by  Judge  Goff  in  the  case  of  UniUdSuonanL 
Kingvoood  Coal  Co.  v.  W,  Va.  No.  R,  R,  Co,,  tupro,  and  that,  in  determining  the  per- 
centage d  cars  to  which  each  mine  is  entitled,  the  railroad  company  should  be  gnkled 
solely  by  the  physical  capacity  d  the  mine  to  furnish  coal  far  shipment. 
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In  view  of  the  injustice  of  the  car  distribution  practices  of  the  de- 
fendant and  other  coal-carrying  raiht>ads  there  is  only  one  course 
properly  open  to  the  carriers  at  the  present  time.  The  ideal  basis  for 
the  rating  of  mines  is  of  course  present-day  commercial  capacity. 
The  difficulty  lies  in  attaining  that  ideal.  Physical  capacity  may  not 
be  a  perfect  standard,  but  at  least  it  more  nearly  approaches  the  ideal 
than  a  rule  which  rests  in  part  upon  conmiercial  output  during  a 
period  when  imlawful  discrimination  was  the  order  of  the  day.  I  be- 
lieve that  it  would  not  be  unfair  to  compel  the  carriers  from  this  time 
forth  to  prorate  their  available  equipment  among  the  mines  which 
they  serve  upon  a  physical  capacity  basis  alone.  This  would  enable 
all  mines  to  start  upon  approximately  even  terms  and  would  deny 
to  mines  which  have  been  unduly  favored  in  the  past  the  right  to  re- 
tain the  full  measure  of  that  unjust  advantage.  If,  after  having  given 
the  physical-capacity  basis  a  fair  trial  for  a  year,  it  should  appear  that 
it  does  not  fairly  represent  commercial  needs,  proper  amendments 
could  readily  be  made.  Past  conmiercial  performance  would  not 
then  be  such  an  inequitable  factor  as  it  is  to-day. 

Commissioner  Clembnts  joins  in  this  dissent. 
i9i.aaB«i». 


Digitized  by 


Google 


892  IKTEBSTATB  COMMBBOE  COMMISSION  BBP0ST8. 


No.  1139. 

W.  F.  JACOBY  AND  ISAAC  C.  WEBER,  TRADING  AS  W.  F. 

JACOBY  &  COMPANY, 

V. 

PENNSYLVANIA  RAILROAD  COMPANY. 


No.  1111. 
CLARK  BROTHERS  COAL  MINING  COMPANY 

V. 

SAME. 


8ubmiUed  January  SO,  1909.    Bedded  Monk  7, 1910. 


1.  The  special  allotment  daily  of  500  of  its  system  coal  can  to  a  particular  opentor 

for  the  purpose  of  supplying  foreign  steamships  with  coal  found  to  be  a  dia- 
criminatory  practice  so  long  as  they  were  not  counted  against  the  rating  of 
those  mines  during  periods  of  car  shortage.  A  like  view  expressed  of  the  sale 
by  the  defendant  of  1,000  of  its  coal  cars  to  the  same  operator. 

2.  Following  HUUdaU  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.,  anU,  p.  356,  defendant's  roles 

and  regulations  for  the  distribution  of  coal  cars  during  poiods  of  car  shortage 
found  to  be  unlawful. 

Harry  BouUon,  John  H.  Minis,   WiUiam  A.  CFlasgoWf  jr.,  and  JoJm 
WiUiam  HaUdhan,  Sd,  for  W.  F.  Jacoby  &  Company. 
David  L.  Krebs  for  Clark  Brothers  Coal  Mining  Company. 
Francis  I.  Oowen  and  George  F.  Massey  for  defendant. 

Repobt  of  the  Commission. 

Harlan,  (hmmissioner: 

The  mines  of  the  complainant  in  HUlsdale  Ooal  <t  Coke  Oo.  t. 
P.  B.  R,  Co.,  just  disposed  of  {arUe,  p.  356),  are  located  near  the 
town  of  Glen  Campbell,  in  Indiana  County,  in  the  state  of  Pennsyl- 
yania,  on  the  Cush  Creek  branch  of  that  part  of  the  defendant's 
Cambria  and  Clearfield  division  which  extends  northward  from  Wes- 
son; and  the  chief  competitor  of  that  complainant  has  been  D.  EL 
Williams  &  Company,  whose  mines  are  in  that  district.    In  the  aboTe* 
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entitled  complaints  the  mines  are  in  another  Tnining  district  in  the 
bituminous  coal  regions  of  Pennsylyania  and  on  another  part  of  the 
Cambria  and  Clearfield  division  of  the  defendant.  They  are  located 
about  nine  miles  west  of  Osceola  Mills,  in  or  near  the  town  of  Smoke 
Run,  in  Clearfield  County,  on  what  is  known  as  the  defendant's  Moshan- 
non  branch,  which,  at  Osceola  Mills,  joins  its  so-called  Tyrone  division 
extending  northward  from  its  junction  with  the  main  line  at  Tyrone. 
Since  October,  1905,  the  Clark  Brothers  Coal  &  Mining  Company  has 
operated,  under  leases,  three  mines  known  as  Falcon  No.  2,  No.  3,  and 
No.  4.  The  largest  and  best  equipped  of  these  mines,  Falcon  No.  2, 
was  operated  prior  to  that  time  by  the  petitioner,  W.  F.  Jacoby  & 
Company,  which  had  taken  over  the  lease  of  the  mine  in  April,  1004. 
It  is  Falcon  No.  2,  and  the  period  from  April,  1904,  to  October, 
1905,  that  are  involved  in  the  first  of  the  above-entitled  complaints. 
That  mine  is  said  to  be  one  of  the  best  equipped  collieries  in  the  dis- 
trict, and  on  April  1, 1904,  had  an  inventory  valuation  of  $30,000.  It 
is  provided  with  an  underground  electric  system  for  hauling  its  mine 
cars  and  with  a  first  class  wooden  tipple  and  a  patent  dump;  it  is 
ako  well  supplied  with  mine  cars  and  has  ample  switch-track  faciUties; 
and  its  grades  favor  the  out  movement  of  loaded  mine  cars.  There 
are  said  to  be  from  175  to  200  acres  of  solid  coal  in  the  three  Falcon 
mines,  varying  in  thickness  from  2|  to  5  feet;  and  in  No.  2  mine  there 
were,  in  1904,  about  100  acres  of  coal  remaining,  some  30  acres  having 
been  mined  prior  to  that  time.  The  coal  is  accepted  as  a  superior 
grade  of  steaming  coal  that  is  readily  marketed  in  New  England, 
New  Jersey,  New  York,  and  Pennsylvania,  being  shipped  all  rail  over 
the  defendant's  lines  to  those  points  and  also  to  tide  water. 

It  is  not  contended  that  there  was  any  unfairness  in  the  rating 
assigned  to  Falcon  No.  2  during  the  period  from  April,  1904,  to 
October,  1905,  when  it  was  being  operated  by  the  complainant,  W.  F. 
Jacoby  &  Company.  The  rating  then  given  to  it  was  450  tons  a  day,  and 
this  the  complainant  in  that  case  admits  was  a  close  approximation 
of  its  actual  output  capacity.  It  appears,  however,  that  from  Octo- 
ber, 1905,  to  May,  1907,  when  Falcon  No.  2  was  being  operated  by 
the  dark  Brothers  Coal  &  Mming  Company  the  rated  capacity  cred- 
ited to  the  three  Falcon  mines  was  9  cars  or  315  tons  for  No.  2,  1  car 
or  35  net  tons  for  No.  3,  and  2  cars  or  70  net  tons  for  No.  4,  making 
a  total  capacity  of  12  cars  or  420  tons  for  the  three  mines.  In  April, 
1907,  these  ratings  were  increased  to  13  cars  or  455  tons  for  Falcon 
No.  2,  2  cars  or  70  tons  for  Falcon  No.  3,  and  5  cars  or  175  tons  for 
Falcon  No.  4,  making  an  aggregate  capacity  assigned  to  the  three 
mines  of  20  cars  or  700  tons  daily.  The  complainant  in  the  second 
of  these  complaints,  in  support  of  the  theory,  advanced  also  in  the 
HiUadaU  Coal  db  Coke  Co.  v.  P.  B.  R.  Co.,  anie,  that  commercial 
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capacity  ought  to  be  eliminated^  calls  attention  to  the  fact  that  the 
defendant  in  its  answer  admits  that  during  the  period  in  question 
the  actual  physical  capacity  of  the  three  Falcon  mines  was  709  tons, 
144  tons,  and  270  tons,  respectiYely,  or  a  total  of  1,133  tons  in  aU, 
which  would  require  31.1  cars  daily  to  move.  On  the  other  hand  it 
is  to  be  noted  that  the  petitioner  in  the  second  complaint  contends 
that  the  physical  capacity  of  the  three  mines  was  only  600  tons,  125 
tons,  and  300  tons,  respectively,  or  1,025  tons  in  the  aggregate  per 
day.  Finally  it  must  be  observed  that  neither  of  the  petitionen 
made  complaint  to  the  defendant,  at  that  time,  of  the  ratings  of 
these  mines,  and  when  finally  they  did  complain  the  defendant 
accepted  their  engineer's  statement  or  estimate  as  to  their  actual 
working  capacity.  Under  these  circumstances,  we  see  no  substantial 
basis  for  any  finding  of  discrimination  against  the  complainants  with 
respect  to  the  defendant's  ratings  of  their  mines. 

The  damages  sought  to  be  recovered  in  the  first  of  these  complaints 
amount  to  $51,950.49  and  in  the  second  complaint  to  $36,901.13. 
Falcon  No.  2  was  purchased  from  the  Penn  Collieries  Company,  in 
which  W.  F.  Jacoby  seems  to  have  been  interested.  The  transaction 
appears  of  record  as  a  purchase,  but  it  may  have  been  a  mere  change 
of  ownership  on  the  basis  of  nominal  values.  Nevertheless,  the  record 
shows  a  purchase  price  of  S25,000  and  that  W.  F.  Jacoby  &  Company 
retained  the  mine  until  October,  1905,  when  they  sold  it  for  $32,500, 
or  for  $7,500  more  than  they  paid  for  it.  In  the  meantime  they  had 
mined  55,000  tons  of  coal  and  sold  it  apparently  at  a  profit  of  about 
30  cents  a  ton.  Whether  the  mine  could  have  been  sold  so  well  if 
more  coal  had  been  taken  out  of  it  by  the  complainant  is  a  question 
as  to  which  it  is  difficult  to  arrive  at  any  satisfactory  conclusion.  It 
is  to  be  noted,  however,  that  the  complainant  claims  to  have  had 
actual  orders  for  a  substantial  portion  of  the  output  capacity  of  FalccMi 
No.  2. 

As  we  understand  these  cases,  the  substantial  points  upon  whidi 
discrimination  may  be  predicated  are  as  follows: 

There  are  a  number  of  mines  on  the  Moshannon  branch  of  the  de- 
fendant that  are  owned  by  other  operators,  but  in  this  connection  it 
will  suffice  to  mention  only  the  six  mines  operated  by  or  for  the  Ber- 
wind- White  Coal  Mining  Company,  one  of  which,  blown  as  Eureka 
No.  27,  immediately  adjoins  the  complainant's  Falcon  No.  2.  The 
same  ''D"  coal  vein  is  worked  in  these  two  mines.  The  quality  of 
the  coal  is  therefore  the  same  and  it  is  claimed  that  the  capacities  of 
the  two  mines  were  substantially  the  same  at  the  period  involved  in 
the  first  of  these  two  complaints.  Falcon  No.  2  is  said  in  fact  to  have 
been  better  equipped,  and  if  this  was  the  case  it  would  seem  to  have 
had  an  advantage  over  its  neighbor  if  it  had  been  placed  on  an  equal 
footing  in  the  matter  of  car  supply. 
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But  neither  Falcon  No.  2  nor  the  mines  of  the  complamant,  the 
Gark  Brothers  Coal  &  Mining  Company,  was  placed  on  an  equal 
footing  with  the  mines  of  the  Berwind- White  Coal  Mining  Company 
in  the  matter  of  the  distribution  of  the  defendant's  available  coal-car 
equipment  during  the  period  of  the  actions. 

During  the  years  1902,  1903,  and  1904  the  employees  of  the 
defendant  that  were  in  charge  of  the  distribution  of  coal-car  equip- 
ment had  special  orders  for  giving  to  the  Berwind-White  Coal  Mining 
Company  a  special  allotment  of  500  cars  daily.  That  company  had 
contracts  for  supplying  coal  Tor  certain  steamships  sailing  from  New 
York  Harbor.  Complaint  had  been  made  that  these  steamers  were 
frequently  delayed  because  of  a  lack  of  coal,  and  the  defendant  felt 
that  it  was  warranted  in  making  that  special  arrangement  with  the 
coal  mines  that  had  undertaken  to  supply  them  with  fuel.  This 
preference  was  the  occasion  of  comment  by  the  Commission  in  its 
report  in  the  coal  and  oil  investigation.  Few,  if  any,  of  these  spe- 
cially assigned  cars  reached  the  Berwind-White  mines  in  this  particu- 
lar mining  district,  and  therefore  it  is  difficult  to  determine  to  just 
what  extent  these  complainants  were  prejudiced  by  that  preference 
of  a  competing  company's  operations  in  another  district;  neverthe- 
less, it  was  inequitable  in  principle  and  undoubtedly  so  to  some 
extent  at  least  in  its  results,  and  we  see  no  grounds  upon  which  it  can 
be  justified  by  the  Commission.  On  the  contrary,  it  must  be  con- 
denmed  in  strong  terms  as  an  undue  preference  of  one  company  and 
district  and  an  undue  discrimination  against  coal  operations  in 
another  district. 

Another  point  also  mentioned  in  our  report  in  the  coal  and  oil 
investigation  just  referred  to  b  that  1,000  of  the  defendant's  own 
system  coal  cars  were  sold  by  the  defendant  to  and  were  thus  made 
available  by  the  Berwind-Wliite  Company.  The  defendant  to  that 
extent  diminished  its  capacity  to  supply  the  coal-car  requirements 
of  other  coal  operations  upon  its  lines.  While  the  right,  as  a  legal 
proposition,  of  an  interstate  carrier  to  sell  its  equipment  has  not  been 
discussed  before  us  in  these  cases,  and  therefore  will  not  be  considered 
in  this  report,  the  least  that  can  be  said  of  that  transaction  is  that 
it  indicates  a  desire  on  the  part  of  the  defendant  at  that  time  to  for- 
ward the  interests  of  a  particular  company  at  the  expense  of  its 
competitors. 

It  is  established  with  reasonable  clearness  on  the  record  that  the 
Berwind-\Miite  mines  during  the  years  1906  and  1907,  as  well  as  to 
a  period  inmiediately  preceding  those  dates,  were  daily  in  receipt  of 
coal  cars  in  large  numbers  and  were  therefore  kept  in  operation 
almost  continuously  while  the  complainants  received  an  inadequate 
supply  and  were  not  able,  therefore,  to  run  their  mines  to  the  best 
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advantage.  This  difference  is  largely  explained  by  the  fact  that  the 
Berwind-White  Coal  Mining  Company  owned  a  large  number  of  pri- 
vate cars  and  also  enjoyed  contracts  for  supplying  the  defendant 
and  its  connection  with  coal.  Under  the  rules  of  defendant,  fuOy 
explained  in  HilUd-dle  Coal  <k  Coke  Co.  v.  P.  R.  R.  Co.,  ante,  tha 
ownership  of  such  private  cars  and  the  enjoyment  of  these  contracts 
resulted  in  the  special  allotment  to  the  mines  of  that  company  of 
these  so-K^alled  assigned  cars.  For  the  reasons  explained  at  some 
length  in  that  case  those  rules  operated  as  an  undue  discrimination 
against  these  complainants,  and  we  so  find.  But  for  the  present 
and  for  the  reasons  there  explained  we  shall  limit  our  order  to  a 
finding  that  in  the  several  respects  here  mentioned  the  defendant 
was  guilty  of  a  discrimination  against  these  complainants,  leaving 
for  determination  after  further  argument  the  question  of  the  extent 
to  which  the  complainants  may  have  been  damaged  thereby. 
An  order  will  be  entered  in  accordance  with  these  conclusions. 

19LaG.BeiiL 


Digitized  by 


Google 


COMMRBfiTATi  CLUB  07  OICAHA  t;.  B.  4  O.  &.  &.  CO.  397 


No.  2916. 
COMMERCIAL  CLUB  OF  OMAHA 

V. 

BALTIMORE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


SubmitUd  Ma^  IS,  1910.    Decided  Oetobir  4, 1910. 


Rates  on  butter,  eggs,  and  poultry,  in  carload  lots,  from  Omaha  to  points  in  CentnJ 
Freight  Association  and  Atlantic  Seaboard  territories  not  foimd  unreasonable; 
petition  for  institution  of  through  routes  and  joint  lates  denied. 

E,  J.  McVann  for complamant. 

W.  A.  Parker  for  Baltimore  &  Ohio  Railroad  Company. 

(?.  B.  Femdld  for  Baltimore.  Chesapeake  &  Atlantic  Railway  Com- 
pany; Central  New  England  Railway  Company;  Cleveland,  AJux>n  & 
Columbus  Railway  Company;  Cumberland  Valley  Railroad  Com- 
pany; New  York,  Philadelphia  &  Norfolk  Railroad  Company; 
Northern  Central  Raiboad  Company;  Pennsylvania  Company; 
Pennsylvania  Railroad  Company;  Philadelphia,  Baltimore  &  Wa^- 
ington  Railroad  Company;  Pittsburg,  Cincinnati,  Chicago  &  St. 
Louis  Railway  Company;  Richmond,  Fredericksburg  &  Potomac 
Railroad  Company;  Toledo,  Peoria  &  Western  Railway  Company; 
Vandalia  Railroad  Company;  New  York,  New  Haven  &  Hartford 
Railroad  Company;  and  New  England  Navigation  Company. 

8.  A.  Lynde  and  C.  C.  WrigU  for  Chicago  &  North  Western  Rail- 
way Company;  and  Chicago  Great  Western  Railway  Company. 

W,  8.  Kenyan  for  Illinois  Central  Railroad  Company. 

M.  L.  BeU  and  Wallace  T.  Hughes  for  Chicago,  Rock  Island  ft 
Pacific  Railway  Company. 

James  E.  Kelby  for  Chicago,  Burlington  &  Quincy  Railroad  Com- 
pany. 

J.  J.  FarreU,  H.  B.  Wright,  and  8.  B.  8hiaing  for  National  Cream- 
ery Butter  Makers'  Association,  intervener. 

8.  B.  Shitting  and  Oeorge  W.  BvU  for  Chicago  Butter  &  Egg 
Board,  intervener. 

Report  of  the  Commission. 

Lake,  Commissioner: 

This  petition  puts  in  issue  the  lawfulness  of  defendants'  rates  on 
buttor.  e^^?9,  and  poultry  in  carload  lots  of  20,000  pounds  or  over, 
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from  Omaha,  Nebr.,  to  points  in  Indiana,  Michigaai  Ohio,  West 
Virginia,  Pennsylvania,  New  York,  Maine,  New  Hampshire,  Ver- 
mont, Massachusetts,  Rhode  Island,  Connecticut,  Delaware,  Vir- 
ginia, and  the  District  of  Columbia.  There  are  no  joint  rates  in 
effect  from  Omaha  to  the  destinations  named,  the  rates  being  made 
by  combination  either  upon  the  Mississippi  River  or  Chicago.  The 
complainant  alleges  that  the  through  rates  so  constructed  are  unrea- 
sonable in  and  of  themselves  and  relatively  as  compared  with  the 
rates  on  other  perishable  property  transported  under  like  conditions. 
The  Commission  is  asked  to  condemn  the  existing  rates  and  establish 
through  routes  and  joint  rates  from  Omaha  to  the  various  points  of 
destination. 

The  defendants  answer  generally,  denying  that  the  rates  against 
which  the  complaint  is  directed  are  unreasonable  or  otherwise  in 
violation  of  law,  and  resist  the  demand  for  the  institution  of  joint 
rates. 

Intervening  petitions  are  filed  by  the  National  Creamery  Butter 
Makers'  Association  and  the  Chicago  Butter  &  Egg  Board  in  oppo- 
sition to  the  relief  sought  by  the  complainant,  it  being  alleged  that 
to  grant  the  demand  for  lower  carload  rates  than  are  at  present  in 
effect  would  injure  the  dealers  in  less-than-carload  lots  and  work 
only  to  the  advantage  of  the  large  carload  shippers. 

As  previously  stated,  the  rates  on  butter,  eggs,  and  poultry  from 
Omaha  to  points  reached  by  the  several  defendants  east  of  the 
Indiana-Illinois  state  line  are  made  in  combination  upon  the  Mis- 
sissippi River  or  Chicago.  It  happens  that  the  combination  upon 
the  Mississippi  River  often  yields  the  same  through  charge  as  the 
combination  upon  Chicago,  but  this  is  not  invariably  the  case. 
Whenever  a  difference  appears  the  lower  combination  governs. 

The  rates  from  Omaha  to  the  Afississippi  River  are  commodity 
rates  and  vary  to  some  extent  with  the  ultimate  destination  of  the 
tra£5c.  The  rates  from  Omaha  to  Chicago  are  class  rates  applying 
on  both  local  and  through  traffic.  Under  the  Western  Classification 
butter  and  eggs,  in  less-than-carload  lots,  take  second  class  rates, 
while  dressed  poultry  is  placed  in  the  first  class.  All  three  com- 
modities in  straight  or  mixed  carloads  take  third  class  rates.  The 
rates  from  Mississippi  River  crossings  and  Chicago  to  eastern  points 
are  any-quantity  class  rates,  effective  on  both  through  and  local 
business.  The  Official  Classification,  which  governs  this  traffic, 
provides  the  second  class  rating  for  butter  and  eggs,  while  dressed 
poultry  moves  under  first  class  rates. 

It  should  be  noted  further  that  the  any-quantity  rates  of  the  car- 
riers in  Official  Classification  territory  include  the  expense  of  idng, 
whereas  the  carload  rates  from  Omaha  to  the  Mississippi  River  and 
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Chicago  are  exclusiye  of  icing.  On  lesd-than-carload  shipments  the 
western  carriers  bear  the  cost  of  refrigeration.  Constructed  as  above 
indicated,  the  through  rates  from  Omaha  to  representative  points 
covered  by  the  complaint  are  as  follows: 

Statement  ihowing  through  rate$  on  poultry ,  butter,  and  eggs  from  Omaha  to  repmentative 

pointt. 


Ty>- 


Pooltry  (dnasod). 


CarkMuL 


Lenthan 
carload. 


Butter  and  c 


Carload. 


Iieasthan 
.carkMuL 


.Ind 
Plttibiirs^Pa.... 

pUkdelphia.  Pa. 
New  YorkTN.  Y. 


10.73 
.90 
1.06 
1.18 
1.20 
1.37 


10.97 
1.1« 

i.sa 

1.4& 
1.47 
1.64 


10.67 
.84 
.97 
1.08 
1.10 
1.16 


•0.77 
.94 
1.09 
1.19 
1.21 
L37 


The  following  table  illustrates  in  detail  the  construction  of  the 
rates,  the  various  factors  in  the  combination  upon  the  Mississippi 
River  and  Chicago  being  given  in  each  instance: 

Statement  ihowing  divieion  of  rates  on  poultry,  butter,  and  eggs  from  Omaha  to  various 

points. 


DlfWom. 

Poultry  (dreesed). 

Butter  and  egp. 

tfh- 

Carload. 

Leo  than 
carload. 

Carload. 

L<88  than 
carload. 

Indtananolif.  lod. 

Mintaitppi  River 

CMf. 
35 
37 

Onus. 

60 
87 

CmU. 
36 

33 

OaUM. 
46 

Bajood 

38 

Total 

73 

97 

67 

77 

Chioaffo.  ni 

Do 

46 

Mi 

80 

314 

45 
37 

66 

Beyond 

37 

Total 

764            1114 

72 

93 

Minteiippi  River 

PliUymg    Pa 

n 

60 

35 

49 

46 

••» 

Beyond 

40 

Total 

90 

1164 

84 

94 

Chicago,  ni 

Do 

45 
46 

80 
45 

45 
39 

66 

Beyond 

39 

Total 

90 

125 

84 

104 

MlHiBtDDi  BiTer 

STnooM.N.Y 

^ 

60 
734 

34 

64 

45 

BeySS...v.7T.....::::::: 

64 

Total 

106 

1334 

98 

109 

niif«r>,  ni... 

Do 

46 

60 

80 
60 

45 
53 

66 

Beyond'. 

53 

Total 

106 

140 

97 

117 

MiMiBlppi  River 

Philadalphte,  Pa 

it 

60 
8H 

34 

74 

46 

BeySdP...?.™.......:.;: 

74 

Total 

118 

l«4 

108 

U9 

Chtcaco.  in 

Do 

46 

73 

80 
73 

45 
63 

66 

Beyond 

63 

Total 

lU 

153 

108 

138 
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Statement  uhowmg  divinon  of  raUs  on  poultry,  butter,  and  egg9  from  Omaha  to  \ 

pomt9 — Continued . 


DhrWoDS. 

Ponltiy  (drsnsd). 

BnttarandiC^ 

To- 

Oarload. 

Lenthan 
earioad. 

Carload. 

Leaitte 

New  Yofk,  N.  Y 

Mississippi  River 

Omlf. 

Omlf. 

io 

87* 

Orali. 
84 

70 

Omm. 

BeyooKf.' 

Total 

UQ 

W7J 

UO 

Ul 

ChlcMO.  m 

D« V 

45 
75 

80 
75 

45 

65 

Beyond. 

Total 

130 

155 

110 

IS 

Mississippi  River 

BoRton,  Mam 

n 

00 
M* 

84 

83 

BeyondL 

Total 

127 

IM* 

116 

I2r 

Chim^,  Til 

Do 

45 
82 

80 
83 

45 
71 

• 

Beyond'. 

71 

Total 

127 

103 

U6 

ui 

The  complainant  does  not  undertake  to  establish  the  unreason- 
ableness of  any  specific  rate  covered  by  the  petition,  nor  are  the 
factors  coimprising  the  through  rates  subjected  to  individual  attack; 
the  propriety  of  the  entire  existing  rate  structure  is  called  in  question. 
As  representative  of  the  rates  in  issue  we  may  take  those  applying 
on  butter  and  eggs  from  Omaha  to  New  York,  viz,  $1.10  per  100 
pounds  in  carloads  and  $1.21  per  100  pounds  in  less-than-carload 
quantities.  It  wiU  be  observed,  by  reference  to  the  foregoing  taUe, 
that  the  $1.10  rate  is  made  either  in  combination  upon  the  Mississippi 
River  or  Chicago,  while  the  $1.21  rate  is  the  result  of  the  Chicago 
combination.  The  difference  between  the  two  rates  lies  entirely  with 
the  western  factors. 

The  complainant's  case  rests  primarily  upon  the  following  grounds: 

First.  That  the  expense  to  which  the  carriers  are  subjected  in 
transporting  less-than-carload  business  is  greatly  in  excess  of  tlie 
cost  of  carrying  carload  business;  accordingly,  if  the  existing  rates 
yield  a  sufficient  return  for  the  movement  of  less-than-carload  freight^ 
lower  rates  should  be  made  effective  on  carload  traffic. 

Second.  That  the  present  rates,  being  made  up  of  the  combinaticMi 
of  intermediate  local  rates,  are  unreasonable  by  virtue  of  that  facL 

Third.  That  the  rates  on  butter,  eggs,  and  poultry  are  materiaDy 
higher  than  the  rates  on  other  perishable  products,  such  as  fresh 
meats,  fruit,  and  vegetables. 

The  evidence  offered  in  support  of  the  initial  contention  is  care- 
fully prepared,  covering  claims,  loading,  refrigeration,  transfer  from 
car  to  car,  unloading,  delivery,  and  accounting.  There  can  be  no 
question  that  more  claims  relatively  arise  from  the  transportation 

i9Laa] 


Digitized  by 


Google 


OOMMSROIAIi  OLUB  OV  OMAHA  t;.  B.  A  0.  B.  B.  00.  401 

of  less-than-carload  business  than  from  carload  freight  It  is  also 
true  that  the  cost  of  loading  and  unloading  less-than-carload  freight 
is  borne  by  the  carrier,  while  the  duty  of  loading  and  unloading  car- 
load freight  rests  upon  the  shipper.  The  carload  shipper  is  charged 
with  the  expense  of  refrigeration  from  Omaha  to  the  Mississippi  River 
or  Chicago,  while  less-than-carload  shipments  are  refrigerated  at  the 
carrier's  expense.  Again,  the  transfer  of  less-than-carload  business 
at  Chicago  is  an  item  of  no  small  moment.  Shipments  must  be 
unloaded  at  the  freight  house,  transferred  either  through  the  timnel 
or  by  dray  to  the  freight  house  of  the  eastern  carrier,  and  reloaded. 
A  solid  carload  of  through  freight,  on  the  other  hand,  is  shifted  by 
the  belt  railroad  from  the  western  to  the  eastern  line  at  an  expense 
which  is  certainly  not  as  great  as  that  incurred  by  transferring  the 
same  quantity  of  less-than-carload  traffic  in  the  manner  outlined. 

All  these  facts  must  be  conceded.  That  the  carriers  are  under 
greater  expense  in  taking  care  of  less-than-carload  freight  than  in 
moving  carioad  traffic  has  repeatedly  been  recognized  by  the  Com- 
mission, but  are  we  necessarily  led  thereby  to  find  that  the  an> 
quantity  rate  works  an  injustice  to  the  carload  shipper?  The  ad- 
mitted difference  in  the  cost  of  service  is  entirely  consistent  with  the 
conclusion  that  the  existing  rates  are  liberal  as  far  as  less-than- 
carload  freight  is  concerned  and  no  more  than  a  reasonable  chaige 
upon  carload  traffic.  If,  for  the  reasons  just  considered,  the  Com- 
mission should  order  lower  rates  established  on  carload  business,  and 
the  carriers  should  put  them  into  effect  as  any-quantity  rates  in  con- 
formity with  the  petitioner's  suggestion,  this  same  line  of  attack 
could  be  followed  in  order  to  demonstrate  anew  the  alleged  excessive 
character  of  the  chaise  as  applied  to  carload  traffic.  In  short,  if  the 
complainant's  position  is  tenable,  it  would  seem  that  we  must  eventu- 
ally condemn  the  any-quantity  rate  as  such. 

The  any-quantity  rate  rests  upon  sound  public  policy.  It  enables 
the  smaU  shipper  to  compete  on  fairly  equal  terms  with  his  powerful 
competitor,  thereby  counteracting  in  a  measure  the  prevalent  ten- 
dency toward  monopoly.  While  the  Commission  has  consistently 
sustained  the  legality  of  a  differential  between  carload  and  less-than- 
carload  rates  upon  the  ground  that  the  difference  in  the  cost  of  service 
justifies  a  reasonable  difference  in  charge,  it  is  highly  significant  that 
no  order  has  ever  been  issued  requiring  that  an  any-quantity  basis 
be  superseded.  BrowneU  v.  C.  dk  C.  M,  R.  R.  Co.,  5  I.  C.  C.  Rep., 
638;  KinddY.  B.  <b  A.  R.  R.  Co.,  11  I.  C.  C.  Rep.,  495,  506;  WeU  v. 
P.  R.  R.  Co.,  11 1.  C.  C.  Rep.,  627:  Duncan  <k  Co.  v.  N.  C.  <k  St.  L.  R. 
R.  Co.y  16  I.  C.  C.  Rep.,  590.  As  previously  noted,  there  is  at  the 
present  time  a  difference  between  the  carload  and  less-than-carload 
rates  on  dairy  products  from  Omaha  to  the  Mississippi  River  and 
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Chicago,  and  to  this  extent  the  carioad  shipper  has  an  adyantaga 
over  the  smaller  operators.  Upon  this  record  we  would  not  be  justi- 
fied in  accentuating  that  advantage  by  lowering  the  eastern  facton 
as  applied  to  carload  traffic  or  establishing  joint  through  carload 
rates  on  a  lower  level  than  the  present  combination. 

The  second  ground  upon  which  the  complainant's  case  is  predicated 
has  been  considered  by  the  Commission  in  several  cases  ot  the  fiist 
importance.  It  is  self-evident  that  the  carriage  of  throu^^  traffic 
is  less  expensive  than  the  movement  of  local  business,  and  this  fact  has 
served  in  part  as  a  basis  for  lowering  through  rates  which  were  made 
up  of  the  combination  upon  intermediate  points.  In  no  case,  however, 
has  this  been  the  sole  groimd  for  action,  and  we  have  expres^ 
recognized  the  possibility  that  the  factors  comprising  a  throu^  rata 
may  be  so  low  in  themselves  as  to  yield  a  reasonable  through  chargis. 
Kindd  v.  N.  Y.,  N.  H.  cfe  H.  B.  R.  Co.,  15  I.  C.  C,  Rep.,  555,  558. 
This  element  alone,  without  support  of  any  substantial  character, 
would  not  afford  sufficient  reason  for  a  reduction  in  rates. 

The  complainant  cites  the  rates  on  fresh  meats  from  Omaha  to 
eastern  points  in  support  of  its  contention  that  rates  on  dairy  i»od» 
ucts  are  unreasonable.  For  some  time  past  Omaha  packers  have 
enjoyed  a  rate  of  63^  cents  per  100  poimds  for  the  tranq>ortatioii  of 
fresh  meat  to  New  York,  but  more  recently  an  advance  to  68^  cents 
has  been  effected.  The  contrast  between  this  rate  and  that  appfying 
on  butter  and  eggs  is  a  striking  one,  but,  remembering  the  history 
of  the  rate,  we  would  scarcely  be  warranted  in  using  it  as  a  criterioii 
by  which  to  determine  the  reasonableness  of  rates  on  other  peririi- 
able  products.  Moreover,  it  must  be  remembered  that  fresh  meats 
move  from  the  Missouri  River  in  enormous  volume;  the  record  shows 
that  during  the  year  1909  approximately  29,000  carloads  of  packing- 
house products  were  shipped  from  Omaha  to  the  east,  while  the  total 
movement  of  butter,  eggs,  and  poultry  was  790  carloads.  In  view  of 
all  the  circumstances  we  are  not  persuaded  that  the  rate  on  fresh 
meats  can  be  fairly  used  as  a  standard  of  reasonableness. 

Such  perishable  products,  as  fruits  and  vegetables,  likewise  afford  no 
proper  comparison  with  the  traffic  under  consideration  for  they  differ 
from  dairy  products  so  materially  in  character  and  value,  as  well  as 
in  the  conditions  under  which  they  are  transported.  A  comparisoii, 
however,  between  rates  on  butter,  eggs,  and  poultry  throughout  the 
country  generally,  especially  in  sections  where  the  traffic  conditioiis 
are  essentially  similar,  is  of  recognized  evidentiary  value.  If  such  a 
comparison  is  undertaken  it  will  appear  that  nowhere  in  the  United 
States  are  there  lower  rates  on  butter,  eggs,  and  poultry  than  aiv 
now  in  effect  from  Omaha  to  points  in  Central  Freight  AasociatkHi 
and  Atlantic  Seaboard  territory.    The  complainant  points  out  that 
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these  rates  have  been  maintamed  at  their  present  level  for  oyer 
twenty  years,  while  the  volume  of  traffic  has  greatly  increased,  rising 
from  approximately  126  carloads  in  1900  to  790  carloads  in  1909; 
.  but  we  can  not  agree  that  this  shows  the  rates  to  be  excessive. 

Regarding  the  present  rate  structure  as  an  entirety,  we  can  not 
find  that  the  rates  complained  of  are  tmlawful.  In  view  of  this  con- 
clusion it  ia  perhaps  imnecessary  to  consider  separately  the  prayer 
for  the  institution  of  through  routes  and  joint  rates.  The  testimony 
of  the  complainant's  witnesses  is  uniformly  to  the  effect  that  the 
service  at  present  accorded  them  is  a  through  service  and  in  eveiy 
respect  satisfactoiy.  The  complaint  is  confined  to  the  rates  them- 
selves, and,  inasmuch  as  the  present  through  rates  are  not  found  exces- 
sive, tlie  petitioner  would  gain  nothing  through  an  order  requiring 
only  a  change  in  the  form  of  stating  the  rates. 

The  complaint  will  be  dismissed. 
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No.  3476. 

NELSON  D.  STILWELL 

v. 

LEHIGH  &  HUDSON  RIVER  RAILWAY  C50MPANY  ET  AL. 


SvJbmiUed  September  11, 1910.    Deddtd  October  4, 1910. 


Tuiff  of  initial  carrier  naming  advanced  rate  did  not  properly  cancel  lower  rate  i 

in  tariff  of  another  carrier  to  which  rate  initial  carrier  was  a  party.    Beparatioo 
awarded. 

NeUon  D.  SUhoeU  for  complainant  in  person. 

John  J.  Beattie  for  Leiiigh  &  Hudson  River  Railway  Company. 

R.  H.  Wallace  and  H.  A.  Taylor  for  Erie  Railroad  Company. 

Repobt  of  the  Cohmission. 

CooKRELL,  Commiasumer: 

On  July  1, 1910,  complainant  pim;hased  from  defendant,  Lehigh  ft 
Hudson  River  Railway  Company,  a  monthly  60-trip  commutation 
book  for  passage  between  Warwick,  N.  Y.,  and  New  York  CSty,  the 
transportation  being  via  Jersey  City,  N.  J.,  over  the  lines  of  defend- 
ants. For  this  book  he  paid  S18.30,  which  charge  he  alleges  was 
unreasonable  and  unjust  to  the  extent  that  it  exceeded  $13.60,  the 
rate  formeriy  published  in  tariff  of  the  Lehigh  &  Hudson  River  Rail- 
way and  in  effect  at  that  time  in  tariff  of  the  Erie  Railroad  to  which 
the  Lehigh  &  Hudson  River  Railway  was  a  party.  Reparation  is 
asked  in  the  sum  of  $4.70. 

Both  defendants  admit  the  material  allegations  of  the  complaint 
and  are  willing  to  make  the  reparation  claimed,  but  they  deny  thai 
the  rate  actually  collected  was  unreasonable  unless  it  be  on  account 
of  conflict  in  tariffs. 

For  several  years  prior  to  June  26,  1910,  defendants  published 
in  their  separate  tariffs  a  rate  of  $13.60  for  a  60-trip  commutation 
book  between  the  points  in  question,  the  tariff  of  each  carrier  being 
concurred  in  by  the  other.  Effective  June  26,  1910,  the  Erie  Rail- 
Toad  published  a  tariff  raising  the  rate  to  $18.30.     To  this  tariff  the 
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the  Lehigh  &  Hudson  River  Railway  published  a  tariff  also  raising 
the  rate  to  $18.30,  and  to  this  tariff  the  Erie  was  a  party.  However, 
at  the  suggestion  of  this  Coxninission  when  it  was  considering  the 
question  of  the  advance  in  commutation  rates  in  this  territoiy,  the 
Erie  Railroad,  prior  to  June  26,  suspended  the  effective  date  of  its 
tariff  naming  the  increased  rate  until  Jiily  20,  1910.  The  Lehigh 
claims  that  it  had  no  knowledge  of  this  suspension  on  the  part  of 
the  Erie  and  upon  learning  of  the  same  issued,  on  July  5,  effective 
Jidy  7  under  special  permission,  another  tariff  canceling  its  tariff 
naming  the  increased  rate  and  reestablishing  the  old  rate  of  $13.60. 
The  rate  now  in  effect,  published  in  tariffs  of  both  carriers  and 
respectively  concurred  in,  is  $18.60.  Therefore,  during  the  interim, 
June  28  to  July  7,  1910,  the  situation  was  as  follows:  Rate  of  $13.60 
in  Erie  tariff  to  which  the  Lehigh  &  Hudson  River  was  a  party; 
rate  of  $18.30  in  Lehigh  &  Hudson  River  tariff,  to  which  the  Erie 
was  a  party,  and  during  this  period,  to  wit,  on  July  1,  1910,  com- 
plainant purchased  his  commutation  book.  The  $13.60  rate  pub- 
lished in  the  Erie  tariff  has  been  in  effect  from  November,  1908. 
The  Commission  has  repeatedly  held  that  a  lawfully  established  rate 
remains  in  effect  until  specifically  canceled.  The  tariff  of  the  Lehigh 
&  Hudson  River  Railway  naming  the  $18.60  rate  did  not  cancel  the 
rate  of  $13.60  in  the  Erie  tariff  to  which  it  was  a  party.  This  con- 
flict in  passenger  tariffs  comes  within  the  Commission's  administra- 
tive ruling  No.  104  as  follows: 

Certain  fares  of  a  carrier  had  been  publiahed  in  a  joint  agent's  tariff  and  also  in  its 
own  tariff.  The  carrier  issued  a  new  tariff  canceling  the  fares  in  its  own  tariff  but 
did  not  secure  thtdr  cancellation  in  the  joint  agent's  tariff;  Heldf  That  the  new  tariff 
was  unlawful  because  in  conflict  with  the  uncanceled  tariff  of  the  joint  agent. 

Our  conclusions,  therefore,  are  that  the  rate  named  in  the  Erie 
tariff  and  concurred  in  by  the  Lehigh  &  Hudson  River  Railway  was 
not  properly  canceled  by  the  issue  of  Lehigh  &  Hudson  River  Railway 
tariff  naming  the  $18.60  rate,  and  for  that  reason  the  rate  lawfully 
applicable  at  the  time  complainant  purchased  his  commutation 
book  was  $13.60.  Complainant  is  therefore  entitled  to  reparation 
in  the  siun  of  $4.70,  with  interest  from  July  1,  1910,  and  an  order 
will  be  issued  accordingly. 

19 1.  C.  C  Rep. 


Digitized  by 


Google 


406  nriBBSTAXB  OOMMMBOB  OOMMI88IOV  BSPOBll. 


No.  2177. 

ALBERT  PRESTON 

v. 

CHESAPEAKE  &  OfflO  RAILWAY  COMPANY  ET  AL. 


SulmiUUd  Maif  tr,  1910.    Deddid  October  4, 1910. 


Under  the  drcomatancee  difdosed  by  the  record  in  this  caie,  the  Commkriofi  dom 
not  find  that  the  maintenance  of  a  highernte  from  Rockhouie,  Ky.,  to  Brockv^* 
viUe,  Fti,,  than  ia  contemporaneoualy  maintained  from  Rockhooae  to  Buffalo  and 
Salamanca,  N.  Y.,  was,  at  the  time  the  diipmenta  of  crooa-tieB  moved,  in  violatkMi 
id  the  fourth  aection  of  the  act;  nor  does  it  find  that  either  the  rate  from  Marrov- 
bone,  Ky.,  to  Huntington,  W.  Va.,  or  that  from  Rockhouae  to  Marrowbone,  cr 
that  from  Rockhouee  to  Brockwayville,  on  croai-ties,  waa  unjuat  or  vnreMOBaUa. 

Nod  W.  BarJcgddU  for  complainftnt. 
R.  T.  Wiekham  for  Chesapeake  &  Ohio  RaUway  Company. 
Samuel  M.  Haveris  for  Baltimore  &  Ohio  Railroad  Company  and 
Buffalo,  Rochester  &  Pittsburg  Railway  Company. 

Report  of  thx  Commission. 

Clabk,  (kmmxB9%cner: 

Rate  of  20.5  cents  per  100  pounds  on  oak  cross-ties,  carloads,  from 
Rockhouae,  Ey.,  to  Brockwayrille,  Pa.,  and  the  factors  thereof  are 
in  this  proceeding  challenged  as  imreasonable,  unjust,  unduly  dis- 
criminatory, and  in  violation  of  section  4  of  the  act,  and  reparation 
is  asked  on  9  carloads  shipped  by  complainant  on  dates  between  Feb- 
ruary 18  and  April  30,  1907.  Complaint  was  filed  on  Fetoiaiy  24, 
1909.    Informal  complaint  was  filed  August  7,  1908. 

It  is  contended  that  the  rate  from  Rockhouae  should  not  have 
exceeded  the  Marrowbone  rate  of  18.5  cents  per  100  pounds,  which 
was  also  applicable  from  Belcher  and  Elkhom  Qty,  Ey.,  points  on  the 
main  line  of  the  Big  Sandy  division  of  the  Chesapeake  &  Ohio  Rail- 
way, respectively  5  and  7  miles  distant  from  Marrowbone. 

Rockhouae  is  on  the  Marrowbone  branch  of  the  Big  Sandy  division. 
Marrowbone  being  the  junction  point  between  said  branch  and  the 
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main  line.  Shipments  in  question  moved  via  the  Chesapeake  & 
Ohio  Railway  from  point  of  origin  to  Marrowbone,  thence  Baltimore 
&  Ohio,  and  Buffalo,  Rochester  &  Pittsburg  railroads  to  destination. 

The  shipments  were  billed  from  Marrowbone,  notwithstanding  their 
origin  at  and  movement  from  Rockhouse,  and  complainant  contends 
that  owing  to  this  fact  the  Marrowbone  rate  was  applicable.  This 
contention  is  untenable  and  has  no  sanction  under  the  law. 

There  was  no  joint  through  rate  at  the  time  the  shipments  moved, 
the  total  rate  being  constructed  by  combination  of  local  rates  of  2 
cents  Rockhouse  to  Marrowbone  and  6  cents  Marrowbone  to  Hunting- 
ton, W.Va.,  and  the  joint  rate  of  the  Baltimore  &  Ohio  and  the  Buffalo, 
Rochester  &  Pittsburg  of  12.5  cents  Huntington  to  BrockwayviUe, 
total  20.5  cents  per  100  pounds. 

Rockhouse  is  4  miles  distant  from  Marrowbone;  from  Marrowbone 
to  Huntington  the  distance  is  130  miles  and  from  Huntington  to 
BrockwayviUe  is  419  miles,  a  total  distance  of  557  miles,  producing 
a  rate  of  approximately  7  mills  per  ton  per  mile  for  the  entire  haul. 
For  the  4-mile  haul  to  Marrowbone  the  rate  was  2  cents  per  100 
pounds.  The  rate  for  the  130-mile  haid,  Marrowbone  to  Huntington, 
was  6  cents  per  100  pounds,  total  8  cents.  The  Chesapeake  &  Ohio 
joint  rate  Rockhouse  to  Huntington  was  also  8  cents.  The  rate, 
therefore,  for  the  4  miles  Rockhouse  to  Marrowbone,  was  under  either 
basis  2  cents.  This  rate  was  the  separate  rate  and  charge  of  the 
Chesapeake  &  Ohio  Railway  appUed  to  through  interstate  transpor- 
tation. 

The  distance  tariff  rate  of  defendant  Chesapeake  &  Ohio  Railway 
on  forest  products  would  be  12  cents  per  100  poimds  Rockhouse  to 
Huntington.  This  was  the  lawful  rate  on  oak  lumber  at  the  time 
these  shipments  moved,  but  the  competition  created  by  floating 
cross-ties  on  the  Big  Sandy  River  to  Huntington  compelled  the  estab- 
Ushment  of  a  commodity  rate  of  6  cents  per  100  poimds  on  ties 
Marrowbone  to  Huntington,  to  which  was  added  the  branch-line 
charge  of  2  cents  from  Rockhouse.  Witness  for  defendant  Chesapeake 
ft  Ohio  Railway  testified  that  its  rates  on  ties  from  branch-line  points 
are  ordinarily  made  2  cents  higher  than  from  the  main-line  junction 
points,  and  this  adjustment  appears  in  the  rates  from  points  on  the 
Qauley  and  Cabin  Creek  branches.  Exceptions  to  the  rule  are  Peach 
Orchard,  on  a  branch  connecting  with  the  main  line  at  Richardson, 
which  takes  the  Richardson  rate,  and  Northrup,  on  a  spur  2  miles 
from  Hammond  on  the  main  line,  which  takes  the  Hammond  rate. 
In  the  first  of  these  instances  it  is  explained  that  originally  Peach 
Orchard  was  on  the  main  line,  but  the  straightening  of  that  line  left 
Peach  Orchard  on  a  branch,  and  the  main-line  rate  was  not  dis- 
turbed.    In  the  case  of  Northrup  the  branch  line  is  a  mere  spur  track 

lOLCCnep. 


Digitized  by 


Google 


408  nrrEBSiATB  commbbcb  ooioobsioh  BXPMm. 

2  miles  in  length.  Belcher  and  Elkhom  City  are  on  the  main  line  of 
the  Big  Sandy  division,  and  from  the  evid^ce  adduced  enjoy  usaal 
main-line  service,  while  traffic  from  Rockhouse  is  handled  by  separate 
trains  and  crews  and  extra  switching  and  handling  are  involved. 

Complainant's  further  contention  is  that  the  combination  throu^ 
rate  of  20.5  cents  Rockhouse  to  Brockwayville  is  unjustly  dis- 
criminatory  and  in  violation  of  section  4  of  the  act  because  of  a  rate 
of  19  cents  from  Rockhouse  to  Buffalo  and  Salamanca,  N.  Y.  It 
appears,  however,  that  this  19-cent  rate  applied  only  from  Marrow- 
bone to  Buffalo  and  Salamanca,  the  Rockhouse  rate  being  20  cente 
per  100  pounds.  Effective  July  27, 1907,  these  rates  were  reduced  to 
17  cents  and  19  cents,  respectively.  Brockwayville,  on  the  Buffalo, 
Rochester  &  Pittsburg  Railway,  is  intermediate  Rockhouse  to  Buffalo 
and  Salamanca,  but  the  tariffs  in  effect  at  the  time  did  not  authorixo 
the  application  of  the  terminal  rates  to  intermediate  points.  It 
appears,  moreover,  that  Buffalo  and  Salamanca  are  terminal  rate 
points  between  Central  Freight  Association  and  Trunk  line  territofy. 
It  IB  alleged  that  they  are  in  the  zone  of  influence  of  the  Buffalo  rate 
and  Lake  rates,  and  that  the  rates  thereto  are  induced  by  highfy 
competitive  conditions  which  do  not  exist  at  Brockwayville.  Brock- 
wayville, on  the  Buffalo,  Rochester  &  Pittsburg  Railway,  is  abo 
intermediate  Rockhouse  to  Rochester,  N.  Y.,  and  from  Huntingt<Hi, 
W.  Va.,  the  Rochester  rate  2.5  cents  higher  than  the  rate  to  Buffalo 
and  Salamanca,  ia  applied  to  all  points  between  Butler  and  Rochester, 
including  Brockwayville.  Defendant  showed  that  this  relationship 
of  rates,  namely,  the  application  of  the  so-called  Central  Freight  Asso- 
ciation basis  of  rates,  to  points  on  and  west  of  a  line  through  Butler, 
Pa.,  and  Salamanca  and  Buffalo,  N.  Y.,  but  not  to  points  east  therectf 
in  the  Trunk  line  territory,  has  been  long  established  and  is  well 
understood.  Since  this  complaint  was  heiurd  the  fourth  section  of 
the  act  has  been  materially  changed  by  the  Congress,  and  this  record 
affords  no  adequate  foundation  for  a  determination  of  this  rate 
adjustment  for  this  important  territory. 

Under  the  circumstances,  we  do  not  find  that  the  maintenance  off 
a  higher  rate  from  Rockhouse  to  Brockwayville  than  is  contempora- 
neously maintained  from  Rockhouse  to  Buffalo  and  Salamanca  was, 
at  the  time  these  shipments  moved,  in  violation  of  the  fourth  sectioii 
of  the  act  nor  do  we  find  that  either  the  rate  of  6  cents  per  100  pounds 
from  Marrowbone  to  Huntington,  the  rate  of  2  cents  per  100  pounds 
from  Rockhouse  to  Marrowbone,  or  the  rate  of  20.5  cents  per  100 
pounds  charged  by  defendants  on  complainant's  shipments  of  cross- 
ties  from  Rockhouse,  Ey.,  to  Brockwayville,  Pa.,  was  unjust  or 
unreasonable. 

The  complaint  will  be  dismissed. 
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No,  3126. 
IN  THE  MATTER  OF  REDUCED  RATES  ON  RETURNED 

SfflPMENTS. 


SvbmitUd  July  11, 1910.    Decided  Odober  10, 1910. 


L  Upon  complaints  in  regard  to  propoaed  withdrawal  by  carrien  of  their  special 
reduced  rates  on  returned  shipments,  investigation  was  held  by  the  Commiwnon, 
but  after  due  consideration  the  former  conclusion  of  the  Commission  announced 
in  section  B,  paragraph  67,  of  Tariff  Circular  17-A  is  adhered  to,  which  disap- 
proved of  the  retumed-shipment  rates  in  general,  but  justified  reduced  rates 
for  the  return  of  freight  which  has  been  refused  by  the  consignee  at  destination. 

2.  The  principle  underlying  the  ordinary  transit  privilege  can  not  be  relied  upon  in 
support  of  the  retumed-shipment  rule.  Transit  arrangements,  in  their  com- 
mon form,  are  susceptible  of  defense  only  upon  the  theory  that  the  inbound 
and  outbound  movements  are  in  fact  parts  of  a  single  continuous  transactiop; 
but  there  is  no  real  connection  between  an  outbound  shipment  to-day  and  a 
"returned  shipment"  one  year  hence. 

t.  The  Commission  does  not  feel  justified  in  modifying  the  tenns  of  its  ruling  to  th« 
effect  that  shipments  refused  at  destination  may  be  returned  at  reduced  rates 
within  10  days.    The  ten-day  limit  does  not  seem  to  be  inadequate. 

4.  It  is  axiomatic  that  rates  depend  largely  upon  value,  and  the  Commission  thinks 
that  no  objection  could  be  raised  against  the  establishment  of  special  ratings  for 
the  movement  of  defective  or  damaged  goods;  but  if  this  course  is  adopted  the 
"returned"  element  should  be  altogether  disregarded,  the  rating  to  be  predi- 
cated entirely  upon  the  low  value  of  the  freight. 

AOan  P.  MaUhew  for  the  Commission. 

Albert  E.  Clarke,  D.  F.  Carmichiel,  and  W.  P.  TrickeU  for  the  Min- 
neapolis Traffic  Association. 

F.  E.  Kenaston  for  the  Minneapolis  Threshing  Machine  Company. 

Joaeph  H.  Seek  for  the  St.  Paul  Jobbers'  &  Manufacturers'  Asso- 
ciation. 

C.  W.  Dickinson  for  Jobbers'  &  Manufacturers'  Association  of  La 
Crosse,  La  Crosse  Boanl  of  Trade,  and  La  Crosse  Plow  Company. 

FranJe  A.  Larish  and  Herman  Mueller  for  the  Western  Frei^t 
Traffic  Association. 

Samuel  D.  Snow  and  Edgar  A.  Bancroft  for  the  Litemational  Har- 
Tester  Company  of  America. 

J.  n.  Johnston  for  the  Oklahoma  Traffic  Association. 

Richm/ond  D.  Moot  for  the  General  Electric  Company. 

19 1.  CC.  Hep. 
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TT.  /.  Evans,  C.  E.  Sanders,  E.  W.  MeOuOaugh,  and  BftBcUy,  Ormg 
dk  More  for  the  National  Association  of  Agricultural  Implemmt  ft 
Vehicle  Manufacturers,  The  National  Plow  Association,  and  the 
National  Wagon  Manufacturers'  Association. 

Repobt  of  the  Comhissiom. 

Lane,  CJommissioner: 

For  some  years  the  Western  Classification  has  made  provision  for 
the  application  of  reduced  rates  to  returned  shipments  of  agricul- 
tural implements,  vehicles,  and  some  twenty  additional  commoditieB. 
The  items  covering  returned  shipments  are  set  forth  in  Weatarn 
Classification  No.  47,  I.  C.  C.  No.  5,  effective  November  1,  1909,  as 
follows: 


Agricultund  implements,  and  parts  thereof,  retomod  to  fMStory  akakiiig 
original  point  of  shipment,  provided  same  are  accompanied  by  an  ofder  from  tks 
original  diipper  or  mannfarturer  authorising  the  retttm  ol  the  goods  and  Dsme  and 
address  of  consignof  plainly  shown  on  billing,  will  be  chaiged  half  tariff  ates;  nihif 
wise  full  tariff  rates  will  be  chaiged.    AU  chaiges  to  be  prepaid. 

Vehicles,  and  parts  thereof  (except  self-propelling  vehicles),  returned  to  factory 
making  them  or  original  point  of  shipment,  provided  same  are  accompanied  by  as 
Older  from  original  shipper  or  manufacturer  authorizing  the  return  of  the  goods  sad 
name  and  address  of  consignor  plainly  shown  on  billing,  will  be  dmrged  half  tariff 
rates;  otherwise  full  tariff  rates  will  be  diaiged.  AU  chaiges  to  be  prepaid  (csoeptka 
to  Rule  18). 

Windmills  and  parts  thereof,  returned  to  factory  making  them  or  original  point  cf 
diipment,  provided  same  are  accompanied  by  an  order  from  the  original  shipper  er 
manufacturer  authiniaing  the  return  of  the  goods  and  name  and  address  of 
plainly  shown  on  billing,  will  be  diaiged  half  tariff  rates,  otherwise  tdSX  tariff 
will  be  diaiged.  All  chaiges  to  be  prepaid. 
Otftridge  shells  (for  small  arms  only): 

Metallic,  returned  in  boxes,  barrels,  or  casks 

Paper,  empty,  returned  in  boxes 

Fhotonegatives,  old,  returned  boxed,  minimum  carioad  weight  30,000  pounds 

In  carloads 

Typewriters,  old,  returned  direct  to  manufacturer  on  his  order,  in  lots  ol  1,000 

pounds  or  over,  boxed 

Iron  mill  roUers,  old,  returned 

Printer's  rollen,  old,  returned  in  boxes,  crates,  or  bundles 

Roller  cores,  print^s,  returned  in  packages 

Type,  old,  returned  to  manuhurturers 

Armature  cores,  returned  for  rewinding 

Tdking  machine  and  parts,  records,  broken,  returned  in  sacks 

Petroleum  and  its  products,  as  described  in  item  6,  page  119,  not  unloaded  and 

returned  in  original  tank  to  original  shipping  point,  one-half  third-class  rate, 

based  on  the  gallons  in  the  car,  at  estimated  weig^tB  [Movided  for  in  the  dasrii- 

cation,  the  total  chaige  not  to  exceed  one-half  the  (^aige  based  on  carload  rate 

and  minimum  weight. 
Billiard  tables,  slates,  and  slabs,  boxed  or  crated,  returned  to  manufacturen  for 

repaiis,  one-half  tariff  rates. 
^^er,  spoiled,  in  wood,  returned  to  brewers,  at  estimated  weights  provided  for 
sr,  one-half  fourth  class. 

ii>  1.  c  e  ic«|K. 
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Plates,  electrotype,  old,  retained  to  mumfactnreie 4 

PUtes,  etareotype,  old,  letttmed  to  manu&cturen 4 

OMh  iQgiflten,  old,  returned  direct  to  manufacturer  on  his  order,  in  lots  of  1,000 

pounds  or  over,  boxed 1 

£lectiic-lig^t  bulbs  or  lamps,  burned  out,  returned  to  manufacturers 1 

Books,  school  (second-hand),  returned  P.  P.  or  guaranteed 2 

Paper,  damaged,  in  crates,  returned  to  paper  manufacturers 4 

Items  covering  returned  empty  carriers  have  been  omitted  because 
not  involved  in  this  proceeding. 

It  will  be  observed  that  the  basb  fixed  for  the  assessment  of  chargee 
for  the  return  of  agricultural  implements,  vehides,  windmills,  and 
billiard  tables  is  one-half  tariff  rates,  while  in  the  ca^e  of  the  remaining 
conmiodities  the  reduction  is  effected  by  establishing  a  lower  class 
rating  than  applies  on  original  shipments. 

These  provisions  of  the  classification,  however,  do  not  represent  by 
any  means  the  extent  of  the  retumed-shipment  privilege.  By  except 
tions  to  the  classification  the  western  carriers,  notably  the  Western 
Trunk  lines  and  Southwestern  Lines,  have  put  into  effect  rules  which 
permit  the  return  movement  of  freight  of  virtually  every  character 
at  one-half  tariff  rates.  Western  Trunk  Line  Circular  No.  1-D, 
L  C.  C.  No.  A-112,  effective  May  1,  1910,  contains  the  following 
rules  for  the  assessment  of  charges  on  returned  shipments: 

Shiprnmu  rcturiMd.— Shipments,  whole  or  in  part  (except  live  stock,  petroleum  oU 
and  its  products  in  tank  cars,  and  except  as  otherwise  provided  for  on  empty  carriers 
returned),  returned  to  the  original  shipper  at  original  point  of  shipment,  subject  to 
the  following  conditions.  One-half  of  the  rate  applying  in  the  direction  of  the  firrt 
movement.    (See  Exception.) 

When  via  "A.  T.  &  S.  F.  Ry " 

When  via  "C.  B.  &  Q.  R.  R. 

When  via  «0.  Q.  W.  R.  R 

When  via  «C.  P.  A  St.  L.  Ry . . . . 

When  via  *Ia.  A  St.  L.  Ry 

When  via  Mo.  Pac.  Ry 

When  via  M.  St.  P.  &  S.  8.  M.  Ry. 

(Chgo.  Div.) 
When  via  'Q.  O.  A  K.  0.  R.  R. .. 

When  via  0.  A  A.  R.  R 

When  via  L.  M.  G.  F.  T.  Co 

When  via  Wis.  &  Mich.  Ry 

When  via  0.  R.  I.  A  P.  Ry 

When  via  D.  M.  A  N.  Ry 

When  via  D.  R.  L.  A  W.  Ry.... 
When  via  «A.  T.  A  S.  F.  Ry.... 

Whenvia«C.  AN.  W.  Ry 

When  via  *0.  B.  A  Q.  R.  R 

When  via  'C.  St.  P.  M.  A  O.  Ry 

When  via  'E.  J.  A  E.  Ry 

When  via  '  la.  A  St.  L.  Ry 

When  via  *Q.  O.  A  K.  0.  R.  R. 

10 1,  a  a  Be|». 


When  returned  for  repairs,  or  account  of  being  un- 
salable. 


When  for  any  reason. 


When  returned  for  repain,  or  account  of  being  re> 
fused  or  unsalable. 


When  returned  to  original  point  of  shipment  or  to 
manufacturers  or  to  branch  houses  for  repairs  or 
account  of  being  refused. 
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When  returned  to  original  point  of  shipment  cr  to 
When  Yk  C.  II.  &  St.  P.  Ry ii«uiul»ctu»«  or  to  branch  houM  for  repun  or 

account  of  being  refused  or  on  account  of  I 

unsalable. 

Whenvia'A.  AG.  Ry 

When  via  "111.  Cent.  R.  R 

When  via  'Iowa  Cent.  Ry 

V.hen  via  'M.  &  St.  L.  R.  R 

When  via  >M.  N.  A  8.  Ry 

When  via  *T.  P.  A  W.  Ry 

When  via  'other  lines  parties  10*1  When  returned  for  repcdrs,  or  account  of  being  t^ 
circular /    fused. 

'  Waybills  covering  return  movement  should  carry  reference  to  original  outbooad 
diipments,  showing  waybill  reference,  name  of  shipper,  and  point  tom  whidi  sack 
diipment  was  made,  and  freight  charges  for  return  movement,  if  not  prepaid,  must  be 
guaranteed. 

Minimum  charge  on  carload  shipments  to  be  one-half  of  Class  D,  and  on  lees-thma- 
carload  shipments  the  same  minimum  charge  as  governed  in  the  direction  of  the  finC 
movement,  and  Rule  17  of  Western  Classification  will  apply  on  shipments  loaded  00 
open  cars. 

Exception,— When  but  part  of  a  carload  shipment  is  returned,  one-half  <d  the  lai»- 
than-carload  rate  in  the  direction  of  the  first  movement  will  apply. 

'ViaA.&C.Ry.,A.,T.&S.F.Ry.,C.&A.R.R.,C.&N.W.Ry.,C.,B.AQ.R.R^ 
0.  G.  W.  Ry.,  C,  M.  &  St.  P.  Ry.,  C,  R.  I.  &  P.  Ry.,C.,  St.  P.,  M.  &  O.  Ry.,  D.  4  L 

B.  R.  R.,  E.,  J.  A  E.  Ry.,  111.  Cent.  R.  R.,  Iowa  A  St.  L.  Ry.,  lowaCent.  Ry.,  11.  A  St.  U 
R.  R.,  M.,N.  &  S.  Ry.,Q.,O.A  K.C.  R.R.,  Wabash  R.R.,or  ll.,8tP.  A&&ILR7. 
(Chicago  Div.),  reference  on  waybills  to  original  outbound  shipments  will  not  ba 
required. 

«  When  via  the  A.  A  C.  Ry.,  A.,  T.  &  S.  F.  Ry.,  C.  &  N.  W.  Ry.,  C,  B.  A  Q.  R.  R^ 
C.Q.W.  R.  R.,C.,  P.  A  St.  L.  Ry.,C.,  St.  P.,  M.  A  O.  Ry.,  E.,  J.  A  E.  Ry.,  ni.Cent.  R.  R^ 
Iowa  &  St.  L.  Ry.,  Iowa  Cent.  Ry .,  M.  &  St.  L.  R.  R.,  M.,  N.  A  S.  R.  R.,  Q.,  O.  A  K.  C. 
R.  R.,  or  T.,  P.  &  W.  R.  R.,  this  rule  will  apply  on  freight  returned  for  the  rn^if 
above  specified,  regardless  of  whether  the  initial  shipment  at  full  tariff  rates  wim 
made  over  the  A.  &  C.  Ry.,  A.,  T.  &  S.  F.  Ry.,  C.  A  N.  W.  Ry.,  C,  B.  A  Q.  R.  R^ 

C.  Q.  W.  R.  R.,  C,  P.  &  St.  L.  Ry.,  C,  St  P.,  11.  &  O.  Ry.,  E.,  J.  A  E.  Ry..  IlL  Cent. 
B.  R.,  Iowa  A  St.  L.  Ry.,  Iowa  Cent.  Ry.,  M.  A  St.  L.  R.  R.,  M.,  N.  A  S.  R.  R^ 
Q.,  O.  A  K.  C.  R.  R.,  or  T.,  P.  A  W.  Ry.,  or  over  anotho*  railway  company's  line. 

The  rules  as  carried  in  Southwestern  Lines  Circular  No.  3-0, 
L  C.  C.  No.  707,  appUcable  on  traffic  to  and  from  Oklahoma,  effectiye 
May  II,  1910,  are  as  follows: 

Shipments,  whole  or  in  part  (except  as  noted  below),  may  be  returned  to  ahippvet 
point  of  origin  in  the  states  of  Kansas,  Nebraska,  Missouri,  Iowa,  Mirmesota,  nKi^o^ 
Texas,  Wisconsin,  and  South  Dakota;  also  to  New  Orleans,  La.,  Vicksburg  and  Nat> 
dies,  Miss.,  Bessemer,  Birmingham,  and  Ensley,  Ala.,  El  Reno,  Enid,  and  OUaho^ 
City,  Okla.,  Memphis,  Term.;  also  to  Hanunond,  Whiting,  and  QruwUi,  Ind.,  and 
points  in  Louisiana  west  of  New  Orleans  (or  to  other  points  in  the  states  as  doKiibedX 
at  one-half  the  authorised  rate,  it  being  understood  that  if  the  returned  shipment  s  eff 
less-than-carioad  quantity  one-half  the  less-than-carload  rate  wiU  apply,  bat  in  wm 
case  must  the  charges  be  less  than  upon  an  original  shipment  as  provided  under  mini- 
mum  charge.  Item  No.  62,  or  reissue.  If  a  carload  is  returned,  one-half  the  carioftd 
rate  will  govern,  provided  the  minlmnqf  rate  on  a  full  csirload  returned  shaU  aet 

i9Laa] 


Digitized  by 


Google 


BBDUOSD  ft4TB8  ON  BBTTJBNED  8HIPHBNT8.  418 

be  lev  than  oQe-ludf  of  GImb  D,  but  not  to  exceed  rate  paid  on  original  Bhipments, 
and  provided  further,  that  full  reference  be  fumished  by  shipper  or  conng:nee  to  the 
original  shipment,  which  information  may  be  furnished  at  point  of  shipment  or  at 
destination  of  returned  freight. 

The  basis  as  above  provided  for  will  also  be  applied  as  proportional  rates  to  Mis- 
sissippi River  crossings  on  shipments  returned  to  points  in  other  states  not  shown. 

NoTi.— The  basis  referred  to  above  will  be  one-half  of  the  standard  rate  applicable 
on  traflSc  when  forwarded  new,  in  the  direction  of  the  returned  shipment. 

On  returned  shipments  of  agricultural  implements,  parts  of  agricultural  implements, 
windmills,  vehicles,  machinery,  engines,  stoves  and  stove  furniture,  full  prepayment 
will  be  required,  unless  written  order  of  consignee  instructing  that  property  be  re- 
turned at  his  expense  is  presented  to  agent  at  time  of  shipment. 

The  time  limit  for  return  shipment  to  be  one  year,  except  that  there  shall  be  no 
limit  covering  return  of  articles  taking  agricultural  implement,  vehicle,  and  wagon 
rates. 

Waybill  should  carry  notation  that  the  shipments  are  returned  shipments  with 
reference  to  thin  item  in  the  authority  column  of  the  waybill. 

Nora.— For  rating  on  empty  carriers  returned,  see  Item  No.  123,  or  reissue. 

■XOBPnONS. 

Above  will  not  apply  on  live  animals,  biUiard  and  pool  tables,  merry-go-rounds, 
shooting  gallery  outfits,  household  goods,  emigrant  outfit,  graders'  outfit,  bridge 
builders'  outfit,  campers'  outfit,  or  on  telegraph  and  telephone  camp  outfits. 

It  will  be  noted  that  the  basis  taken  for  the  assessment  of  charges 
in  the  Western  Trunk  Line  circular  is  one-half  the  rate  applying  in 
the  direction  of  the  first  movement,  while  the  standard  fixed  in  the 
Southwestern  Lines  circular  is  one-half  the  rate  applying  in  the  direc- 
tion of  the  returned  shipment. 

The  Official  and  Southern  Classifications  formerly  permitted  the 
return  movement  of  freight  at  reduced  rates  to  some  extent,  but  no 
provision  of  this  character  is  included  in  recent  issues. 

On  June  14,  1909,  the  Commission  adopted  the  following  ruling, 
subsequently  incorporated  in  paragraph  67  of  Tariff  Circular  17-A: 

A  rule  providing  for  the  reconsignment  or  return  free  or  at  reduced  rates  of  articles 
danuiged  in  transit  is  not  improper  if  it  is  so  framed  and  applied  as  to  prevent  abuses 
or  improper  practices  under  it.  The  practice  of  returning  at  reduced  rates  articles 
that  have  been  delivered  into  the  possession  of  consignees  and  have  become  shop- 
worn or  have  gotten  into  a  state  of  disrepair  through  use  is  neither  proper  nor  free 
from  unjust  discrimination.  A  rule  according  reduced  rates  on  return  shipments  is 
proper  only  in  so  faur  as  it  applies  to  the  return  of  shipments  that  are  received  by  the 
consignee  in  bad  order  or  are  refused  by  consignee  without  examination.  As  to  ship- 
ments that  are  not  in  closed  packages  and  thus  are  open  to  immediate  inspection,  the 
rule  should  provide  that  in  order  to  secure  reduced  rates  on  return  movement  the 
goods  shall  not  have  left  the  possession  of  the  carrier  before  such  claim  is  made.  Ae 
to  goods  that  are  in  closed  packages,  the  rule  should  provide  that  in  order  to  secure 
reduced  rates  on  return  movement  such  goods  must  be  returned  to  the  carrier  within 
ten  days. 

Following  this  ruling  the  Western  Classification  Committee  decided 
to  abrogate  the  retumed-shipment  privilegei  a  decision  which  was 
19 1,  o.  a  Bep. 
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earned  into  effect  by  the  publication  of  Western  GaaBification  No. 
48,  I.  C.  C.  No.  6|  effective  May  1,  1910.  All  proyisions  permittnig 
the  return  of  freight  at  reduced  rates  were  canceled  witii  the  excep- 
tion of  those  applying  to  empty  carriers  and  petroleum  oil  and  its 
products  in  original  tank  cars.  This  action,  coupled  with  threat- 
ened action  of  similar  character  on  the  part  of  the  Western  Trunk 
Lines,  led  to  a  vigorous  protest  by  shipping  interests,  particularly  in 
the  middle  west,  and  at  their  instance  this  inquiry  into  the  legality 
of  reduced  rates  on  returned  shipments  was  instituted. 

The  retumed-shipment  privilege  seems  to  have  been  originated 
for  the  purpose  of  assisting  the  agricultural  interests.  Farm  imple- 
ments and  machinery  often  prove  defective  or  break  down  while  in 
use,  and  if  full  tariff  rates  must  be  paid  for  their  transportation  to  a 
point  where  repairs  can  be  effected,  the  farmer  is  subjected  to  a 
serious  handicap.  Rules  were  therefore  adopted  permitting  the 
return  of  agricultural  implements,  vehicles,  and  similar  articles  at 
one-half  the  regular  rates. 

Through  the  operation  of  competitive  forces  the  return-shipment 
rules  became  increasingly  liberal  and  were  gradually  enlarged  to 
cover  the  return  of  freight  of  every  character  and  for  every  pmv 
pose.  By  reference  to  the  provisions  of  the  Western  Trunk  Lone 
circular  quoted  above  it  will  be  observed  that,  while  the  rules  of  the 
various  carriers  are  not  uniform,  the  general  effect  is  to  permit  the 
return  of  freight  to  the  original  point  of  shipment  or  to  branch  houses 
•f  manufacturers  at  one-half  the  rates  applying  in  the  directicm  of 
first  movement.  No  time  limit  is  provided,  reference  to  original  out- 
bound shipments  is  not  always  required,  nor  is  it  essential  that  the 
return  movement  be  made  via  the  line  over  which  the  initial  ship- 
ment was  carried.  The  Southwestern  Lines  circular,  on  the  other 
hand,  requires  that  the  retiuned  shipment  be  made  within  a  year 
following  the  outbound  movement  in  order  to  enjoy  the  lower  rate, 
but  this  limitation  does  not  apply  to  agricultural  implements,  vehi- 
cles, and  wagons.  Other  circulars  of  the  southwestern  lines  carrying 
similar  rules  establish  a  four-year  limit  for  the  return  of  agricuHoral 
implements  and  vehicles. 

The  record  shows  that  while  returned  shipments  form  but  a  smaD 
proportion  of  the  carriers'  entire  traffic  the  privilege  is  of  importance 
to  several  branches  of  industry.  Wagon  makers  protect  their  pur- 
chasers with  agreements  of  warranty  which  provide  that  any  parts 
which  prove  defective  within  twelve  months  from  the  date  of  sale 
shall  be  replaced.  Any  such  defective  vehicles  or  parts  thereof  are 
ordinarily  returned  to  the  factory  and,  under  the  conditions  hereto- 
fore obtaining,  at  one-half  the  regular  tariff  rates.  This  same  prac- 
tice seems  to  be  followed  by  manufacturers  of  agricultural  imple- 
ments.   Manufacturers  of  threshing  machinery  and  portable  engines 
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reoeire  old  machines  and  engines  from  customers  in  partial  exchange 
for  new  ones,  returning  the  old  stock  to  the  factory  either  to  be  re- 
constructed and  sold  for  what  it  will  bring  or  perhaps  to  be  scrapped. 
Jobbers  of  dry  goods  sometimes  find  it  necessary  to  relieve  their 
customers  of  an  oversupply,  a  given  consignment  of  goods  having 
proved  unsaleable  because  of  unseasonable  weather  or  through  some 
other  unexpected  cause.  Similarly  grocery  stock  which  has  remained 
in  the  hands  of  the  retail  dealer  until  it  has  deteriorated  in  quality  or 
appearance  is  returned  to  the  wholesaler  for  such  use  as  ^e  latter 
can  make  of  it.  This  enumeration  is  not  exhaustive,  but  it  suffi- 
ciently illustrates  the  commercial  importance  which  the  retumed- 
shipment  traffic  has  attained. 

The  testimony  taken  at  the  hearing  seems  to  indicate  that  the 
proper  policing  of  the  retumed-shipment  privilege  is  a  problem  of 
some  difficulty.  The  witnesses  generally  agreed  that  almost  any 
practice  could  be  followed  under  the  rules  of  the  Western  Trunk  line 
circular.  A  dealer  in  threshing  machines  frankly  stated  that  it  had 
been  his  custom  to  secure  half  rates  for  the  movement  of  old  machin- 
ery without  regard  to  the  point  of  original  shipment.  Evidence  of 
similar  purport  was  given  by  a  representative  of  a  billiard-table 
manufacturer.  In  addition  to  thisi  a  number  of  claims  were  intro- 
duced in  evidence  tending  to  show  that  in  many  cases  it  is  impossible 
to  determine  with  certainty  whether  a  given  consignment  which  is 
offered  as  a  returned  shipment  is  such  in  fact.  The  difficulty  is 
enhanced  by  the  extension  of  the  privilege  to  shipments  moving  to 
branch  houses  of  manufacturers.  A  traffic  manager  of  one  of  the 
leading  railroads  testified  that  under  the  prevailing  practice  a  ship- 
ment moving  from  Chicago  to  Omaha  could  with  propriety  be 
"returned"  subsequently  from  Omaha  to  St.  Paul  at  one-half  tariff 
rates. 

The  possible  abuse  of  the  retumed-shipment  privilege  is,  however, 
a  secondary  problem  in  this  connection;  the  fundamental  issue  is  the 
legality  of  reduced  rates  on  returned  shipments  as  such.  Section  2 
of  the  act  provides  as  follows: 

Tliat  if  sny  common  ctrrier  lubject  to  the  provimons  of  thii  tct  iball,  directly  or 
indirectly,  by  sny  ipecial  rate,  rebate,  drawback,  or  other  device,  charge,  demand, 
collect,  or  receive  from  any  person  or  persona  a  greater  or  len  compensation  for  any 
eervice  rendered,  or  to  be  rendered,  in  the  transportation  of  passengers  or  property, 
subject  to  the  provisions  of  this  act,  than  it  charges,  demands,  collects,  or  receives 
from  any  other  person  or  persons  for  doing  for  him  or  them  a  like  and  contemporaneous 
service  in  the  transportation  of  a  like  kind  of  traffic  under  substantially  similar  cir- 
cumstances and  conditions,  such  common  carrier  shall  be  deemed  guilty  of  unjust 
discrimination,  which  is  hereby  prohibited  and  declared  to  be  unlawful. 

Under  the  accepted  interpretation  of  this  section  a  carrier  subject 
to  the  act  is  forbidden  to  make  a  difference  in  charge  for  services 
rendered  contemporaneously  and  under  like  conditions  of  carriage. 
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Does  the  transportation  of  a  given  consignment  of  machineiy  or  diy 
goods  from  the  Missouri  River  to  Chicago  differ  in  any  respect  from 
the  transportation  of  another  lot  of  similar  freight  between  the 
same  points  solely  by  reason  of  the  fact  that  it  had  previously  been 
shipped  from  Chicago  to  the  Missoiui  River?  The  question  carries 
its  own  answer — ^it  is  obvious  that  the  circumstance^  and  conditions 
attending  the  two  shipmonts  are  identical,  and  yet  this  fact  of 
prior  movement  is  presented  most  earnestly  as  a  differentiating 
circumstance  by  those  who  seek  to  defend  the  retumed-shipmeiii 
rule.  As  one  of  the  witnesses  expressed  it,  "The  justification  to 
some  extent  for  this  reduced  rate  on  the  return  is  that  it  is  a  return 
movement,  that  it  has  previously  paid  the  full  tariff  rates."  If 
the  fact  that  a  consignment  of  goods  has  once  been  shipped  at  fuD 
tariff  rates  is  entitled  to  consideration  in  connection  with  the  fixing 
of  rates  for  a  subsequent  movement,  why  should  there  be  any  limita- 
tion upon  the  direction  of  the  new  movement!  The  carrier  should 
be  ready  to  apply  half  rates  to  the  second  shipment,  whether  or  not 
it  is  in  the  direction  of  first  movement. 

Irrespective  of  any  practical  weight  which  may  attach  to  thii 
contention,  it  is  obvious  that  it  is  without  legal  merit.  This  Com- 
mission has  already  held  that  the  fact  that  freight  has  been  shipped 
once  and  paid  one  rate  can  not  be  taken  into  consideration  in  fixing 
charges  for  a  subsequent  transaction.  In  the  case  of  Jamen  db 
AhboU  V.  E.  r.,  F.  <fe  0.  By.  Co.,  3  I.  C.  C.  Rep.,  225,  the  defendants 
sought  to  justify  a  higher  rate  on  lumber  from  Johnson  Gty,  Twin., 
to  Boston,  Mass.,  than  was  applicable  from  Atlanta,  (}a.,  a  more 
distant  point,  upon  the  ground  that  "lumber  shipped  from  Atlanta 
is  first  carried  there  by  railroad  and  has  paid  a  local  rate  from  the 
lolUg  0  m  mn  rpy^  defense  was  rejected  by  the  Commission  in 
the  following  terms: 

The  origin  of  the  goods  or  the  fact  that  lumber  comee  to  their  roads  from  the  nUl 
or  over  some  other  railroad  or  over  a  wagon  road  is  not  an  element  which  enten  into 
the  question  of  what  they  may  reasonably  demand  for  the  transportation  sertk— 
they  are  to  render.  This  equitable  rule  is  not  altered  in  the  case  under  coDBidei»> 
tion  by  the  statement  of  the  traffic  manager  of  one  of  the  defendant  companies  who, 
as  a  witness,  said:  "We  have  already  brought  that  lumber  from  the  local  cities  tp 
Atlanta."  When  freight  is  taken  up  at  Macon  or  elsewhere  and  delivered  at  Atlanta 
for  sale  or  other  purpose  not  incident  and  necessary  to  through  transportation,  the 
shipment  is  complete,  and  when  such  frei^t  is  forwarded  the  carriage  from  Atlanta 
is  a  new  undertaking.  The  character  of  a  local  shipment  between  the  cities  er  beti 
the  mills  and  cities  of  Geoigia  is  the  same  when  made  by  the  defendants  or  mm 
one  of  them  as  if  made  by  some  other  railroad  company,  and  whether  made  by  one  i 
the  other,  it  can  not  legally  have  the  effect  of  raising  or  lowering  the  charges  for  t 
portati<m  of  the  freight  when  reshipped, 

"^is  decision  would  seem  to  be  conclusive  of  the  question  now  be- 
isidered.    See  also  A.  <t  V.  By.  Co.  ▼•  lUssiasippi  BaUroad 
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Oommisaum,  203  U.  S.,  496;  Ckinnon  FdUa  Farmers'  Elevator  Co.  ▼. 
O.  0.  W.  By.  Co.,  10  I.  C.  C.  Rep.,  650;  Bigbee  Packet  Co.  v.  M.  db 
0.  B.  B.  Co.,  60  Fed.  Rep.,  646. 

The  principle  underlying  the  ordinary  transit  privilege  can  not  be 
relied  upon  in  support  of  the  retumed-shipment  rule.  Transit  ar- 
rangements, in  their  most  conmion  form  at  least,  are  susceptible  of 
defense  only  upon  the  theory  that  the  inbound  and  outbound  move- 
ments are  in  fact  parts  of  a  single  continuous  transaction.  While  the 
freight  is  delayed  at  the  transit  point  the  shipment  is  merely  sus- 
pended temporarily,  the  present  intention  of  the  shipper  being  to  for- 
ward the  goods  to  their  ultimate  destination.  Once  let  it  be  con- 
ceded that  the  inbound  and  outbound  movements  are  separate  and 
distinct  and  the  impropriety  of  applying  any  rates  other  than  the 
regularly  established  locals  would  be  self-evident.  0.,  C.  dk  S.  F. 
By.  Co.  V.  Texas,  204  U.  S.,  403.  It  is  clear  that  there  is  no  real  con- 
nection between  an  outbound  shipment  to-day  and  a  "returned 
shipment"  one  year  hence.  There  is  no  room  whatever  for  the  argu- 
ment that  the  shipment  is  suspended  during  the  period  intervening 
between  the  two  transactions,  for  there  is  no  present  intent  to  accom- 
plish the  return  movement.  It  is  therefore  impossible  to  relate  the 
two  services  and  urge  the  one  as  a  reason  for  granting  special  terms 
to  the  other. 

Oiur  conclusion  that  the  character  of  the  shipment  is  not  differen- 
tiated in  legal  contemplation  by  the  fact  of  prior  movement  compels 
us  to  adhere  to  the  views  announced  in  section  B,  paragraph  67,  of 
Tariff  Circular  17-A.  It  wiU  be  observed  that  this  ruling  is  in  strict 
accord  with  fundamental  principle  disapproving  of  retumed-ship- 
ment  rates  in  general  but  justifying  reduced  rates  for  the  return  of 
freight  which  has  been  refused  by  the  consignee  at  destination.  In 
the  latter  case  the  return  movement  is  practically  a  continuation  of 
the  going  movement,  and  may  for  that  reason  be  accorded  lower  than 
standard  rates.  Perhaps  a  slight  departure  from  legal  theory  is  in- 
volved in  the  concession  that  goods  in  closed  packages  may  lawfully 
enjoy  retumed-shipment  rates  if  tendered  to  the  carrier  within  ten 
days  following  delivery,  but  doubtless  this  addition  is  essential  if  the 
rule  is  to  be  thoroughly  workable. 

The  Commission  is  asked  to  extend  the  period  within  which  ship- 
ments refused  at  destination  may  be  returned  at  reduced  rates,  it 
being  urged  that  a  ten-day  limit  is  inadequate.  We  are  not  con- 
vinced, however,  that  such  an  extension  is  conmiercially  necessary, 
and  without  a  more  conclusive  showing  than  has  thus  far  been  made 
we  do  not  feel  justified  in  modifying  the  terms  of  the  ruling. 

Our  finding  against  the  legality  of  reduced  rates  on  returned  ship- 
ments does  not  finally  dispose  of  the  issues  involved  in  this  proceeding. 
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One  of  the  chief  arguments  advanced  m  support  of  the  retumed-«faip- 
ment  rule  is  the  fact  that  the  return  movement  comprises  almost 
entirely  freight  of  very  low  value.  It  is  plain  that  this  contention 
does  not  go  to  the  legality  of  the  reduced  rate  on  returned  shqmients^ 
but  it  does  have  a  distinct  bearing  upon  the  propriety  of  aaseBBrng 
full  tariff  rates  on  machinery,  vehicles,  groceries,  and  othw  freight 
in  an  obviously  deteriorated  condition.  It  is  axiomatic  that  rates 
depend  largely  upon  value;  we  think,  therefore,  that  no  objectioii 
could  be  raised  against  the  establishment  of  special  ratings  for  the 
movement  of  defective  or  damaged  goods.  If  this  course  is  adopted 
the  ''retiuned''  element  should  be  altogether  disregarded,  the  rating 
to  be  predicated  entirely  upon  the  low  value  of  the  freight. 

Such  disposition  of  the  problem  in  hand  would,  we  firmly  betiere, 
meet  the  most  pressing  needs  of  commercial  and  industrial  interests 
generally.  It  does  not  permit  jobbers  and  manufacturers  to  secure 
the  return  of  unsalable  goods  at  on&-half  the  regular  tariff  rates, 
but  it  is  plain  that  such  shipments  do  not  constitute  a  different  kind 
of  traffic  from  original  shipments  of  similar  freight.  Under  the  law 
there  can  be  no  justification  for  a  special  rating  on  unsalable  goods, 
whether  moving  as  a  returned  shipment  or  otherwise.  The  Com- 
mission will  expect  carriers  to  conform  to  the  views  herein  announced. 
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No.  3056. 
COMMERCIAL  CLUB  OF  OMAHA 

V. 

ANDERSON  &  SALINE  RIVER  RAILWAY  COMPANY  ET  AL. 


8ulmiiUedJuiytl,1910.    D^cidtd  October  10, 1910. 


Petitioii  for  leheaiing  denied. 

Robert  Dunlap  and  T.  J.  Norton  for  Atchison,  Topeka  &  Santa  Fe 
Railway  Company;  Gulf,  Colorado  &  Santa  Fe  Railway  Company; 
and  Texas  &  Gulf  Railway  Company. 

W.  F,  Dickinson  and  Wallace  T,  Hughes  for  Chicago,  Rock  Island  ft 
Pacific  Railway  Company;  Chicago,  Rock  Island  &  Gulf  Railway 
Company;  and  Trinity  &  Brazos  Valley  Railway  Company. 

Repobt  of  the  Commission  on  Petition  fob  Reheabino. 

Clabk,  Oommiseioner: 

The  Chicago,  Rock  Island  &  Pacific  Railway  and  some  of  its  allied 
lines,  and  the  Atchison,  Topeka  &  Santa  Fe  Railway  and  some  of  its 
allied  lines,  have  petitioned  for  rehearing  in  this  case,  which  was 
reported  in  18  I.  C.  C.  Rep.,  532. 

Prior  to  June  1,  1908,  the  rate  on  lumber  from  the  southwest  to 
Omaha,  Nebr.,  was  23  cents  per  100  pounds,  and  a  higher  rate  was 
applied  to  Lincoln,  Nebr.  In  Lincoln  Commercial  Club  y.  (?.,  R.  L 
dk  P.  Ry.  Co.y  13  I.  C.  C.  Rep.,  319,  the  Commission  ordered  that  the 
rate  on  lumber  to  Lincoln  should  not  exceed  the  rate  to  Omaha. 
That  order  was  complied  with  by  raising  the  rate  to  Omaha. 

Prior  to  September  1,  1908,  the  rate  on  lumber  from  the  same  ter- 
ritory to  Des  Moines,  Iowa,  was  higher  than  to  Omaha.  In  The 
Qreaier  Dee  Moines  CkmmiUee  v.  O.  G.  W.  Ry.  Co.,  14  I.  C.  C.  Rep., 
294,  the  Commission  ordered  that  the  rate  to  Des  Moines  should  not 
exceed  the  rate  to  Omaha,  and  this  order  was  complied  with  by 
again  raising  the  rate  to  Omaha. 

The  instant  case  was  based  on  a  complaint  apfainst  these  increases 
in  the  rates  to  Omaha,  and  many  carriers  were  made  defendants  that 
were  not  defendants  in  either  the  Lincoln  or  the  Des  Moines  cases. 
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The  Greater  Des  Moines  Committee  intervened  in  the  instant 
petitioning  that  if  any  change  was  made  in  the  Omaha  rate  a  simflar 
change  be  made  in  the  Des  Moines  rate  so  that  the  relationship  estab- 
lished and  the  principle  laid  down  by  the  previous  dedsionB,  that 
the  rate  to  Des  Moines  should  not  exceed  the  rate  to  Omaha,  migfai 
be  preserved.  Copies  of  this  petition  for  intervention  were  duly 
served  upon  and  answered  by  both  the  Rock  Island  and  Santa  Fe 
companies. 

The  Rock  Island  Lines'  petition  alleges  that  various  of  its  rates  to 
Iowa  and  Nebraska  points,  made  in  combination  on  CouncO  Blufii 
or  Des  Moines,  will  be  reduced  as  a  result  of  the  Commission's  order, 
and  it  is  alleged  that  rates  to  those  points  were  not  before  the  C(»n- 
mission  under  the  complaint,  and  that  the  effect  at  those  points  has 
not  been  brought  before  or  considered  by  the  Conmiission. 

The  intervening  petition,  the  testimony,  the  brief,  and  the  aigu- 
ment  on  behalf  of  Des  Moines  went  directly  and  solely  to  the  pn>po> 
sition  that  the  Des  Moines  rate  should  not  be  higher  than  the  Omaha 
rate.  None  of  the  defendants  seriously  contested  that  point  in  the 
instant  case.  Ample  opportunity  for  full  hearing  was  given,  and  aD 
of  the  testimony  and  argument  tendered  by  these  or  other  defendants 
was  accepted  and  properly  considered. 

The  statement  in  our  original  report  to  the  effect  that  the  rate  per 
ton  per  mile  on  the  traffic  involved  would  be  imperceptibly  affected 
by  the  change  which  we  thought  should  be  made,  refers  solely  to  the 
rate  per  ton  per  mile  and  to  the  fact  that  the  rates  applied  from  a  very 
laige  blanketed  territoiy,  and  of  necessity  would  vary  with  the  points 
of  origin. 

Error  is  alleged  on  account  of  the  suggestion  in  the  original  report 
that  the  defandants  were  apparantiy  satisfied  with  the  23-cent  rate 
to  Omaha  until  it  was  no  longer  possible  to  maintain  a  higher  rate  to 
lincoln,  and  apparentiy  were  satisfied  with  the  25-cent  rate  until  it 
was  impossible  to  longer  continue  a  higher  rate  to  Des  Moines.  This 
suggestion  was  based  in  the  fact  that  the  23-cent  rate  to  Omaha  was 
voluntarily  established  and  voluntarily  maintained  until  it  was  raised 
under  the  Commission's  order  that  the  rate  to  Lincoln  should  not 
exceed  the  rate  to  Omaha.  The  25-cent  rate  to  Omaha  thus  estab> 
lished  was  maintained  until  it  was  again  raised  under  the  order  thmt 
the  rate  to  Des  Moines  should  not  exceed  the  rate  to  Omaha. 

Error  is  alleged  in  finding  that  the  average  carload  weight  is  from 
60,000  to  55,000  pounds.  There  is  testimony  in  the  record  to  that 
effect,  and  there  is  testimony  that  the  average  weight  is  less«  It  is 
well  known,  and  probably  uncontradicted,  that  the  average  carload 
weight  has  been  greatiy  increased  in  recent  years. 

On  the  subject  of  reparation  petition  for  rehearing  reasserts  the 

isition  taken  at  the  hearing  and  in  argument,  to  wit,  that  the 
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complainants  having  bought  and  sold  their  lumber  on  the  bans 
of  the  existing  freight  rate  were  not  entitled  to  reparation  because  of 
the  payment  of  the  rate  found  to  be  unreasonable.  If  the  rate  was 
unreasonable  the  carriers  had  no  right  to  charge  it  and  have  no  rij^t 
to  the  proceeds  of  such  charges  above  a  reasonable  rate.  The  com- 
plainants are  the  ones  who  paid  the  unreasonable  rate. 

The  petition  for  rehearing  on  accoimt  of  the  Santa  Fe  lines  aUeges 
error  in  granting  the  prayer  of  the  Greater  Des  Moines  Conmiittee, 
intervener,  and  reaffirming  the  previous  decision  that  the  rate  to 
Des  Moines  should  not  exceed  the  rate  to  Omaha.  We  repeat  that 
copy  of  this  intervening  petition  was  served  upon  these  defendants, 
was  answered  by  them,  testimony  in  support  of  it  was  offered,  and 
opportunity  for  cross-examination  was  accorded.  These  defendants 
were  duly  and  properly  on  notice  and  had  full  opportunity  to  be 
heard. 

It  is  alleged  that  the  opinion  of  the  Commission  was  predicated 
upon  the  assumption  that  the  rate  in  question  had  been  or  would  be 
increased  by  progressive  advances  to  the  highest  point  imder  which 
the  traffic  would  freely  move.  Neither  the  Commission's  opinion  as 
to  the  facts  in  this  case  nor  its  conclusion  was  predicated  on  that 
expression.    In  answer  to  certain  arguments  advanced  we  said: 

They  cite  the  rule  laid  down  in  hUentaU  Commerce  Commiuicn  v.  C  <7.  W,  R§,  Ox, 
209  U.  8.,  108,  that  ''The  mere  fact  that  a  rate  has  been  raised  carries  with  it  no  pre- 
•umption  that  it  was  not  rightfully  done.'^  We  accept  that  theory  as  sound,  MempkU 
OoUon  Oil  Co.  V.  /.  C.  R.  R.  Co.,  17  I.  G.  G.  Rep.,  313.  but  we  are  not,  as  at  present 
advised,  ready  to  accept  the  theory  that  rates  may  lawfully  and  reasonably  be  increased 
by  progressive  advances  as  long  as  the  traffic  moves  freely  and  until  the  highest  point 
under  which  the  traffic  will  move  freely  is  reached.  Some  traffic  must  move,  and 
reesonably  freely,  up  to  the  point  where  the  rate  becomes  prohibitive. 

These  petitioners  argue  that  the  decision  of  the  Commission  will 
be  of  great  financial  detriment  to  their  interests.  No  new  facts  are 
presented  and  no  point  is  raised  that  was  not  previously  considered, 
and  no  matter  is  referred  to  as  to  which  these  petitioners  were  not 
afforded  ample  and  full  opportunity  to  be  heard. 

The  petition  for  rehearing  will  be  denied. 
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No.  3041. 
SIKESTON  MERCANTILE  COMPANY 

V. 

BOSTON  &  MAINE  RAILROAD  ET  AL. 


Buhmitted  June  SO,  2920.    Decided  October  10,  1910. 


Oomplalnant'B  allegation  of  mlsronting  not  sustained.    Oomplalnt  < 

G.  M.  Stephen  for  complainant. 

TT.  M.  JokMon  for  Boston  &  Maine  Railroad,  Erie  Railroad  Cchd- 
pany,  and  Chicago  &  Erie  Railroad  Company. 

/.  Z.  HaweU  for  Terminal  Railroad  Association  of  St  Louis. 

M.  Z.  Clardy  and  James  C.  Jeffery  for  St  Louis,  Iron  Mountain 
A  Southern  Railway  Company. 

Report  of  the  Commission. 

CocKBELL,  CovMniasioner: 

On  February  8,  1909,  there  were  shipped  by  the  Greorge  E.  Keith 
Company  from  North  Adams,  Mass.,  over  the  lines  of  defendants, 
through  St  Louis,  Mo.,  to  complainant  at  Sikeston,  Mo.,  three  cases 
of  shoes,  weighing  180  pounds,  upon  which  defendant  the  St  LooiSy 
Iron  Mountain  &  Southern  Railway  Company  collected  from  com- 
plainant the  sum  of  $2.95,  made  up,  as  shown  by  its  freight  bill,  of 
the  following  items:  $1.75  and  25  cents  advance  charges  to  St  Louis, 
and  95  cents  freight  charges  from  St  Louis  to  Sikest<Hi,  the  latter 
being  based  on  a  rate  of  53  cents  per  100  pounds. 

According  to  the  tariffs  on  file  with  the  Commission  in  effect  at  the 
time  the  rate  from  North  Adams,  Mass.,  to  St  Louis,  Mo.,  was  88 
cents  per  100  pounds,  making  the  charge  to  that  point  $1.58,  (h*  a  total 
charge  to  Sikeston  of  $2.53,  resulting  in  a  straight  overcharge  of  43 
cents,  which  should  be  refunded  by  defendants  without  any  order 
from  this  Commission. 

The  complainant,  in  its  petition,  claims  that  no  routing  instmctkot 
were  given  when  the  shipment  was  made,  and  that  the  shipment  dioold 
have  moved  from  East  St  Louis,  IlL,  via  the  St  Louis,  Iron  Moun- 
tain &  Southern  Railway  to  Cairo  and  thence  to  Sikeston,  ovor  wfaick 
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route  the  rate  would  have  been  90  cents  per  100  pounds  to  Cairo  and 
81  cents  from  Cairo  to  Sikeston.  On  basis  of  this  combination  the 
charges  would  aggregate  $2.18,  and  complainant  asks  reparation  in 
the  sum  of  77  cents  on  account  of  alleged  misrouting.  The  bill  of 
lading  shows  the  shipment  consigned  by  the  George  E.  Keith  Company 
to  the  Sikeston  Mercantile  Company,  Sikeston,  Mo.,  route  ^^  E.  D. 
Mo.  Pac."  Nothwithstanding  the  statement  in  the  petition  that  no 
routing  instructions  were  given,  there  was  filed  at  the  hearing  an 
agreed  statement  of  facts  signed  by  the  attorney  for  complainant  and 
the  attorney  for  the  Boston  &  Maine  Railroad  that  the  shipping  in- 
structions routed  the  shipment  via  ^  E.  D.  Mo.  Pac,"  and  that  the  ship- 
ment was  waybilled  by  the  Boston  &  Maine  Bailroad  from  North 
Adams  to  St  Louis  ccmsigned  to  the  Sikeston  Mercantile  Company, 
Sikeston,  Mo.,  ^^  Mo.  Pac.''  At  the  hearing  there  was  filed  as  an  exhibit 
an  interline  waybill  of  the  Erie  Dispatch  covering  the  shipment  from 
North  Adams  to  St  Louis,  Mo.,  showing  the  Sikeston  Mercantile  Com- 
pany as  consignee  and  Sikeston,  Mo.,  as  destination,  route  ^  Mo.  Pac." 
It  was  admitted  by  complainant  that  ^^  E.  D.^'  stood  for  Erie  Dispatch 
and  ^  Mo.  Pac."  for  Missouri  Pacific  Notwithstanding  these  records, 
complainant  insisted  that  the  shipment  should  have  been  made  to  East 
St  Louis  and  thence  by  the  St.  Louis,  Iron  Moimtain  &  Southern  Bail- 
way  via  Cairo  to  Sikeston  at  the  lower  tariff  rate.  Sikeston  could 
have  been  reached  not  only  through  St  Louis,  but  also  tlirough  East 
St  Louis,  Thebes,  and  Cairo.  The  carriers  followed  the  shipper's 
routing  instructions  and  can  not  be  held  liable  for  misrouting.  The 
complaint  will  be  dismissed  and  an  order  will  be  issued  accordingly. 
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No.  2884. 
OMAHA  GRAIN  EXCHANGE 

V. 

CHICAGO  &  NORTH  WESTERN  RAILWAY  COMPANY  ET  AL. 


SuhmUted  Mag  13,  1910.    Decided  October  10,  1910. 


OomplaiDt  alleges  mueasonable  ratee  on  giain  from  parts  of  South  Dakota,  Mmnesnti, 
and  Iowa  to  Omaha,  Nebr.,  as  compared  with  the  rates  from  same  points  to  other 
markets;  the  real  and  important  question  here  is  whether  or  not  defendants  shall 
be  required  to  establish  rates  from  the  territory  in  question  to  Omaha  on  a  baaa 
of  like  rates  for  like  distances  as  compared  with  their  rates  from  same  pointa  to 
Minneapolis;  HeM^  That  the  rates  to  Minneapolis  are  strongly  influenced  or  ooo- 
troUed  by  competitive  conditions  which  do  not  likewise  affect  the  rates  to  Omaha. 
The  interests  of  the  Minneapolis  lines  which  do  not  also  reach  Omaha,  as  w«U  wm 
the  demands  of  the  milling  interests  at  Minneapolis,  create  conditions  which,  wm 
to  the  rates  and  transportation  to  Minneapolis,  are  substantially  dissimilar  fraai 
those  which  apply  to  tiie  rates  and  the  transportation  to  Omaha. 

E.  J.  MeVann  for  complainant. 

S.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company  and 
Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Company. 

WUUam  EOis  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. 

ATbert  E.  Clarke  for  Minneapolis  Chamber  of  Commerce,  inter- 
vener. 

W.  P.  TriekeU  for  Minneapolis  Traffic  Association  and  Chamber  off 
Conmierce,  interveners. 

Report  of  the  Commission. 

Clabk,  Oommiananer: 

This  complaint  attacks  as  ''unjust,  unreasonable,  and  exoesBive 
in  and  of  themselves,  as  compared  with  the  rates  published,  charged, 
and  collected  by  said  defendants  for  the  transportation  of  grain  from 
the  same  points  of  origin  to  other  grain  markets,  under  substantially 
similar  circumstances  and  conditions,"  defendants'  rates  on  grain 
from  certain  points  on  their  respective  lines  in  South  Dakota,  MinD»> 
sota,  and  Iowa  to  Omaha  and  South  Omaha,  Nebr.,  and  Counofl 
Bhiffs,  Iowa.  Complaint  also  aUeges  that  as  a  result  of  the  mainle- 
nance  of  said  excessive  rates,  complainant's  members  are  greatly 
injured  in  their  business. 

1!)  1.  e  c.  J 
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In  its  brief,  complainant  states  that  no  charge  of  discrimination  is 
involved,  that  the  only  question  b  one  of  the  reasonableness  per  se 
of  the  rates  in  question. 

The  rates  complained  of  are  stated  to  be  those  in  C.  &  N.  W.  tariff, 
I.  C.  C.  6816 ;  C.  M.  &  St.  P.  tariff,  I.  C.  C.  A-9776 ;  and  C.  St.  P.  M.  &  O. 
tariff,  I.  C.  C.  3416.  The  territory  involved  is  described  as  being  all 
points  in  South  Dakota  lying  between  the  Missouri  River  and  the 
Minnesota  state  line,  points  in  southwestern  Minnesota  on  and  south 
of  the  line  of  the  Chicago  &  North  Western  Railway  from  Watertown, 
S.  Dak.,  to  Fox  Lake,  Minn.,  and  points  in  northwestern  Iowa  on 
and  west  of  the  line  of  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha 
Railway.  This  territory  is  very  largely  devoted  to  grain  raising  and 
it  is  served  by  a  network  of  railroad  lines  belonging  to  the  defendants 
and  to  the  Great  Northern,  the  Minneapolis,  St.  Paul  &  Sault  Ste. 
Marie,  the  Minneapolis  &  St.  Louis,  and  the  Chicago,  Rock  Island  & 
Pacific  systems.  The  Great  Northern,  the  Minneapolis  &  St.  Louis 
and  the  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  qrstems  have  lines  to 
Minneapolis  and  none  to  Omaha,  the  Chicago,  Rock  Island  &  Pacific, 
the  Chicago,  Milwaukee  &  St.  Paul  and  the  Chicago,  St.  Paul,  Minne- 
apolis &  Omaha  systems  have  lines  to  both  Minneapolis  and  Omaha. 
Tlie  Chicago  &  North  Western  has  lines  to  Omaha  but  none  to  Minne- 
apolis. These  facts  must  be  borne  in  mind  in  order  to  fully  understand 
the  questions  at  issue.  It  should  also  be  understood  that  while  the 
Chicago  &  North  Western  and  the  Chicago,  St.  Paul,  Minneapolis  & 
Omaha  are  separate  legal  entities,  there  is  a  very  close  community  of 
interests  in  their  ownership  and  operation. 

The  Chamber  of  Conmierce  of  the  city  of  Mmneapolis  and  the 
Minneapolis  Traffic  Association  intervened  in  this  case  in  opposition 
to  the  contention  of  complainant. 

Complaint  alleges  that  the  rate  adjustment  from  the  territory 
described  is  such  that  the  grain  dealers  at  Omaha  are  not  able  to 
secure  a  fair  share  of  the  grain  originating  in  that  territory.  It 
appears  that  when  grain  buyers  ship  a  car  of  grain  to  a  grain  firm 
they  draw  a  draft  for  the  price  of  same,  upon  which  the  firm  to 
which  the  shipment  is  made  and  upon  which  the  draft  is  drawn 
charges  interest  until  the  car  is  unloaded.  Complainants  therefore 
argue  that  the  grain  should  go  to  the  nearest  market  possible  at 
the  same  price.  The  location  of  the  point  at  which  the  grain  is 
originally  bought  and  the  rates  to  the  several  primary  markets 
determine  generally  where  the  grain  shall  be  shipped. 

As  is  well  known,  boards  of  trade  or  grain  exchanges  at  the  pri- 
mary markets  fix  certain  grades  for  those  respective  markets,  and 
the  great  bulk  of  the  grain  at  a  market  is  bought  and  sold  on  the 
grades  so  fixed  for  it.     In  this  case  it  is  testified  that  the  Omaha 
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grades  on  oats  are  easier  than  those  at  any  other  market,  beeaoM 
light  oats  are  graded  higher  than  at  other  places.  One  of  complain- 
ant's witnesses  testified  that  in  buying  grain  in  the  territory  in  que»- 
tion  he  found  that  he  could  do  business  where  the  difference  in  rates 
between  Omaha  and  Chicago  was  as  much  as  6  cents  per  100  pounds, 
which  he  figured  to  be  about  2  cents  per  bushel,  having  reference 
especially  to  oats.  Another  witness  testified  that  in  buying  bariey: 
''We found  that  we  were  out  of  line  with  our  prices  that  we  had  eatab> 
lished  for  the  Omaha  market/'  and  that,  ''We  had  a  great  deal  dt 
barley  offered  us  in  territory  up  north,  in  the  northern  pan  of  South 
Dakota,  which  we  could  not  purchase  on  our  price."  He  also  testi- 
fied that  he  was  able  to  buy  for  the  Omaha  market  at  points  in  South 
Dakota  which  carried  a  rate  of  12  cents  to  Omaha  as  against  18  or 
19  ceats  to  Chicago.  In  general  the  rates  from  this  territory  to  Chi- 
cago are  based  upon  l^finneapolis.  On  wheat  the  rate  to  C^cago  is 
generally  7  or  7.5  cents  higher  than  to  Minneapolis,  7.5  cents  being 
the  proportional  rate  on  transit  grain  from  Minneapolis  to  Chicago. 
On  coarse  grains  the  combination  on  Minneapolis  is  not  so  closely 
adhered  to.  From  many  stations  the  rates  on  wheat  and  on  coarse 
grains  are  the  same,  due,  as  testified  by  defendants'  witness,  to  reduc- 
tions in  wheat  rates  from  causes  that  did  not  affect  coarse-grain  rates. 
Another  witness  testified  that  the  Minneapolis  market  paid  a  higher 
price  for  wheat  than  the  Omaha  market,  and  that  the  price  for  com 
on  the  Chicago  market  was  usually  higher  than  at  other  western 
markets,  but  that  on  oats  the  market  in  Omaha  was  very  good 
because  of  the  large  movement  from  Omaha  to  the  south. 

One  of  complainant's  expert  witnesses  criticised  the  rate  adjust- 
ment complained  of  on  the  ground  that  cross-country  checking  had 
not  been  closely  adhered  to  in  making  the  rates  to  Omaha  as  it  had 
been  in  making  the  rates  to  Minneapolis  and  Chicago. 

The  Chicago,  Milwaukee  &  St.  Paul  Railway  has  a  line  east  and 
west  through  Woonsocket,  S.  Dak.,  which  is  probably  something 
over  100  miles  from  the  southern  boimdaiy  of  the  state.  General^ 
speaking,  the  points  in  question  Ijring  south  of  that  line  are  nearer 
to  Omaha  than  to  Minneapolis.  Upon  that  line  the  distances  are 
approximately  the  same  to  Omaha  and  to  Minneapolis,  and,  of  course, 
north  of  that  line  the  distances  to  Minneapolis  are  shorter  than  to 
Omaha.  This  case  was  tried  not  upon  an  alleged  discriminatioo 
against  Omaha  as  a  market,  but  on  the  ground  that  the  rates  to 
Omaha  were  imreasonable  in  comparison  with  the  rates  to  Minneap- 
olis and  Oiicago. 

Defendants  construe  the  complaint  to  be  one  of  discrimination 
against  Omaha  rather  than  that  the  rates  to  Omaha  are  imreasonable 
per  »e,  and  that  the  discrimination  lies  in  the  fact  that  the  Omaha 
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market  is  in  competition  with  Minneapolis  and  Chicago  markets,  and 
that  a  relatively  lower  basis  of  rates  from  the  territory  in  question  to 
other  markets  works  to  the  disadvantage  of  the  Omaha  market  and 
the  dealers  there.  Defendants  argue  that  if  competitive  conditions 
compelled  them  to  make  a  relatively  lower  basis  of  rates  to  Minne- 
apolis and  Chicago  tban  to  Omaha,  the  complaint  is  without  merit. 
They  contend  that  the  fact  that  their  rates  to  Minneapolis  are  rela- 
tively lower  than  to  Omaha  is  not  controlling,  and  does  not  require 
reduction  in  the  rates  to  Omaha  if  the  Minneapolis  rates  are  largely 
forced  upon  them  by  competitive  conditions  which  do  not  affect 
their  rates  to  Omaha,  and  if  the  general  conditions  of  transporta- 
tion to  other  markets  are  dissimilar  as  compared  with  thosto  affecting 
the  transportation  to  Omaha. 

It  is  contended  by  defendants  and  interveners  that  the  rates  on 
grain  from  the  territory  in  question  to  Minneapolis  are  made  and  con- 
trolled by  the  Great  Northern,  the  Minneapolis,  St.  Paul  and  Sault 
Ste.  Marie,  and  the  Minneapolis  &  St.  Louis  systems,  which  form  the 
short  lines  from  practically  all  points  in  that  territory  to  Minneapolis, 
and  which  have  no  lines  to  Omaha.  One  of  complainant's  expert 
witnesses  testified  that  the  rates  made  by  the  Great  Northern  have  a 
great  bearing  on  defendants'  rates  to  Minneapolis,  that  the  long  line 
has  to  meet  the  competition  of  the  short  line  or  go  out  of  business, 
and  that  there  are  north  and  south  lines  running  direct  to  Minneapolis 
which,  to  an  extent,  affect  the  rates  made  by  crossnstate  lines  which 
reach  Minneapolis  via  connections  with  them.  In  general,  where 
the  distance  to  Minneapolis  is  less  than  to  Omaha  the  rates  to  Min- 
neapolis are  the  lower.  There  are  some  noncompetitive  points  where 
the  short  lines  do  not  affect  the  rates,  from  which  the  rates  are  the 
same  to  Minneapolis  and  to  Omalia,  despite  some  differences  in  the 
distances.  It  is  also  true  that  in  the  southern  part  of  South  Dakota 
and  Minnesota  and  in  northern  Iowa  the  rates  generally  are  less  to 
Minneapolis,  considering  actual  distance,  than  they  are  to  Omaha. 
It  is  stated  by  defendants  that — 

OoDBidering  the  short  lines  aa  facton,  all  places  in  Sooth  Dakota  are  practically 
nearer  Minneapolis  than  Omaha,  regardless  of  the  distance,  on  account  of  the  short 


Complainant  ai^es  that  at  junction  points  of  defendants  and  at 
cross-country  competitive  points  their  rates  to  Chicago  and  Minne- 
apolis are  carefully  checked  so  as  to  preserve  the  relation  between  the 
Minneapolis,  Chicago,  and  Milwaukee  markets,  but  that  the  rates  to 
Omaha  bear  no  fixed  relation  to  the  rates  to  other  markets.  To  this 
the  defendants  reply  that  at  no  point  in  South  Dakota  do  their  lines 
make  the  short  line  to  Minneapolis,  and  that  there  is  a  compelling 
influence  of  competitive  short-line  rates  which  affects  all  of  their  rates 
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to  Minneapolis,  Chicago,  and  Milwaukee  which  does  not  exist  as  to 
their  rates  to  Omaha. 

Defendants  present  an  exhibit  (Johnson's  Exhibit  No.  1)  in  which 
a  comparison  is  made  between  the  rates  to  Minneapolis  from  stationa 
on  the  Chicago  &  North  Western,  fixed  by  the  short-line  rates  of 
other  companies,  taking  the  short-line  distance,  with  the  Omaha 
rates  and  Omaha  distances,  and  on  this  basis,  they  state  that — 

A  comparison  of  the  mileages  and  the  rates  covering  all  this  territory  shows  a  bans 
of  3}  per  cent  lower  on  the  North  Western  from  South  Dakota  to  Omaha  than  it  is  t* 
Minneapolis. 

Complainant  disclaims  the  contention  that  it  is  the  duty  of  the 
Commission  to  reduce  defendants'  rates  simply  to  permit  Omaha  to 
secure  business  from  the  territory  in  question,  and  also  disclaims 
any  desire  to  have  the  Commission  establish  to  Omaha  rates  that 
could  apparently  be  made  the  basis  for  a  claim  of  discrimination  on 
the  part  of  Minneapolis  or  other  markets.  Defendants'  officers 
testify  that  they  have  received  notification  from  officers  of  lines 
forming  the  short  lines  and  making  the  rates  from  this  territory 
to  Minneapolis,  that  any  reductions  made  in  the  Omaha  rates  wiD 
be  met  by  similar  reductions  in  the  Minneapolis  rates  in  order  to 
protect  the  grain  traffic  of  the  short  lines  to  Minneapolis.  The 
interveners  assert,  having  reference  to  the  milling  interests  at  Min- 
neapolis and  their  need  for  raw  material,  that  "as  against  Omaha^ 
it  is  the  demand,  not  any  rate  differentials,  which  takes  wheat  to 
Minneapolis."  The  record  shows  that  from  stations  on  the  Chicago 
&  North  Western  road  in  South  Dakota  the  movement  of  grain 
to  Minneapolis  has  been  enormously  greater  than  to  Omaha  during 
the  past  three  years.  It  also  shows  that  from  stations  in  South 
Dakota  where  the  rates  to  Minneaplois  and  Omaha  were  the  same 
there  was  a  much  larger  movement  to  Minneapolis  than  to  Omaha. 

The  desire  of  the  Omaha  dealers  is  to  have  the  grain  shipped  to 
Omaha  not  particularly  for  milling  or  consumption  at  that  point,  bat 
for  reshipment  to  eastern  and  southern  points.  Defendants  call 
attention  to  the  fact  that  the  combination  of  rates  which  make  op 
the  through  rates  to  the  south  and  southeastern  territory  are  sub- 
stantially in  favor  of  Omaha  as  compared  with  Minneapolis  or  with 
Chicago. 

There  is  in  the  record  (Eyman  Exhibit  No.  6)  a  map  of  the  teni- 
tory  in  question  showing  the  location  of  the  different  railway  fines 
(the  Chicago  &  North  Western  and  the  Chicago,  St.  Paul,  Minneapo- 
lis &  Omidia  lines  being  charted  as  one  system)  and  the  distances, 
respectively,  to  Omaha,  Minneapolis,  Chicago,  and  Duluth,  together 
with  the  rates  on  wheat  and  on  coarse  grains  to  those  markets,  the 
^4xuracy  of  which  has  not,  we  believe,  been  questioned.    Thai 

hibit  shows  the  following  situation: 
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From  Elk  Point  in  the  southeasterly  comer  of  South  Dakota, 
defendant  Chicago,  Milwaukee  &  St.  Paul  Railway  has  two  lines 
diverging,  the  one  running  in  a  northerly  direction  through  Sioux 
Falls,  Madison,  Elrod,  and  Andover,  S.  Dak.,  to  Harlem,  N.  Dak., 
crossing  the  Great  Northern  at  Brookland  and  the  Soo  Line  at  Cogs- 
well, N.  Dak.  The  other  runs  approximately  60  or  60  miles  farther 
west  in  a  northerly  direction  through  Yankton,  Mitchell,  and  Red- 
field,  S.  Dak.,  to  Edgely,  N.  Dak.,  connecting  with  the  Great  Northern 
at  Ellendale,  with  the  Soo  Line  at  Monango,  and  with  the  Northern 
Pacific  at  Edgely,  N.  Dak.  These  lines  are  intersected  by  east  and 
west  lines  of  the  same  defendant  from  Canton  through  Mitchell  west 
to  Chamberlain,  359  miles  from  Omaha  and  464  miles  from  Min- 
neapolis; from  Pipestone,  Minn.,  through  Madison  and  Woonsocket, 
S.  Dak.,  to  Wessington  Springs,  S.  Dak.,  336  miles  from  Omaha  and 
409  miles  from  Minneapolis;  and  from  Millbank,  S.  Dak.,  through 
Andover  and  Aberdeen,  west  to  Mobridge,  519  miles  from  Omaha 
and  392  miles  from  Minneapolis. 

Defendant,  Chicago  &  North  Western,  has  lines  from  Hawarden, 
Iowa,  and  Yankton,  S.  Dak.,  connecting  at  Centerville  in  the  south- 
easterly comer  of  South  Dakota,  from  whence  its  line  runs  north- 
westerly through  Salem,  Huron,  Redfield,  and  Aberdeen,  S.  Dak.,  to 
Oakes,  N.  Dak.,  where  it  connects  with  the  Northern  Pacific  and  the 
Soo  Line.  This  line  crosses  the  Grreat  Northern  near  Port  Emma, 
N.  Dak.  This  north  and  south  line  of  the  Chicago  &  North  Western 
crosses  the  Great  Northern  just  north  of  Centerville,  the  Chicago, 
Milwaukee  &  St.  Paul  at  Parker,  the  Chicago,  St.  Paul,  Minneapolis 
&  Omaha  east  and  west  line  from  Sioux  Falls  to  Mitchell  at  SsJem, 
and  the  Chicago,  Milwaukee  &  St.  Paul  again  at  Vilas;  and  connects 
with  the  Great  Northern  at  Huron,  with  the  Chicago,  Milwaukee  & 
St.  Paul  at  Redfield,  and  with  the  Minneapolis  &  St.  Louis,  the 
Chicago,  Milwaukee  &  St.  Paul,  and  the  Great  Northern  at  Aberdeen. 

The  North  Western  has  east  and  west  lines  diverging  from  Tracy, 
Minn.,  one  running  west  through  Elkton,  Lake  Preston,  and  Huron, 
to  Pierre,  S.  Dak.,  430  miles  from  Omaha  and  424  miles  from  Minne- 
apolis, the  other  running  west  through  Watertown,  Elrod,  and  Red- 
field,  S.  Dak.,  to  Gettysburg,  S.  Dak.,  428  miles  from  Omaha  and 
400  miles  from  Minneapolis. 

The  Minneapolis  &  St.  Louis  has  an  east  and  west  line  through 
Minnesota,  through  Watertown,  Conde,  and  Millard,  S.  Dak.,  to 
Le  Beau,  394  miles  from  Minneapolis.  This  line  is  substantially 
midway  between  the  Chicago,  Milwaukee  &  St.  Paul  line  to  Mobridge 
and  the  Chicago  &  North  Western  line  to  Gettysburg.  Mobridge, 
Le  Beau,  and  Gettysburg  are  substantially  sindlar  distances  from 
Minneapolis.    The  Minneapolis  &  St.  Louis  has  a  line  from  Conde, 
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where  it  also  connects  with  the  Chicago  &  North  Western,  ncvth- 
westerly  through  Aberdeen  to  Leola,  337  miles  from  Minneapolis. 

The  Great  Northern  system  has  an  east  and  west  line  in  the  extreme 
southern  part  of  North  Dakota  from  which  it  has  a  line  southwesteriy 
from  Rutland,  N.  Dak.,  through  Burch  and  Claremont,  S.  Dak.,  to 
Aberdeen,  S.  Dak.,  where  it  connects  with  the  Minneapolis  &  SL 
Louis,  the  Chicago  &  North  Western,  and  with  east  and  west  and 
north  and  south  lines  of  the  Chicago,  Milwaukee  &  St.  Paul.  It  abo 
has  a  line  southwesterly  from  Benson,  Minn.,  through  Watertown 
and  Vienna,  S.  Dak.,  to  Huron,  S.  Dak.,  where  it  connects  with  the 
Chicago  &  North  Western.  It  connects  with  the  Chicago,  Milwaukee 
&  St.  Paul  at  Vienna,  and  at  Watertovm  with  the  Chicago  &  North 
Western,  the  Minneapolis  &  St.  Louis,  and  the  Chicago,  Rock  Island 
&  Pacific.  It  has  another  line  southwesterly  through  Minnesota  and 
through  Sioux  Falls  and  Lennox,  S.  Dak.,  to  Yankton,  S.  Dak., 
where  it  connects  with  the  Chicago,  Milwaukee  &  St.  Paul  and  the 
Chicago  &  North  Western.  This  line  connects  with  the  Chicago  ft 
North  Western  near  Volin,  and  again  near  Viborg,  with  the  Chicago, 
Milwaukee  &  St.  Paul  at  Lennox,  and  with  the  Chicago  &  North 
Western,  the  Chicago,  Rock  Island  &  Pacific,  and  the  Chicago, 
Milwaukee  &  St.  Paul  at  Sioux  Falls. 

The  Great  Northern  and  the  Minneapolis  &  St.  Louis  lines  make  Uie 
rates  from  Aberdeen  to  Minneapolis  on  both  wheat  and  coarse  grains 
12.5  cents,  which  rate  is,  of  course,  met  by  these  defendants.  The 
Minneapolis  &  St.  Louis  rate  from  Le  Beau  to  Minneapolis  is  17.5 
cents  and  defendants'  rates  from  Mobridge  and  Gettysburg  are  the 
same.  At  Millard,  about  40  miles  east  of  Le  Beau,  where  the  Min* 
neapolis  &  St.  Louis  crosses  the  Chicago,  Milwaukee  &  St.  Paul,  the 
rate  to  Minneapolis  is  15.5  cents  and  at  Faulkton,  about  10  miles 
south,  the  Chicago,  Milwaukee  &  St.  Paul  and  the  Chicago  &  North 
Western  have  the  same  rate  to  Minneapolis — 15.5  cents.  The  Minne- 
apolis &  St.  Louis  crosses  the  Chicago  &  North  Western  at  NorthviDe 
and  the  Chicago,  Milwaukee  &  St.  Paul  at  Mellette,  from  both  of  which 
points  the  rate  to  Minneapolis  is  12.5  cents.  At  Conde,  where  the 
Minneapolis  &  St.  Louis  line  through  Aberdeen  connects  and  where  the 
Chicago  &  North  Western  is  crossed,  the  rate  is  the  same  as  frocn 
Aberdeen — 12.5  cents.  At  Bradley,  some  30  miles  farther  east, 
the  crossing  of  the  Chicago,  Milwaukee  &  St.  Paul,  the  Minneapolis 
rate  is  12  cents,  and  at  Watertown,  some  30  miles  farther  east,  it  k 
via  all  lines  11.5  cents.  The  rate  to  Omaha  from  Mobridge  is  24.5 
cents  on  wheat,  23.5  cents  on  coarse  grains  and  from  Gettysburg  the 
rates  are  24  cents  on  each.  At  Watertown  the  rates  are  20.5  cents 
on  wheat  and  19.6  cents  on  coarse  grains  to  Omaha. 

From  Huron  to  Minneapolis  the  Great  Northern  makes  a  rate  of 
12.5  cents  on  both  wheat  and  coarse  grains,  and,  as  has  been  seen, 
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this  line  passes  through  Watertown  from  which  point  the  rate  is  11.5 
cents.  From  Yankton,  S.  Dak. ,  300  miles  from  Minneapolis,  the  Great 
Northern  makes  the  rate  to  Minneapolis  on  both  wheat  and  coarse 
grains  12.5  cents,  and  to  Omaha,  217  miles,  the  rates  are  also  12.5 
cents.  At  Sioux  Falls,  the  distance  to  Minneapolis  has  been  reduced 
from  300  miles  to  238  miles,  while  the  distance  to  Omaha  has  been 
increased  from  217  to  246  miles,  and  the  rates  to  Minneapolis  are  12 
cents  on  wheat  and  11.5  cents  on  coarse  grains,  while  to  Omaha  the 
rates  are  14  cents  on  wheat  and  12  cents  on  coarse  grains.  Proceed- 
ing along  this  (3reat  Northern  line  the  distance  to  Minneapolis  con- 
tinually grows  less  and  that  to  Omaha  greater. 

The  defendants,  as  well  as  the  other  systems,  hav^  numerous  branch 
lines  in  this  territory  which  have  not  been  especially  referred  to, 
but  which  serve  to  render  the  situation  more  intensely  competitive, 
and  to  add  to  the  sensitiveness  of  the  rates  on  grain  which  here,  as 
elsewhere,  are  extremely  sensitive. 

It  appears  that  the  greater  part  of  the  haul  over  the  Great  Northern 
road  h'om  its  South  Dakota  stations  to  Minneapolis  is  in  the  state  of 
Minnesota,  and  these  rates  from  South  Dakota  points  have  been 
graded  up  from  their  rates  from  Minnesota  points.  It  is  imderstood 
that  the  rates  from  the  Minnesota  state  line  to  Minneapolis  were 
fixed  through  some  imderstanding  between  the  Minnesota  state  com- 
mission and  the  Great  Northern,  and  its  rates  from  South  Dakota 
seem  to  be  fairly  and  equitably  graded  up.  It  is  admitted  that  some 
three  or  four  years  ago  uniform  reductions  were  made  in  the  rates 
from  South  Dakota  points  to  Minneapolis  by  all  of  the  roads  in  South 
Dakota.  Complainant  argues  that  some  of  these  lines  were  remote 
from  Great  Northern  competition  and  need  not  have  been  affected 
by  the  Great  Northern  rates  against  their  will.  Defendants  and  inter- 
veners, however,  assert  that  the  Great  Northern  and  Minneapolis  & 
St.  Louis  lines  control  practically  all  of  the  rates  on  grain  from  South 
Dakota. 

Complainant's  representative  was  asked  to  furnish  a  statement  of 
the  rates  which  he  thought  ought  to  be  made  from  this  territory  to 
Omaha,  and  in  compliance  with  that  request  has  filed  a  clear  and 
comprehensive  explanation  of  complainant's  wishes.  Those  wishes 
are  based  squarely  upon  the  proposition  that  defendants'  rates  to 
Omaha  from  South  Dakota  points  should  not  be  greater  than  the 
rates  on  the  Great  Northern  or  the  Soo  Line  to  Minneapolis  for  simi- 
lar distances.  It  is  not  necessary  to  here  repeat  the  many  things 
that  have  been  said  with  regard  to  the  consideration  that  should  be 
given  to  distance  as  a  factor  in  rate  adjustments.  It  is  imdoubtedly 
an  element,  and,  all  other  things  being  equal,  it  perhaps  is  a  con- 
trolling element,  but  it  can  hardly  control  where  other  substantial 
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considerations  are  materially  different,  and  the  fact  that  the  Great 
Northern  Railroad  sees  fit  to  haul  grain  from  Brookland,  N.  Dnk.,  to 
Minneapolis — ^257  miles — for  12  cents  per  100  pounds  does  not  seem 
to  impose  upon  defendants  the  obligation  of  hauling  grain  from 
Tripp  to  Omaha — 258  miles — for  the  same  rate. 

Complainant  proposes  equal  rates  to  Omaha  and  Minneapolis^ 
where  the  distance  is  the  same,  and  in  territory  which  is  nearer  to 
Omaha  differentials  in  favor  of  Omaha  substantially  the  same  as 
those  in  favor  of  Minneapolis  where  the  distance  is  less  to  Minne- 
apolis. The  exception  to  this  is  suggested  rates  from  points  on  the 
Chicago  &  North  Western,  Redfield  to  Gettysburg,  and  Huron  to 
Pierre,  which  are  less  than  existing  rates  to  either  Omaha  or  Minne- 
apolis. As  has  been  seen,  the  Great  Northern  makes  the  rate  to 
Minneapolis  from  Huron  12.5  cents.  The  rates  to  Omaha  are  17 
cents  on  wheat  and  14.5  cents  on  coarse  grains.  From  Wolaey,  a 
few  miles  west,  the  rates  are  slightly  higher  to  both  Omaha  and 
Minneapolis.  At  Ree  Heights,  perhaps  50  miles  west  of  Wolsey  and 
substantially  equally  distant  from  Omaha  and  Minneapolis,  the 
Minneapolis  rates  are  18  cents  on  both  wheat  and  coarse  grains, 
while  to  Omaha  the  wheat  rate  is  20  cents  and  the  coarse-grain  rale 
19.5  cents.  At  Harrold,  possibly  40  miles  farther  west,  the  rates  to 
Minneapolis  are  20.5  cents,  and  to  Omaha  22  cents,  on  both  wheat 
and  coarse  grains.  At  Pierre  the  Omaha  rates  and  the  Minneapolis 
rates  are  the  same — 22  cents.  There  does  not  seem  to  be  any  coii- 
trolling  competition  at  Wolsey  which  should  not  have  the  same 
relative  effect  at  all  points  west  of  there  to  and  including  Pierre. 
From  Redfield  to  Gettysburg  the  Minneapolis  and  Omaha  rates  seem 
to  be  graded  up  substantially  on  a  parity.  On  the  Chicago,  Milwau- 
ky  &  St.  Paul  west  of  Mitchell  to  and  including  Chamberlain  the  rates 
to  Minneapolis  grade  up  more  rapidly  than  do  the  rates  to  Omaha. 

Complainant's  proposed  schedule  of  rates  asks  in  effect  that  rates 
from  northwestern  Iowa  points  to  Omaha  be  fixed  on  the  basis  of  the 
Iowa  state  distance-tariff  rates  to  Council  Bluffs.  No  especial 
emphasis  was  laid  on  this  Iowa  situation,  although  complainant  fur- 
nished testimony  of  inconvenience  to  Omaha  shippers  and  alleged 
discrimination  against  them  because  of  disparity  of  rates  from  the 
same  points  to  Omaha  as  between  defendants'  lines  on  account  of 
certain  practices  with  r^ard  to  bills  of  lading  on  part  of  the  Chicago 
&  North  Western  and  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha. 
Being  asked  what  harm  could  be  done  Omaha  if  one  of  defendants 
charged  a  higher  rate  than  the  other  from  a  point  in  northwestern 
Iowa  to  Omaha,  complainant's  representative  replied  that  if  the  grain 
which  they  buy  or  desire  to  buy  is  in  an  elevator  on  the  track  at  the 
carrier  having  the  higher  rate  it  must  bear  a  higher  taimsportataoo 
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charge.  The  complaint  as  to  northwestern  Iowa  points  seems  to  be 
principally  against  defendants,  Chicago  &  North  Western  and  Chi- 
cago, St.  Paul,  Minneapolis  &  Omaha  railways,  and  those  defendants 
in  their  brief  say: 

We  have  not  discuased  at  any  length  the  special  features  that  may  exist  with  respect 
to  northwestern  Iowa  rates,  and  our  aigument  has  been  confined  to  rates  from  South 
Dakota  points,  for  the  reason  that  if  there  is  any  substantial  basis  of  complaint  as  to 
the  adjustment  of  rates  to  Omaha  at  any  of  the  points  in  northwestern  Iowa  referred 
to,  that  can  be  very  readily  disposed  of  without  affecting  the  consideration  of  the  main 
question,  namely,  whether  or  not  the  rates  to  Omaha  from  South  Dakota  points  should 
be  based  upon  the  diort-line  rates  to  Minneapolis  made  under  competitive  conditions 
which  do  not  exist  with  respect  to  Omaha. 

Defendants  have  also  indicated  a  readiness  to  correct  any  indi- 
vidual rate  that  may  inadvertently  be  out  of  line.  These  expressions 
are  doubtless  made  in  good  faith  and  pave  the  way  for  understandings 
between  complainant  and  defendants  on  the  points  to  which  they 
refer. 

The  real  and  important  question  here  b  whether  or  not  defendants 
should  be  required  to  establish  rates  from  the  territory  in  question 
to  Omaha  on  a  basis  of  like  rates  for  Uke  distances  as  compared  with 
their  rates  from  same  points  to  Minneapolis.  Upon  the  whole 
record  we  are  forced  to  the  conclusion  that  the  rates  to  Minneapolis 
are  strongly  influenced  or  controlled  by  competitive  conditions  which 
do  not  Ukewise  affect  the  rates  to  Omaha.  The  interests  of  the 
Minneapolis  lines  which  do  not  also  reach  Omaha,  as  well  as  the 
demands  of  the  milling  interests  at  Minneapolis,  create  conditions 
which,  as  to  the  rates  and  transportation  to  Minneapolis,  are  substan- 
tially dissimilar  from  those  which  apply  to  the  rates  and  the  trans- 
portation to  Omaha. 

The  complaint  will  be  dismissed* 
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No.  3021. 

SOUTHERN  COTTON  OIL  CX)MPANY 

v. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY  ET  AL. 


No.  3165. 
SAME 

V. 

CENTRAL  OF  GEORGIA  RAILWAY  COMPANY  ET  AL. 


SubmiUed  April  11, 1910.    Decided  October  4, 1910. 


Grade  cotton-aeed  oil  shipments  were  made  into  Savannah,  Ga.,  on  local  rates 
points  in  Georgia  and  Alabama,  there  refined  and  then  reshipped  on  balanot  of 
through  rates  from  various  points  of  origin  to  ultimate  destinations.  Between 
the  inbound  and  the  outbound  movements  the  rates  had  been  advanced  2  cents 
per  100  pounds,  and  defendants  appUed  on  these  shipments  the  higher  through 
rates  in  effect  at  time  of  reshipment.  Upon  complaint  that  the  higgler  diai^Bs 
were  unlawful;  Held,  That  the  legal  rates  applicabto  on  these  shipments  wen  thm 
rates  in  effect  at  the  time  of  the  initial  movement    Reparation  awarded. 

H.  W.  B.  Olover  for  complainant. 

C.  B.  Northrop  J  R.  WdUon  Moore,  and  Sloss  D,  Baxter  for  Southern 
Railway  Company. 

R.  Walton  Moore  for  Atlantic  Coast  Line  Railroad  Company  and 
Ocean  Steamship  Company  of  Savannah. 

Charles  T.  Airey  for  Central  of  Georgia  Railway  Company. 

Report  of  the  Commission. 

Clements,  Commissioner: 

Each  of  these  cases  involves  substantially  the  same  questioiiB. 
They  were  heard  together,  and  will  be  so  disposed  of.  Crude  cotton- 
seed oil  was  shipped  into  Savannah,  Ga.,  on  the  local  ratee  from 
the  various  points  of  origin,  and  after  refining  at  that  place  it  wm 
reshipped  on  the  balance  of  the  through  rates  from  points  of  origin 
to  ultimate  destinations;  but  between  the  times  of  inbound  and 
outbound  movements  the  rates  had  been  advanced  2  cents  per  100 
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pounds,  and  iinder  the  provisions  of  the  tariffs,  as  interpreted  by 
defendants,  they  applied  the  higher  through  rates  in  effect  at  the 
time  of  roshipment. 

In  case  No.  3021,  wherein  the  Atlantic  Coast  Line  Railroad  Com- 
pany and  the  Ocean  Steamship  Company  of  Savannah  are  named  as 
defendants,  two  carloads  of  cotton-seed  oil  are  involved,  which 
moved  from  Valdosta  and  Bainbridge,  Ga.,  to  Savannah,  April  26 
and  26,  1908,  and  after  refining  were  reshipped  to  New  York  City^ 
November  12,  1908,  and  February  20,  1909.  These  shipments  con- 
tained an  aggregate  weight  of  102,500  poimds,  on  which  the  local 
rate  to  Savannah  of  19  cents  per  100  poimds,  aggregating  $194.74, 
was  collected.  At  the  time  of  these  initial  movements  the  through 
rates  from  Valdosta  and  Bainbridge  to  the  city  of  New  York  were 
27  cents  per  100  poimds  by  way  of  the  Atlantic  Coast  Line  and 
the  line  of  the  Ocean  Steamship  Company.  These  rates  were  in 
effect  until  March  15,  1910,  when  they  were  increased  to  29  cents. 

The  contention  of  defendants  with  respect  to  thb  overcharge  is 
that  the  increased  rates  of  29  cents  became  effective  October  1, 1908; 
but  its  tariff  upon  which  this  contention  was  based  was  not  filed 
under  proper  powers  of  attorney  from  defendants,  and  therefore  was 
not  legally  effective.  The  29-cent  rates  were  based  upon  thb  defective 
tariff  and  the  tariff  of  the  Atlantic  Coast  line,  effective  October  30, 
1907,  which  provided  that  on  crude  oil  shipped  locally  when  refined 
the  through  rates  to  be  appUed  should  be  those  in  effect  at  the  time 
of  reshipment.  This  provision  was  clearly  contrary  to  law,  as  indi- 
cated in  ruling  of  the  Commission  on  May  29,  1907,  entitled  In  the 
MaUer  of  Through  Routes  and  Through  RaUft,  12  I.  C.  C.  Rep.,  163, 
which  held  that  the  rate  applicable  to  all  through  shipments  is  the 
rate  in  effect  at  the  time  of  the  initial  movement.  Therefore,  the 
charge  of  29  cents  on  these  shipments  moving,  as  stated,  on  Novem- 
ber 12,  1908,  and  February  20,  1909,  resulted  in  an  overcharge  of 
$20.50,  which  the  defendants  wiU  be  required  to  refund,  with  interest 
from  February  20,  1909. 

In  case  No.  3165  the  shipments  of  cotton-seed  oil  moved  into 
Savannah  from  various  points,  including  Dothan  and  Montgomery, 
Ala.;  Newnan,  Americus,  Dawson,  AUanta,  Augusta,  and  Dublin, 
all  in  the  state  of  Georgia.  The  outbound  shipments  were  to  Pitta- 
burg,  Pa.,  Boston,  Mass.,  New  York,  N.  Y.,  and  Bayonne,  N.  J.  It 
is  unnecessary  to  set  forth  in  detail  the  rates  on  and  weights  of  the 
18  carloads  involved  in  this  complaint,  the  essential  facts  being  that 
more  than  a  million  pounds  of  the  crude  oil  moved  into  Savannah 
on  the  local  rates.  On  the  outbound  movement  the  expense  bills 
for  the  shipments  into  Savannah  were  appUed  as  part  payment  of 
the  through  rates  from  points  of  origin  of  the  crude  oil  to  ultimate 
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destinatkms  on  outbound  shipments^  aggregating  791,684  poionda, 
of  refined  oil  from  Savannah.  The  shipments  into  Savannah  all 
moved  in  the  month  of  September,  1908.  On  October  1,  1908,  the 
Central  of  Georgia,  by  amendments  to  the  tariffs  in  effect  prior  to 
that  time,  increased  the  rates  on  cotton-seed  oil  refined  in  tnant 
from  points  of  origin  to  the  destinations  named  above  by  the  sum 
of  2  cents,  and  when  these  shipments  moved  forward  the  higher 
rates  then  in  effect  were  applied  under  the  refining-in-trandt  rules 
of  that  road,  which  provided  that  the  through  rates  to  be  applied 
should  be  those  in  effect  at  the  time  of  reshipment.  This  provisioiif 
as  above  stated,  was  clearly  contrary  to  the  law  as  interpreted  by 
the  Commission.  It  is  unnecessary  to  further  refer  to  these  unlawful 
rate  appUcations,  as  both  the  Atlantic  Coast  Line  and  the  Central  of 
Georgia  have  corrected  their  refining-in-transit  tariffs  to  conform  to 
the  law  in  this  respect. 

The  defendants  contend  that  complainant  is  not  entitled  to  repara- 
tion because  of  the  impossibiUty  of  identifying  each  of  the  outgoing 
shipments  from  the  refinery  as  having  originated  at  any  of  the  par- 
ticular points  of  origin.  There  was,  however,  no  proof  of  substitu- 
tion, nor  was  there  any  indication  that  the  crude  oil  moved  into  ihb 
refinery  was  not  substantially  the  same  as  the  refined  oil  shipped 
out,  and  it  appears  that  these  shipments  were  handled  in  substan- 
tially the  same  maimer  as  was  generally  customary  at  that  time  in 
the  application  of  transit  privileges  and  practices.  It  will  be  observed 
that  these  shipments  all  moved  prior  to  the  promulgation  by  the 
Commission  on  May  3,  1910,  of  its  views  respecting  the  legality  of 
transit  privileges  and  practices  of  the  kind  as  expressed  in  In  Ae 
Matter  of  Substitution  of  Tonnage  at  Transit  Points,  18  I.  C.  C.  Rep., 
280.  Nothing  herein  said  is  to  be  taken  as  modifying  our  views  as 
therein  expressed  or  as  in  derogation  of  present  duly  established  ruka 
and  regulations  of  carriers  in  conformity  therewith  intended  to  pre- 
serve the  integrity  of  the  lawfully  established  rates.  We  have  con- 
sidered the  claims  now  before  us  in  the  light  of  the  customary 
regulations  and  practices  in  vogue  at  the  time  these  shipments  moved, 
and  in  view  of  all  the  facts  appearing  we  are  convinced  and  so  find  that 
there  was  exacted  of  the  complainant  rates  which  were  unjust  and 
unlawful  to  the  extent  of  2  cents  per  100  pounds  on  the  shipments 
here  involved  and  that  the  complainant  is  entitled  to  reparation  in  the 
sum  of  $158.19,  with  interest  from  March  5, 1909,  as  follows:  From  the 
Central  of  Georgia  Railway  Company,  Merchants  &  Miners  Transporta- 
tion Company,  and  Pennsylvania  Railroad  Company  in  the  sum  of 
$2.31  on  one  shipment  of  refined  cotton-seed  oil,  weighing  11,575 
pounds,  from  Dothan,  Ala.,  to  Pittsburg,  Pa.;  from  the  Central  ot 
Georgia  Railway  Company  and  Old  Dominion  Steamship  Company,  as 
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follows:  In  the  sum  of  $7.66  on  one  shipment  of  refined  cotton-seed  oU, 
weighing  38,299  pounds,  from  Newnan,  Ga.,  to  Boston,  Mass. ;  in  the 
sum  of  $16.16  on  two  shipments,  weighing  in  the  aggregate  80,763 
pounds,  from  Americus,  6a.,  to  New  York,  N.  T. ;  in  the  sum  of  $31 .84 
on  three  shipments,  weighing  in  the  aggregate  159,200  pounds,  from 
Dawson,  Ga.,  to  New  York,  N.  Y.;  in  the  sum  of  $22.42  on  two  ship- 
ments, weighing  in  the  aggregate  112,108  pounds,  from  Atlanta,  Ga., 
to  New  York,  N.  Y.;  in  the  sum  of  $18.44  on  two  shipments,  weighing 
in  the  aggregate  92,200  poimds,  from  Augusta,  Ga.,  to  New  York, 
N.  Y.;  and  in  the  sum  of  $23.14  on  two  shipments,  weighing  in  the 
aggregate  115,725  pounds,  from  Montgomery,  Ala.,  to  New  York, 
N.  Y.;  from  the  Central  of  Georgia  Railway  Company,  Southern 
Railway  Company,  Philadelphia,  Baltimore  &  Washington  Railroad 
Company,  and  Central  Railroad  Company  of  New  Jersey,  as  follows: 
In  the  siun  of  $4.33  on  one  shipment  of  refined  cotton-seed  oU, 
weighing  21,641  pounds,  from  Newnan,  Ga.,  to  Bayonne,  N.  J.,  and 
in  the  sum  of  $3.09  on  one  shipment,  weighing  16,479  pounds,  from 
Montgomery,  Ala.,  to  Bayonne,  N.  J.,  and  from  the  Wrightsville  & 
Tennille  Railroad  Company,  Central  of  Georgia  Railway  Company, 
and  Old  Dominion  Steamship  Company  in  the  sum  of  $28.81  on  three 
shipments  of  refined  cottonnseed  oil,  weighing  in  the  aggregate 
144,060  poimds,  from  Dublin,  Ga.,  to  New  York,  N.  Y. 

Orders  in  accord  herewith  will  be  issued. 
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No.  3136. 
CHICAGO  CAR  LUMBER  COMPANY 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


SufmitUd  June  28, 1910.    Decided  October  10,  1910. 


Reparation  awarded  upon  four  carload  shipments  of  railroad  ties  between  T< 
Ridge,  Tenn.,  and  Louisville,  Ky. 

Adams,  Boll  dk  Adams  and  Jam^  B.  WescoU  for  complainant. 
W.  0.  Bearing  for  LouisviUe  &  Nashville  Railroad  Company. 

Report  of  the  Commission. 

Knapp,  Chairman: 

The  complainant  entered  into  a  contract  with  the  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  to  furnish  it  ai 
Shirley,  Ind.,  a  certain  number  of  ties,  and  by  the  terms  of  said 
contract  the  complainant  was  to  deliver  the  ties  to  the  carrier  ai 
LouisviUe,  Ky.,  so  that  they  could  be  carried  from  Louisville  to 
Shirley  free  of  charge  on  account  of  being  company  material.  Acting 
under  such  contract  the  complainant  on  December  15  and  16,  1908, 
shipped  four  carloads  of  railroad  ties  aggregating  in  weight  190,800 
pounds  from  Tennessee  Ridge,  Tenn.,  to  Shirley,  Ind.,  upon  which 
there  was  charged  and  collected  the  amount  of  $648.72  based  upon  a 
rate  of  34  cents  per  100  pounds,  which  was  constructed  of  a  rmte  of 
33  cents  to  Louisville  plus  a  1-cent  bridge  toll  across  the  Ohio  Rivu-. 
The  defendant,  upon  the  theory  that  there  was  a  misroating,  has 
refunded  the  amount  of  $457.92,  being  the  difference  between  the  toUl 
amount  paid  based  on  a  33-cent  rate  and  that  which  would  hMx% 
been  paid  based  on  a  9-cent  rate,  the  9-cent  rate  being  in  lorot 
between  Tennessee  Ridge  and  Evansville,  Ind.,  on  the  direct  line 
to  Shirley  by  another  route.  This  petition  is  brou^t  for  the  purpose 
of  obtaining  reparation  in  the  amount  of  1  cent  per  100 
^olied  to  the  weight  of  the  shipment  or  $19.08.  The  comp 
sts  that  the  lumber  rate  between  Tennessee  Ridge  and  LooBTiDa* 
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which  was  8  cents  per  100  pounds,  should  have  applied  to  the  trans- 
portation of  ties.  The  Commission  has  repeatedly  held  that  the  rate 
on  ties  should  not  exceed  the  rate  on  lumber  from  which  they  are 
made;  and  while  the  defendant  does  not  always  equalize  lumber  and 
tie  rates,  it  has  usually  done  so  when  requested  by  complainant. 
In  this  case  the  consignor  requested  the  defendant  to  put  in  an 
8-cent  rate  from  Tennessee  Ridge  to  Louisville,  which  was  con- 
temporaneously in  effect  on  lumber  between  these  points,  but  before 
the  request  could  be  complied  with  the  shipments  moved  and  the 
33-cent  rate  had  to  be  applied,  though  the  8-cent  rate  was  sub- 
sequently established  and  is  now  in  effect. 

Although  the  difficulty  would  have  been  avoided  had  the  consignor 
awaited  the  pubUcation  of  the  8-cent  rate  before  shipping,  we  are 
of  the  opinion  that  the  rate  upon  ties  should  not  have  exceeded  the 
lumber  rate,  and  we  find  that  all  charges  in  excess  of  8  cents  per 
100  pounds  were  imreasonable. 

An  order  will  be  entered  awarding  reparation  to  complainant  in 
the  sum  of  $19.08,  with  interest  from  January  1,  1909,  and  directing 
defendant  to  maintain  for  a  period  of  two  years  a  rate  for  the  trans- 
portation of  ties,  in  carloads,  from  Tennessee  Ridge,  Tenn.,  to 
Louisville,  Ey.,  which  shall  not  exceed  the  rate  contemporaneously 
in  effect  for  carriage  between  the  same  points  of  lumber  similar  in 
quality  to  that  from  which  the  ties  are  inade. 
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No.  3063. 
IN  THE  MATTER  OF  EXTRA  FARE  PAID  BY  PASSENGERS 
BY  REASON  OF  THE  NONVALIDATIOX  OF  THE  RETURN 
PORTIONS  OF  LBHTED  EXCURSION  TICKETS. 


Decided  OcVjher  11,  1910. 


Respondents'  present  regulations  providing  for  refund  to  passenger  of  ezcen  UKyimti 
coUected  on  account  of  passenger's  faUure  to  validate  round-trip  excursioo  ticket 
found  to  be  reasonable. 

C,  0.  WJiiUemore  for  Las  Vegas  &  Tonopah  Railroad  Company. 

E.  N.  Clark  and  T.  L.  Philips  for  Denver  &  Rio  Grande  Railroad 
Company. 

W.  B.  KeUy  for  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad 
Company. 

Hale  Holden  for  the  ChicagOi  Burlington  &  Quincy  Railroad  Com- 
pany. 

Repobt  of  ths  Commission. 

Knapp,  Chairman: 

This  is  a  proceeding  instituted  by  the  Commission  on  its  own  motion 
with  particular  reference  to  the  following  transaction: 

On  September  10, 1909,  Mrs.  Maria  Walsh  purchased  from  the  agent 
of  the  Las  Vegas  &  Tonopah  Railroad  Company  at  Goldfield,  Ner.,  a 
limited  round-trip  ticket  from  Goldfield,  Nev.,  to  Omaha,  Nebr.,  via  the 
lines  of  the  Las  Vegas  &  Tonopah  Railroad  Company  to  Las  Vegas, 
Nev.,  the  San  Pedro,  Los  Angeles  &  Salt  Lake  Railroad  Company 
to  Salt  Lake  City,  Utah,  the  Denver  &  Rio  Grande  Railroad  Company 
to  Denver, Colo.,  the  Chicago,  Burlington  &  Quincy  Railroad  Company 
to  Omaha,  Nebr.,  and  return  via  the  same  route.  The  return  portion 
of  the  ticket  was  not  validated  at  Omaha  before  being  presented  for 
return  passage,  as  required  by  the  tariff  and  the  contract  printed  on 
the  ticket.  Through  error  on  the  part  of  railroad  conductors  the 
return  portion  of  the  ticket,  although  not  vaUdated,  was  accepted  by 
t^e  Chicago,  Burlington  &  Quincy  Railroad  Company,  the  Denver 
&  Rio  Grande  Railroad  Company,  and  the  San  Pedro,  Loe  Angeles  A 
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Salt  Lake  Railroad  Company^  but  the  Las  Vegas  &  Tonopah  Railroad 
Company  refused  to  accept  the  ticket  for  the  portion  of  the  journey 
from  Las  Vegas  to  Goldfield,  thereby  subjecting  the  passenger  to  the 
payment'of  additional  fare  in  the  sum  of  $11.55. 

In  its  tariff,  I.  C.  C.  No.  104,  effective  November  5,  1909,  the  Las 
Vegas  &  Tonopah  Railroad  Company  published  the  following  rules 
regarding  the  refund  of  extra  fares  exacted  from  passengers  by  reason 
of  their  failure  to  validate  tickets: 

UrUND  OP  FARES  PAID  ACCOUNT  NONVAUDATION  OF  ROUND-TRIP  TICKETS  ALL  AGENTS 

AND  CONDUCTORS. 

In  case  a  paasenf^er  hoUliog  a  round-trip  signature  ticket  (the  contract  thereof  and 
the  tariff  under  which  it  is  sold  requiring  that  it  be  validated  before  it  can  be  accepted 
for  return  passage)  neglects  to  have  the  same  executed  for  return,  the  Las  Vegas  & 
Tooopah  RaihxMkd  Company  will  refund  the  amount  paasenger  is  obliged  to  pay  return- 
ing over  its  road,  providing  all  other  conditions  of  Uie  contract  of  the  ticket  and  the 
tariff  under  which  it  is  sold  are  complied  with. 

Refund  will  only  be  made  providing  the  amount  paid  returning  is  for  tiansportation 
over  the  same  roads  and  via  the  same  junction  points,  as  the  unused  ticket  held  by  the 
passenger,  and  the  original  purchaser  can  and  does  furnish  a  satisfactory  affidavit  that 
the  ticket  is  used  in  accordance  with  all  the  conditions  of  the  tariff  under  which  it  wm 
sold  and  the  contract  thereof,  with  the  sole  exception  of  validating  it  for  return. 
Passenger  will  also  be  required  to  furnish  receipt  (or  receipts)  or  other  evidence  satis- 
factory to  the  railroad  companies  that  such  fare  or  fares  were  paid  returning. 

Return  portion  of  signature  tickets  which  have  not  been  validated  for  return  in 
accordance  with  contract  must  not  he  honored  by  conductors.  Fare  should  be  collected 
to  firet  scheduled  stop  of  train,  at  which  passenger  should  purchase  ticket  to  original 
starting  point  of  ticket.  Receipt  should  be  given  for  fsae  paid  on  train  and  passenger 
instructed  to  secure  receipt  for  ticket  purchased. 

Similar  rules  have  been  published  by  the  other  respK>ndent8  in  this 
proceeding  as  follows:  San  Pedro,  Ix>s  Angeles  &  Salt  I^ake  Railroad 
Company,  I.  C.  C.  No.  465,  eflfective  January  10,  1910;  Denver  & 
Rio  Grande  Railroad  Company,  I.  C.  C.  No.  875,  eflfective  January  15, 
1910;  and  Chicago,  Burlington  &  Quincy  Railroad  Company,  I.  C.  C. 
No.  2089,  eflfective  October  15,  1909. 

The  matter  was  brought  to  the  attention  of  the  Commission  by 
application  of  the  I^as  Vegas  &  Tonopkh  Railroad  Company  for  per- 
mission to  make  refund  to  Mrs.  Walsh,  due  to  the  fact  that  the  tariff 
rule  had  not  been  published  when  she  made  the  journey. 

The  respondent  carriers  above  mentioned,  over  whose  lines  Mrs. 
Walsh  traveled,  have  filed  answers  setting  forth  at  length  the  rea- 
sons which  induce  them  to  require  validation,  the  principal  reason 
being  to  prevent  fraudulent  use  of  tickets  by  persons  not  entitled  to 
return  passage  thereon. 

The  rules  which  have  been  published  by  all  of  the  respondents 
appear  to  be  reasonable  and  perhaps  go  further  to  protect  the  passen- 
ger from  his  own  carelessness  than  the  Commission  would  be  inclined 
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to  require.  Therefore,  as  it  is  apparently  unnecessary  to  enter  an 
order  requiring  a  change  in  the  carriers'  practice,  no  hearing  on  that 
phase  of  the  case  would  seem  to  be  required.  The  only  question  re- 
maining is  whether  refund  to  Mrs.  Walsh  of  $11. 55  shall  be  authorized. 
The  Commission  has  declined  heretofore  to  grant  reparation  on  pas- 
senger claims  due  to  a  reduction  in  the  passenger  fare  (Rule  46, 
Conference  Rulings  Bulletin  No.  4),  and  the  claim  in  this  case  appeara 
to  be  analogous  to  claims  which  the  Commission  has  refused  to  ent^- 
tain.  That  is  to  say,  Mrs.  Walsh  b  claiming  reparation  under  a  ri^it 
which  she  did  not  possess  at  the  time  she  performed  the  traveL  More- 
over, it  is  probable  that  numerous  other  persons  are  in  the  same  sit- 
uation and  would  be  entitled  to  reparation  if  it  were  allowed  in  this 
particular  case.  Since  the  proceeding  has  been  instituted  two  more 
claims  of  a  similar  nature  have  been  filed  with  the  Conmiission  by  the 
Las  Vegas  &  Tonopah  Railroad  Company.  An  order  will  be  entered 
discontinuing  the  proceeding,  and  the  Las  Vegas  &  Tonopah  Railroad 
Company  will  be  advised  that  the  Conmiission  declines  to  authorize 
the  refund  to  Mrs.  Walsh. 

The  Conmussion  is  of  opinion  that  all  carriers  should  establish  regu- 
lations relating  to  refund  of  excess  amounts  collected  from  passengns 
by  reason  of  their  failure  to  validate  round-trip  exclusion  tickets 
which  shall  be  at  least  as  favorable  to  the  passenger  as  those  above 
quoted  from  respondents'  tariffs,  and  carriers'  that  have  failed  to  in- 
corporate such  provisions  in  their  tariffs  are  advised  to  amend  them 
in  conformity  with  this  conclusion. 
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No.  2964. 
GEORGE  W.  RITER 

V. 

OREGON  SHORT  LINE  RAILROAD  COMPANY  ET  AL. 


Submitted  September  6,  1910.    Decided  October  10,  1910, 


1.  There  is  great  force  in  the  position  of  complainant  that  good  faith  to  the  public 
would  require  defendants  to  state  in  advertisements  of  their  excursions  the 
total  amount  which  would  be  exacted  for  the  transportation  service,  of  which 
validation  is  a  part;  but  it  is  difficult  to  see  how  it  can  be  held  to  be  a  violation 
of  the  act  to  regulate  commerce  to  exact  a  part  of  the  tariff  rate  at  the  ticket 
office  when  the  ticket  is  pold  and  the  balance  of  that  rate  at  the  validating 
agency  when  the  ticket  is  validated. 

S.  While  it  seems  probable  that  in  some  instances  the  place  of  validation  might  bo 
made  more  convenient  than  it  now  is  and  that  the  annoyance  to  the  public 
might  be  somewhat  lessened,  still  upon  the  showing  made  in  this  record  and 
upon  knowledge  of  the  situation,  the  Commission  hesitates  to  interfere  by  any 
general  rule.  If  special  instances  arise  where  the  inconvenience  is  undue, 
those  can  be  dealt  with  individually. 

8.  It  has  been  assumed  that  the  validation  of  these  excursion  tickets  was  a  regulation 
or'practice  which  fell  within  the  jurisdiction  of  this  Commission,  but  that  point 
has  not  been  particularly  considered,  and  is  not  decided. 

4.  Under  the  method  of  handling  these  validation  fees  they  never  find  their  way 
into  the  revenue  returns  of  the  carriers  to  this  Commi^^ion.  In  some  way  those 
fees  should  find  their  way  into  the  accounts  of  the  railroads;  but  the  circum- 
stance that  a  proper  account  of  the  feee  is  not  given  does  not  of  necessity  stamp 
the  exaction  of  it  or  the  method  of  its  exaction  as  illegal. 

ft.  Complainant's  contention  that  the  manner  in  which  these  validation  fees  are 
handled  amounts  to  a  violation  of  the  fifth  section  of  the  act  is  not  sustained. 

John  A.  Street  for  complainant. 
Percy  L.  Williams  for  defendants. 

Report  of  the  Commission. 

Pboutt,  Ccmmisncner: 

This  complaint  is  directed  against  the  exaction  by  the  defendants 
of  the  50-cent  validating  charge. 

Excursion  tickets  are  frequently  sold  to  a  point  and  return  at  less 
than  the  sum  of  the  one-way  fares  to  and  from  that  destination.  If 
one  person  uses  the  ticket  to  destination  and  there  deliyers  it  to 
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another  person,  who  uses  the  return  portion,  transportation  is 
obtained  by  these  passengers  at  less  than  the  tariff  rate  and  at  leas 
than  the  sum  paid  by  other  persons  receiving  the  same  service. 
This  is  plainly  a  fraud,  both  upon  the  public  and  upon  the  railroad* 
For  the  purpose  of  preventing  this,  the  railroad  company  provides 
that  the  ticket  shall  only  be  good  in  the  hands  of  the  original  pur- 
chaser, and  requires  such  purchaser  to  identify  himself  when  required 
and  to ' '  vaUdate ''  his  ticket ;  that  is,  to  obtain  from  an  agent  appointed 
by  the  company  a  statement  that  the  ticket  has  been  presented  by  the 
original  purchaser  and  may  be  used  by  him  for  the  return  passage. 

No  question  is  made  of  the  propriety  of  requiring  validation  of  the 
ticket,  the  objection  of  the  complainant  being  directed  entirely  to  the 
manner  in  which  the  fee  is  exacted  and  the  validation  made. 

The  usual  fee  for  validation  is  50  cents ;  and  this  fee  is  paid  at  the 
time  of  vahdation  to  the  validating  agent.  The  complainant  insists 
that  it  is  a  fraud  upon  the  pubhc  to  advertise  an  excursion  rate  of  & 
certain  amoimt  and  then  require  payment  of  an  additional  amount. 
In  the  case  specially  referred  to  by  the  complainant  the  excursion  was 
from  Salt  Lake  City  to  San  Francisco,  and  the  advertised  excursion 
rate  was  $42  for  the  round  trip.  The  complainant  paid  his  $42  and 
was  required  to  pay  at  San  Francisco  an  additional  sum  of  50  cents. 
This  he  declares  to  be  an  imposition  upon  the  public  which  ought  to  be 
forbidden. 

The  tariff  filed  with  the  Commission  fixes  the  charge  which  the 
passenger  must  pay.  This  tariff  provides  that  the  ticket  must  be 
validated  and  that  a  fee  of  50  cents  will  be  charged  for  that  service. 
Under  that  tariff  the  defendants  must  have  exacted  of  the  complainant 
$42.50.  There  b  great  force  in  the  position  of  the  complainant  that 
good  faith  to  the  public  would  require  the  defendants  to  state  in 
their  advertisement  of  their  excursions  the  total  amoimt  which  would 
be  exacted  for  the  transportation  service,  of  which  validation  is  a  part, 
but  it  is  difficult  to  see  how  it  can  be  held  to  be  a  violation  of  the  act  to 
regulate  coznmerce  to  exact  a  part  of  the  tariff  rate  at  the  ticket 
office  when  the  ticket  is  sold  and  the  balance  of  that  rate  at  the  vali- 
dating agency  when  the  ticket  is  vaUdated. 

The  complainant  also  claims  that  the  manner  in  which  these  tickets 
are  vaUdated  imposes  an  imieasonable  burden  upon  the  public 
It  appears  from  the  testimony  that  sometimes  the  validation  is  at  the 
ticket  office  of  the  company.  This  is  usually  the  case  when  no  vali* 
dation  fee  is  required,  and  sometimes  when  such  fee  b  required. 
Ordinarily,  at  terminal  pK>int8  upon  the  Pacific  coast  where  gresi 
numbers  of  these  excursion  tickets  require  validation,  special  validat- 
ing offices  are  set  apart  for  that  purpose.  These  offices  are  not  usu- 
ally at  the  railroad  station  where  the  passenger  takes  his  train,  nor 
at  the  city  ticket  office  of  the  companyy  but  in  some  other  plsoe 
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where  all  tickets  with  that  destination,  no  matter  by  what  route  thej 
read,  must  be  validated.  For  example,  in  the  city  of  San  Francisco, 
which  was  the  destination  of  the  complainant's  ticket,  the  validating 
office  is  a  considerable  distance  both  ft'om  the  station  of  the  Southern 
Pacific  Company,  by  which  the  ticket  of  the  complainant  read,  and 
also  from  the  city  ticket  oflice  of  the  company.  The  complainant 
desired  to  take  a  certain  train  leaving  in  the  forenoon,  and  he  began 
nearly  two  hours  before  the  departure  of  the  train  to  attempt  to  obtain 
a  validation  of  his  ticket.  Pullman  tickets  can  not  be  obtained,  nor 
can  baggage  be  checked  upon  a  ticket  until  after  its  validation. 
This  ticket  could  only  be  used  upon  the  date  of  its  validation.  The 
complainant  was  unable  to  obtain  the  validation  of  his  ticket  in  time 
to  check  his  baggage  and  obtain  his  Pullman  space,  and  therefore* 
lost  the  train  by  which  he  desired  to  go. 

The  complainant  does  not  claim  damages  by  reason  of  what  hap- 
pened to  him  upon  this  particular  occasion,  but  points  to  his  experi- 
ence as  illustrative  of  the  inconvenience  suffered  by  the  public  and 
asks  that  some  general  order  be  made  which  shall  prevent  similar 
occurrences. 

It  would  certainly  be  more  convenient  in  many  respects,  and  ap- 
parently in  all  respects,  so  far  as  the  passenger  is  concerned,  if  his 
ticket  could  be  vaUdated  at  the  point  whore  he  must  obtain  his 
Pullman  accommodations  and  arrange  for  the  checking  of  his  bag- 
gage. Upon  the  other  hand,  defendants  contend  that  if  vahdation 
is  to  mean  anything  it  must  be  in  charge  of  persons  who  have  some 
skill  in  the  detection  of  attempted  frauds,  and  who  can  determine 
wlj(»ther  the  ticket  is  presented  for  validation  by  the  original  pur- 
chaser. There  are  said  to  be  20  vahdation  offices  upon  the  Pacific 
coast.  During  the  period  from  1901  to  1909,  inclusive,  580,704  tickets 
were  vahdated  at  these  agencies,  and  3,372  tickets  were  confiscated 
because  nqt  presented  by  the  proper  persons.  But  for  the  require- 
ment of  validation  there  can  be  little  doubt  that  the  number  of  in- 
stances of  improper  use  of  these  tickets  would  have  been  much 
greater.  The  defendants  insist  that  if  the  tickets  were  to  be  validated 
at  tlieir  regular  ticket  ollice,  validation  would  be  only  a  name,  and 
that  it  would  be  impossible  to  detect  the  frauds  which  are  detected 
at  present. 

Manifestly,  there  is  some  foundation  for  the  claim  of  the  defend- 
ants. While  it  seems  probable  that  in  some  instances  the  place  of 
validation  might  be  made  more  convenient  than  it  now  is,  and  that 
the  annoyance  to  the  oublic  might  be  somewhat  lessened,  still  upon 
the  showing  made  in  this  record  and  upon  our  knowledge  of  the  situa- 
tion, we  hesitate  to  interfere  by  any  general  rule.  If  special  instances 
arise  where  the  inconvenience  is  undue,  those  can  be  dealt  with 
individually. 
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The  purchaser  should  be  in  all  cases  advised  when  he  buys  his 
ticket  that  it  must  be  validated,  and  that  a  validation  fee  will  be 
charged.  These  facts  should  be  plainly  stated  upon  the  face  of  the 
ticket  itself.  Some  tickets  now  state  the  amount  of  the  fee  to  be 
exacted,  while  others  state  that  a  validation  fee  will  be  required  in 
accordance  with  the  terms  of  the  tariff.  We  think  the  purchaser 
should  in  all  cases  be  informed  upon  the  face  of  the  ticket  of  the 
amount  of  the  validation  fee.  If  so  advised,  and  if  these  facts  appear 
in  the  contract  very  little  just  complaint  can  be  made  as  to  want  of 
knowledge  on  the  part  of  the  passenger.  We  also  feel  that  railroad 
companies  should  exercise  great  care  in  providing  convenient  places 
for  the  establishment  of  validation  agencies  and  in  supplying  a  suffi- 
cient number  of  agents  so  that  what  occurred  in  the  case  of  the 
complainant  can  seldom,  if  ever,  happen.  It  was  said  in  testimony 
that  the  return  passage  must  be  begim  upon  the  day  of  validation, 
and  it  is  evident  that  if  the  ticket  were  to  be  validated  and  put  into 
the  hands  of  the  original  purchaser  for  an  indefinite  period,  this 
would  defeat  the  purpose  of  validation.  Still,  it  would  seem  possible 
to  provide  for  some  reasonable  leeway  in  this  respect,  so  that  the 
passenger  leaving  in  the  morning  might  at  least  validate  his  ticket 
the  preceding  day. 

It  has  been  assumed  that  the  validation  of  these  excursion  tickets 
was  a  regulation  or  practice  which  fell  within  the  jurisdiction  of  this 
Commission,  but  that  point  has  not  been  particularly  considered^ 
and  is  not  decided. 

This  validating  fee  is  paid  to  the  validation  agent.  The  Pacific 
coast  agencies  are  maintained  by  the  Transcontinental  Passengu* 
Association,  and  the  agencies  account  to  the  association  for  the  fees 
received.  If  the  amount  of  these  fees  exceeds  the  expense  of  main- 
taining the  agency  the  surplus  is  transmitted  to  the  Transcontinental 
Passenger  Association,  whereas  if  the  cost  of  the  agency  is  greater 
than  the  receipts  in  the  way  of  fees  the  transcontinental  association 
makes  up  the  deficiency.  The  expenses  of  the  Transcontinental 
Passenger  Association  itself,  including  these  validating  expenses,  are 
paid  by  the  railroads  belonging  to  that  association  in  proportion  to 
the  mileage  of  the  railroads,  according  to  the  testimony  in  this 
record.  It  follows,  therefore,  that  under  the  method  of  handling 
these  validation  fees  they  never  find  their  way  into  the  revenue 
returns  of  the  carriers  to  the  Interstate  Commerce  Commission.  For 
the  validation  of  tickets  at  the  20  agencies  on  the  Pacific  coast  during 
the  period  from  1901  to  1909,  inclusive,  over  $290,350  must  have  been 
paid,  which  is  nowhere  reported  as  a  part  of  the  passenger  receipts  of 
the  railroads  handling  that  business. 
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This  is  clearly  wrong.  In  some  way  those  fees  should  find  their 
way  into  the  accounts  of  the  raihx)ad.  But  the  circumstance  that  a 
proper  account  of  the  fee  is  not  given  does  not  of  necessity  stamp 
the  exaction  of  it,  or  the  method  of  its  exaction,  as  illegal. 

The  complainant  contends  that  the  manner  in  which  these  vali- 
dation fees  are  handled  amounts  to  a  violation  of  the  fifth  section  of 
the  act,  but  we  are  unable  to  see  how,  in  the  transaction  as  detailed 
in  the  testimony,  there  is  anything  amounting  to  a  pooling  of  freights 
or  a  division  of  earnings. 

The  complaint  will  be  dismissed. 
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No.  2687. 
&  M.  ISBELL  &  COMPANY 

V. 

LAKE  SHORE  &  MICHIGAN  SOUTHERN  RAILWAY  COM- 
PANY ET  AL. 


Buhmitied  June  t4,  1910.    Decided  October  10,  1910. 


Initial  carrier  held  not  responsible  for  mlsrouting  shipment  via  an  Ohio  Birer 
crossing  taking  higher  combination  than  might  have  been  obtained  rte 
another  Ohio  River  crossing  nsing,  as  a  factor,  a  special  commodity  rate 
south  of  the  river,  the  initial  carrier  not  being  a  party  to  the  rates  named 
by  the  line  south  of  the  river.    Complaint  dismissed. 

R.  W.  hhell^  E.  R.  RieghmiUer^  and  Clarence  G,  Frey  for  com- 
plainant. 

Thomas  S.  Parker  for  Pere  Marquette  Railroad  Company. 

TT.  A.  Northcott  for  Louisville  &  Nashville  Railroad  CcHnpany. 

O.  E.  Butterfield  for  Lake  Shore  &  Michigan  Southern  Railway 
Company  and  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway 
Company. 

Report  op  the  Commission. 

CocKRELL,  Comrmssioner:  * 

The  complaint  in  this  case  involves  two  separate  and  distinct  ship- 
ments between  different  points  and,  as  the  matters  complained  of  are 
different  in  each  case,  they  will  be  treated  separately. 

The  first  shipment  was  a  less-than-carload  lot  of  dried  beans, 
weighing  2,900  pounds,  moving  on  November  17,  1908,  frcHn  Spring- 
port,  Mich.,  to  Anniston,  Ala.,  over  the  lines  of  defendants;. 
Lake  Shore  &  Michigan  Southern  Railway  and  Cleveland,  Cincin- 
nati, Chicago  &  St.  Louis  Railway,  to  Cincinnati,  thence  via  the 
Louisville  &  Nashville  Railroad  to  destination.  The  charges,  which 
were  prepaid  by  complainant,  amounted  to  $23.20  and  were  based  oo 
a  combination  rate  of  80  cents.  The  complainant  alleges  that  this 
rate  was  imjust  and  unreasonable  in  and  to  the  ext^it  that  it 
exceeded  a  combination  rate  of  76  cents  applicable  via  Louisviila. 
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Iteparati<m  is  asked  in  the  sum  of  $1.16,  the  difference  between  the 
charges  based  on  the  80-cent  and  the  76-cent  rates. 

Defendants  deny  that  the  rate  charged  was  unreasonable  and  assert 
that  it  was  the  only  rate  that  could  lawfully  be  applied. 

While  the  complaint  itself  is  directed  only  toward  the  reasonable- 
ness of  the  rate  charged,  at  the  hearing  no  evidence  was  offered  to 
show  that  such  rate  was  unreasonable  and  complainant  rested  his  case 
practically  on  the  ground  of  misrouting,  claiming  that  it  was  the 
duty  of  the  initial  carrier  to  send  the  shipment  via  Louisville  instead 
of  via  Cincinnati.  We  shall,  therefore,  consider,  first,  the  question 
of  misrouting,  and  second,  the  reasonableness  of  the  rate  charged. 

From  Springport,  Mich.,  to  Anniston,  Ala.,  no  joint  through  rate 
IB  applicable,  nor  do  the  tariffs  of  defendants  provide  any  method 
for  constructing  a  through  rate.  Traffic  via  defendants'  lines  be- 
tween these  points  would  have  to  cross  the  Ohio  River  at  either  Cin- 
cinnati or  Louisville,  at  either  of  which  points  it  would  be  delivered 
to  the  Ix)uisville  &  Nashville  Railroad.  From  Springport  the  rate 
to  Cincinnati  was  17  cents,  and  from  Cincinnati  the  Louisville  &, 
Nashville  published  a  rate  to  Anniston  of  63  cents.  Via  Cin- 
cinnati, therefore,  the  combination  was  80  cents.  From  Spring- 
port  to  Louisville  the  rate  was  19  cents,  while  the  I^uisville  &. 
Nashville  published  a  rate  from  Louisville  to  Anniston  also  of 
68  cents.  The  ordinary  combination,  therefore,  via  Ix)uisville  was 
82  cents.  But  at  the  time  of  this  movement  there  was  in  effect  from 
Louisville  to  Nashville,  via  the  Louisville  &  Nashville,  a  Fnecial 
commodity  rate  of  16  cents,  while  from  Nashville  to  Anniston  a  class 
rate  of  41  cents  was  effective.  By  using  these  three  factors — the  class 
rate  to  I^ouisville,  special  commodity  rate  from  Louis\411e  to  Nash- 
ville, and  class  rate  from  Nashville  to  Anniston — a  combination  rate 
of  76  cents  would  be  obtained,  and  this  is  the  rate  for  which  com- 
plainant contends. 

AVhile  the  shipment  was  delivered  to  the  initial  carrier  without 
any  routing  instructions,  complainant  or  its  agent  prepared  the  bill 
of  lading,  presented  it  to  the  agent  of  the  carrier  at  Springport  and 
desired  to  prepay  the  freight  charges  through  to  Anniston.  There- 
upon the  rate  of  80  cents  was  inserted  in  the  bill  of  lading,  as  were 
also  the  total  charges  to  be  prepaid.  $23.20,  based  on  this  80-cent  rate. 
The  amount  was  paid  by  the  complainant  and  the  bill  of  lading  was 
then  signed  by  defendant's  agent  Only  via  Cincinnati  was  this  80- 
cent  rate  applicable. 

From  both  Cincinnati  and  Louisville  to  Anniston  the  rates 
were  the  same.  They  were  published  by  the  Louisville  &  Nash- 
ville Railroad,  but  to  that  tariff  the  other  defendants  were  not 
parties.    The  initial  carrier  contends  that  it  sent  the  shipment  via 
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the  cheapest  reasonable  route  known  to  it;  that  the  tariff  of  the 
Louisville  &  Nashville  Railroad  was  not  on  file  in  its  office  at  point 
of  shipment  and  was  not  required  to  be;  that  its  own  tariffs  showed 
the  rate  to  Cincinnati  to  be  17  cents,  while  to  Louisville  it  was  19 
cents,  and  that  apparently  Cincinnati  was  the  cheai>er  route.  It 
claims  that  it  was  not  aware  of  the  special  commodity  rate  between 
Louisville  and  Nashville  and  the  class  rate  from  Nashville  to  An- 
niston. 

The  distances  from  Springport  to  Anniston  via  both  gateways  are 
as  follows: 


Via  Cincinnati 86S.8 

Via  LouisvUle 884. 4 

The  complainant  does  not  explain  why  he  paid  the  80-cent  rate  in 
advance  and  accepted  a  bill  of  lading  with  that  rate  shown  therein. 
As  early  as  November  15, 1907,  the  Commission  in  one  of  its  adminis- 
trative rulings  (No.  214)  held: 

Shippers  must  bear  in  mind  that  there  is  a  limit  bejond  which  an  afpent  of 
a  carrier  could  not  reasonably  be  expected  to  know  as  to  terminal  deliTei7  or 
local  rates  at  distant  points  and  on  lines  of  distant  roads  to  or  with  which  ho 
has  no  specific  Joint  through  rates.  Consignors  and  consignees  should  cooporats 
with  agents  of  carriers  in  avoiding  misundereitandings  and  errors  in  rontiiic 
and  must  expect  to  bear  some  responsibility  in  connection  therewith. 

The  Commission  further  held  (Ruling  No.  200) : 

Where  there  is  a  difference  in  rates  between  two  points  over  different  Uneo, 
shippers  must  understand  that  they  may  get  the  benefit  of  the  lower  rate  oolj 
by  sending  their  merchandise  over  the  line  publishing  the  lower  rate. 

Under  all  the  circumstances  of  this  case,  we  are  of  the  opinion,  and 
so  find,  that  the  initial  carrier  was  not  guilty  of  misrouting  this 
shipment. 

The  testimony  given  by  defendants  at  the  hearing  indicates  that  the 
rates  as  charged,  both  north  and  south  of  the  Ohio  River,  compare 
favorably  with  the  r^tes  on  the  same  commodity  between  points 
similarly  located.  Had  it  not  been  for  the  special  commodity  rate 
in  effect  from  Louisville  to  Nashville  no  complaint  would  or  could 
have  been  made.  It  appears  that  that  rate  was  especially  established 
to  meet  water  competition  at  Nashville.  It  has  since  been  raised, 
however,  to  23  cents,  so  that  with  it  as  a  factor  the  combination  rate 
on  the  shipment  under  consideration  would  now  be  83  cents,  or  1  cent 
hi^er  than  the  rate  via  Louisville  using  the  rate  from  Louisville 
to  Anniston  as  a  factor,  and  8  cents  higher  than  the  rate  charged, 
based  on  Cincinnati 

From  the  facts  of  record  we  are  unable  to  find  that  the  rate 
charged,  in  and  of  itself,  was  unreasonable. 

19LaaBa|i. 
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The  second  shipment  involved  in  this  complaint  was  made  on 
February  11,  1909,  from  Bad  Axe,  Mich.,  to  Tulsa,  Okla.,  and  con- 
^sted  of  a  carload  of  dried  beans  containing  250  bags,  which,  at  an 
estimated  weight  of  165  pounds  each,  made  an  aggregate  weight  of 
41,250  pounds.  The  shipment  moved  over  the  lines  of  defendants, 
Pere  Marquette  to  Chicago  and  the  Chicago  &  Eastern  Illinois,  and 
the  St.  Louis  &  San  Francisco  railroads.  At  destination  freight 
charges  were  collected  in  the  amount  of  $287.07,  based  on  a  rate  of 
69  cents  per  100  pounds  and  a  weight  of  41,600  pounds,  though  the 
proper  charges  based  upon  such  weight  and  rate  would  have  been 
$287.04.  The  initial  line  and  the  shipper  claim  the  weight  to  have  been 
41,250  pounds,  while  the  Chicago  &  Eastern  Illinois  and  the  St.  Louis 
&  San  Francisco  assert  that  the  weight  was  41,600  pounds.  Refund 
is  sought  in  the  difference  between  the  charges  collected  and  the 
charges  based  on  weight  of  41,250  pounds.  The  complainant  sold  the 
shipment  and  the  St.  Louis  &  San  Francisco  Railroad  settled  with  the 
Pere  Marquette  Railroad  upon  a  basis  of  41,250  pounds.  The  dis- 
crepancy relative  to  the  weight  arises  from  the  fact  that  the  Pere  Mar- 
quette accepts  beans  for  shipment  at  a  weight  certified  to  by  the  ship- 
per, who  does  not  actually  weigh  the  beans,  but  ships  and  sells  them  in 
bags  at  an  estimated  weight  of  165  pounds  each.  This  method  of 
accepting  estimated  weights  furnished  by  a  shipper  applies  only  on  the 
Pere  Marquette  Railroad.  The  shipment  did  not  move  on  a  joint  rate^ 
but  on  a  combination  rate — 15  cents  to  Chicago  and  54  cents  beyond. 
The  carriers  participating  in  the  movement  beyond  Chicago  provided 
for  the  actual  weighing  of  the  shipment,  which  resulted  in  a  weight 
of  41,600  pounds,  upon  which  basis  freight  charges  were  collected. 
So,  under  the  separately  established  tariffs,  the  charges  which  should 
have  been  collected  at  destination  were  15  cents  from  Bad  Axe  to 
Chicago  upon  a  wei^t  of  41,250  pounds,  and  54  cents  from  Chicago 
to  Tulsa  upon  a  weight  of  41,600  pounds,  or  an  aggregate  amount  of 
$286.52,  or  55  cents  less  than  the  charges  actually  collected.  Refund 
of  this  overcharge  of  55  cents,  without  order  of  this  Commission, 
should  be  made  by  the  Chicago  &  Eastern  Illinois  and  the  St  Ijouis  & 
San  Francisco  railroads,  because  the  Pere  Marquette  Railroad  has 
received  its  proper  rate  according  to  its  tariff,  the  excess  having  been 
retained  by  the  first-mentioned  carriers. 

The  complaint  will  be  dismissed,  and  an  order  will  be  issued 
accordingly. 
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No.  3180. 
S.  T.  FISH  &  COMPANY 

V. 

NEW  YORK,  CHICAGO  &  ST.  LOUIS  RAILROAD  COMPANY 

ET  AL. 


SvbmiUed  June  28, 1910.    Bedded  October  11,  1910. 


Complaint  of  misrouting  not  sustained;  reparation  denied  and  complmint  diamiived. 

W.  R.  Oray  for  complainant. 

0.  E.  BvUerfidd  and  Glenrum,  Gary,   WaUcer  <k  Rime,  by  F.  B. 
Schmitt,  for  New  York,  Chicago  &  St.  Louis  Railroad  Company. 
A.  P.  Hurnburg  for  Illinois  Central  Railroad  Company. 

Report  of  the  Commission. 

OooKBELL,  Commissioner: 

On  September  29,  1908,  there  was  shipped  from  Portland,  N.  Y., 
to  Chicago,  Dl.,  over  line  of  defendant  New  York,  Chicago  &  St- 
Louis  Railroad  one  carload  of  grapes,  weight  24,000  pounds,  con- 
signed to  Train,  Letterman  &  Ford.  After  arrival  of  shipment  at 
Chicago  consignee  sold  same  to  complainant,  who  ordered  car  recon- 
signed  to  its  order,  Livingston,  Dl.,  *' route  via  Big  Four,  protect 
through  rate."  The  tariff  of  defendants  permitted  reconsignmoit  of 
such  shipments  at  Chicago  and  a  charge  of  $2  was  provided  therefor. 
There  was  no  joint  through  rate  from  Portland  to  Livingston  in  con- 
nection with  the  Big  Four,  but  there  was  a  through  rate  appUcable 
via  that  route,  made  up  of  the  combination  of  separately  established 
rates  of  30  cents  to  Chicago  and  17.1  cents,  Chicago  to  Livingston. 
The  shipment  actually  moved  via  the  Big  Four  over  this  through 
route  and  charges  were  assessed  on  basis  of  the  aforesaid  through 
rate.  There  was,  however,  in  effect  at  that  time  a  through  route  and 
joint  rate  of  37^  cents  from  Portland  to  Livingston,  applying  from 
Chicago  via  the  Chicago  &  Eastern  Illinois.  Complainant  contends 
that  shipment  should  have  been  sent  via  the  route  taking  the  joint 
throuj^h  rate  and  claims  reparation  based  on  the  difference  between 
the  charges  assessed  and  the  charges  that  would  have  been  assessed 
had  shipment  so  moved. 

The  Commission  has  held  that  where  no  joint  through  rate  is  in 
effect  the  combination  of  separately  established  rates  via  the  rout** 
of  movement  constitutes  the  through  rate,  and  that  such  through 
rate  is  as  binding,  definitei  and  absolute  as  a  joint  through  rate.     In 
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Re  Through  RouUs  and  Through  RaUs,  12  I.  C.  C.  Rep.,  172.  In  the 
present  case  the  defendants  literally  observed  the  instructions  given 
when  the  car  was  ordered  reconsigned  to  Livingston  and  sent  the  ship- 
ment via  the  route  designated,  and  applied  the  through  rate  over 
such  route. 

Under  all  the  circumstances,  we  are  of  the  opinion  that  this  ship- 
ment was  not  misrouted  by  any  of  the  defendants  and  that  com- 
plainant is  not  entitled  to  any  reparation  thereon. 

On  October  1,  1908,  there  was  shipped  from  Portland,  N.  Y.,  to 
Chicago,  111.,  over  the  line  of  defendant  New  York,  Chicago  &  St. 
Louis  Railroad  two  carloads  of  grapes,  aggregating  49,686  pounds, 
consigned  to  Train,  Letterman  &  Ford.  After  arrival  of  shipments 
at  Cliicago  consignee  sold  same  to  complainant,  who  ordered  the  cars 
reconsigned  to  its  order,  Benld,  HI.,  a  point  on  the  Macoupin  County 
Railroad,  ** route  via  Big  Four  to  Gillespie,  care  Macoupin  County 
Railroad;  protect  through  rate."  This  routing  instruction  was 
observed.  Complainant  contends  that  the  cars  should  have  been 
sent  via  the  Chicago  &  Alton  Railroad  from  Chicago  to  Girard,  care 
Macoupin  County  Railroad,  because  to  Girard  there  was  a  joint  rate 
which  was  lower  than  the  rate  to  Gillespie.  Reparation  is  asked 
based  on  the  difference  between  the  charges  actually  assessed  and 
the  charges  that  would  have  been  assessed  had  shipment  moved  via 
Girard. 

We  find  that  the  Macoupin  County  Railroad  files  no  tariffs  with  this 
Commission,  and  there  was,  therefore,  no  through  route  and  joint  rate 
or  through  combination  rate  to  Benld  in  connection  with  either  the  Big 
Four  to  Gillespie  or  the  Chicago  &  Alton  to  Girard.  Consequently, 
it  was  impossible  for  defendants  to  ''protect  through  rate,"  but  it 
was  possible  to  observe  the  routing  instruction  ''route  via  Big  Four 
to  Gillespie,  care  Macoupin  County  Railroad, "  and  this  was  done.  We 
are  therefore  of  the  opinion  that  defendants  did  not  misroute  these 
shipments  and  that  complainant  is  not  entitled  to  any  reparation  on 
the  ground  of  misrouting. 

The  record  shows  that  defendants  collected  for  the  movement  to 
Gillespie  charges  aggregating  $316.62.  The  rate  applicable  to 
Gillespie  was  a  combination  of  47.1  cents,  made  up  of  30  cents  to 
Chicago  and  17.1  cents,  Chicago  to  Gillespie,  which,  on  weight  of 
49,685  pounds,  would  make  the  freight  charges  $233.66.  Adding 
thereto  reconsigning  charges  of  $4  and  an  admitted  icing  charge  of 
$7.50,  the  total  charges  would  be  only  $246.06,  leaving  an  overcharge 
of  $71.57,  which  should  be  refunded  to  complainant  without  any 
order  from  this  Commission. 

The  complaint  will  be  dismissed,  and  an  order  will  be  issued 
ac-cordingly. 

19 1.  C.  C.  B/flt^ 
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No.  2894. 
OAK  GROVE  FARM  CREAMERY 

V. 

ADAMS  EXPRESS  COMPANY  ET  AL. 


BvJtmUted  September  26, 1910.    Decided  October  10, 1910. 


1.  Complainant  alleges  that  defendants'  rates  on  cake  are  unreasonable  as  compared 

with  their  rates  on  bread;  Heldf  That  defendants  may  properly  apply  a  some- 
what lower  rate  on  bread  than  on  cake;  but  that  the  present  rates  on  cake  are 
unreasonable  and  should  not  exceed  the  regular  merchandise  rates,  ezdodbig 
the  weight  of  the  hamper  in  which  the  cake  b  shipped. 

2.  Defendants'  tariffs  provide  that  the  bread  rate  shall  apply  to  mixed  ahipmanta  of 

bread  and  cake,  but  not  unless  at  least  50  per  cent  of  the  shipment  coosi^i 
of  bread.  Complainant  contends  that  this  rule  bars  it  from  making  mixed 
shipments,  while  it  permits  certain  of  its  competitors  who  bake  both  bread  and 
cake  to  obtain  the  bread  rate  upon  shipments  of  bread  and  cake;  Hdd,  Ttax 
the  above  rule  of  defendants  discriminates  against  complainant,  and  is  anjost 
and  unreasonable,  and  should  be  discontinued. 

Leopold  N.  OovlsUm  and  Edvxird  F.  McClennen  for  complainant. 
T.  B.  Harrison,  jr.,  for  defendants. 

Report  of  the  Commission. 

Prouty,  Commissioner: 

The  complainant;  John  W.  Alden,  doing  business  under  the  style  of 
the  Oak  Grove  Farm  Creamery,  is  engaged  in  the  manufacture  of  cake 
at  Boston,  Mass.,  which  he  ships  by  express  from  his  factory  to  various 
points  in  other  states,  and  he  complains  that  the  rates  chained  by  the 
defendants  for  this  service  are  unreasonable. 

As  evidence  of  the  unreasonableness  of  these  charges  the  complain* 
ant  refers  to  rates  made  by  the  defendants  for  the  transportation  of 
various  commodities,  but  calls  attention,  especially,  to  the  transpor- 
tation of  bread. 

Bread  is  handled  by  express  in  what  are  known  as  bread  hampers, 
which  are  boxes  of  three  sizes.  The  cubical  contents  of  these  different 
sizes  are,  in  feet,  3.9,  5,  and  7.5.  The  weight  of  the  hampeiSy  in 
pounds,  is  22,  33,  and  45.  The  weight  of  the  bread,  in  pounds,  whkh 
each  of  these  hampers  will  contain  is  33,  59,  and  93. 

The  weight  of  the  cake  shipped  by  the  complainant  varies  greatly 
with  the  different  varieties.  Enough  to  fill  the  largest  size  hamper 
weighs  from  64)  to  257  pounds.  As  actually  shipped  the  hamper 
usually  contains  several  different  kinds  of  cake,  and  the  net  weight  of 
the  contents  varies  accordingly.  An  actual  test  of  eighteen  days 
indicates  that  upon  the  average  the  net  weight  of  the  contents  of  these 
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hampers  is  from  25  to  50  per  cent  more  when  filled  with  cake  than 
when  filled  with  bread. 

The  value  of  the  bread  is  about  4  cents  per  poimd ;  the  average  value 
of  the  cake  shipped  by  the  complainant  about  12  cents  per  poimd. 

The  defendants  charge  for  the  transportation  of  bread  their  general 
special  rate,  and  apply  this  rate  to  the  net  contents  of  the  package, 
returning  the  empty  packages  for  5  cents  each  when  received  by  the 
shipper  at  the  express  office.  For  the  transportation  of  cake  the 
regular  merchandise  rates  are  charged,  and  these  rates  are  applied  not 
to  the  net  weight  but  to  the  gross  weight  of  the  package.  The  empty 
cases  are  returned  upon  the  same  terms  as  in  case  of  bread  shipments. 
The  complainant  insists  that  his  commodity  can  be  handled  by  the 
express  company  more  cheaply  than  bread  and  that  he  should  not 
therefore  pay  a  higher  rate  than  is  imposed  upon  bread. 

Bread  is  an  article  of  universal  consumption  and  is  more  in  the 
natiu'e  of  a  necessity  of  life  than  cake.  Of  the  combined  shipments 
by  express  from  Boston  95  per  cent  are  bread  and  5  per  cent  cake. 

We  think  that  the  defendants  may  properly  apply  a  somewhat 
lower  charge  to  the  carriage  of  bread  than  of  cake;  but  we  are  of 
opinion  that  the  rates  now  applied  to  the  transportation  of  cake 
are  imreasonable,  and  that  they  ought  not  to  exceed  the  regular  mer- 
chandise rates  of  the  defendants,  applied  to  the  net  weight  of  the 
packages,  the  packages  themselves  when  empty  to  be  returned  upon 
the  same  terms  as  at  present. 

Sometime  ago  the  defendants  applied  the  bread  rate  to  mixed 
shipments  of  bread  and  cake.  For  the  purpose  of  availing  himself 
of  the  lower  rate  thus  made  possible  the  complainant  became,  to  a 
limited  extent,  a  baker  of  bread.  It  often  happened,  however,  that 
he  would  put  into  a  hamper  filled  with  cake  only  a  loaf  or  two  of 
bread.  The  defendants  claimed,  and  the  complainant  did  not  deny, 
that  he  shipped  bread  with  his  cake  solely  for  the  purpose  of  obtain- 
ing the  better  rate.  With  a  view  to  preventing  this  the  defendants 
provided  that  the  bread  rate  should  not  apply  imless  at  least  50  per 
cent  of  the  shipment  consisted  of  bread.  This  rule  debarred  the 
complainant  from  making  mixed  shipments,  while  it  permitted 
certain  of  his  competitors  who  bake  both  bread  and  cake  to  obtaim 
the  bread  rate  upon  shipments  of  bread  and  cake,  and  the  complainant 
alleges  that  this  rule  is  imreasonable. 

This  contention  is  sustained.  The  almost  imiversal  rule  is  that 
where  a  package  contains  articles  taking  different  rates  of  transpor- 
tation the  entire  package  goes  at  the  rate  applicable  to  the  highest 
rated  article  in  the  package.  In  our  opinion  the  above  rule  of  the 
defendants  discriminates  against  the  complainant,  and  is  unjust  and 
unreasonable,  and  should  be  discontinued. 

An  order  will  be  entered  accordingly, 

19LaaBep. 
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No.  2548. 
PAT.  CHAPPELLE 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


SvbmUud  Augutt  4, 1910.    Decided  October  10, 1910, 


Petition  of  defendant  for  rehearing  denied,  the  Gommiflsion  reaffirming  it»  right  to 
exercise  jurisdiction  over  private  cars  when  used  for  the  conveyance  of  iinnw 
ment  out^ts,  theatrical  companies,  and  the  like. 

E,  O.  Brandenburg  for  complainant. 
W.  A.  NorthcoU  for  defendant. 

Report  of  the  Commission  on  Petition  for  REHEARme. 

Lane,  Commiasioner: 

The  defendant  Louisville  &  Nashville  Railroad  Company  has 
presented  petition  for  a  rehearing  in  this  matter,  asking  the  Com- 
mission to  make  a  specific  finding  as  to  whether  the  Commission 
claimed  to  exercise  jurisdiction  over  private  cars  when  such  cars  are 
used  for  the  conveyance  of  amusement  outfits,  theatrical  companieB, 
and  the  like.  In  the  original  opinion  (19  I.  C.  C.  Rep.,  56)  it  wms 
said: 

We  do  not  doubt  the  power  of  the  Commiarion  to  reg:ulate  the  rates  imposed  by 
carriers  upon  the  movement  of  private  equipment. 

This  was  said  advisedly  and  with  full  appreciation  of  the  cases 
decided  by  the  courts  holding  that  as  to  the  movement  of  circus 
companies  a  railroad  was  a  private  carrier.  No  decision  has  been 
rendered  since  the  act  to  regulate  commerce  holding  that  as  to  the 
transportation  of  private  cars  containing  theatrical  companies  a 
railroad  company  could  class  itself  as  a  private  carrier  which  may 
lawfully  discriminate  in  the  transi>ortation  service  which  it  furnishes. 

A  railroad  makes  the  carriage  of  goods  or  persons  a  business  and 
holds  itself  out  to  the  public  as  ready  and  willing  to  carry  "indiffer- 
ently for  all  persons  any  particular  class  of  goods  or  goods  of  any 
kind  whatever/'  We  can  not  recognize  the  right  of  the  defendant 
to  claim  exemption  from  the  provision  of  this  law  as  to  any  service 

19LaaBa|i. 


Digitized  by 


Google 


CHAPPELt.E    v.    L.    A    N.    R.    B.    CO.  457 

which  it  renders  as  a  carrier  of  persons  or  property.  If  it  is  a  private 
carrier  as  to  private  cars  or  any  class  of  private  cars,  it  may  carry 
such  cars  free  of  charge  or  at  any  rate  that  it  may  choose,  differing 
and  distinguishing  between  each  party  or  car  that  it  carries.  Such 
construction  of  the  law  absolutely  nulliiies  it  as  to  all  private  equip- 
ment, whether  carrying  passengers  or  freight.  A  carrier  may  no 
doubt  lawfully  refuse  to  carry  certain  classes  of  private  equipment, 
but  it  may  not  distinguish  between  private  cars  that  are  owned  by 
negroes  and  private  cars  that  are  owned  by  whites,  nor  may  it  dis- 
criminate between  private  cars  that  are  owned  by  Armour  &  Com- 
pany and  private  cars  of  the  same  class  that  are  owned  by  any  other 
concern. 
Petition  for  rehearing  wiU  be  denied. 
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No.  3199. 
FRED.  W.  GREEN,  RECEIVER  FOR  IONIA  WAGON  COMPANY, 

V. 

ALABAMA  GREAT  SOUTHERN  RAILROAD  COMPANY  ET  AL. 


Submitted  September  g,  1910.    Decided  October  10, 1910. 


Rates  on  hickory  spokes  from  Fort  Payne,  Ala.,  and  Chattanooga,  Tenn.,  to  Cincinnati, 
Ohio,  found  unreaFonable  when  compared  with  the  rates  on  hard-wood  lumbcE. 
Reparation  awarded 

0.  M,  Stephen  for  complainant. 

Sidney  F,  Andrews  for  Alabama  Great  Southern  Railroad  Com- 
pany and  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company. 
H.  (7.  Martin  for  Grand  Tnmk  Western  Railway  Company. 

Report  of  the  Commission. 

Proutt,  Commissioner: 

This  complaint  involves  the  rate  on  hickory  spokes  from  Fort 
Payne,  Ala.,  and  Chattanooga,  Tenn.,  to  Ionia,  Mich.  It  is  claimed 
that  the  rates  now  in  effect  are  unreasonable,  and  reparation  is  asked 
with  respect  to  certain  shipments  in  the  past.  The  rate  between  both 
these  points  of  origin  and  Ionia  is  made  by  combination  upon  the 
Ohio  River.  No  question  is  made  as  to  the  rate  from  the  river  to 
Ionia,  but  it  is  insisted  that  the  rate  from  both  Fort  Payne  and  Chatta- 
nooga to  the  river  is  excessive.  The  rate  now  is,  and  for  some  time 
has  been,  28  cents  from  Fort  Payne  to  Cincinnati,  and  23  cents  from 
Chattanooga  to  Cincinnati.  The  rate  on  hard-wood  lumber  b  17 
cents  from  Fort  Payne  and  13  cents  from  Chattanooga,  and  the 
original  contention  of  the  complainant  was  that  spokes  should  be 
carried  for  the  same  transportation  charge. 

The  spokes  in  question  were  manufactxired  ready  for  use-  Hie 
testimony  indicates  that  the  value  of  spokes  is  from  two  to  three  times 
the  value  of  the  hard-wood  lumber  out  of  which  they  are  made.  The 
loading  of  the  cars  seems  to  be  substantially  the  same  in  either  case. 
The  defendants  contended  that  the  rate  upon  the  spokes  ought  to  be 
higher  than  upon  the  lumber.  After  some  discussion  upon  the  hear- 
ing, the  defendants  stated  that  they  were  willing  to  establish  a  rate  oo 
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spokes  from  both  Fort  Payne  and  Chattanooga  to  CSncinnati  3  cents 
per  100  pounds  above  the  lumber  rate,  and  the  complainants  were 
inclined  to  admit  that  this  relation  of  rates  was  not  unreasonable. 
The  rate  from  the  Ohio  River  to  Ionia  is  the  same  upon  both  lumber 
and  spokes,  and  this  appears  to  be  true  in  several  instances  at  least, 
but  it  was  said  by  the  defendants  that  this  resulted  from  competitive 
conditions  and  was  not  the  natural  or  proper  relation  of  these  rates. 

Without  attempting  to  lay  down  any  rule  of  general  application,  or 
to  say  what  relation  of  rates  ought  to  be  maintained  where  competitive 
conditions  have  produced  in  the  past  equal  rates  upon  lumber  and 
upon  spokes,  but  confining  our  attention  entirely  to  the  rates  before 
us,  we  are  of  the  opinion  that  the  rates  now  in  eflfect  of  28  cents  from 
Fort  Payne  and  23  cents  from  Chattanooga  to  Cincinnati  are  imjust 
and  imreasonable,  and  that  these  rates  ought  not  to  exceed  rates 
which  are  3  cents  per  100  pounds  higher  than  those  contemporane- 
ously in  force  upon  hard-wood  lumber  between  these  points. 

We  find  that  the  complainant  shipped  from  Fort  Payne,  Ala.,  to 
and  through  Cincinnati,  five  carloads  of  spokes,  aggregating  in  weight 
235,450  pounds,  and  that  it  paid  at  the  rate  of  28  cents  per  100  pounds 
charges  upon  said  shipments  up  to  the  Ohio  River  aggregating 
$659.26;  that  a  reasonable  rate  to  have  charged  would  have  been  20 
cents  per  100  poimds ;  that  the  complainant  is  entitled  to  recover  of  the 
Alabama  Great  Southern  Railroad  Company  and  the  Cincinnati,  New 
Orleans  &  Texas  Pacific  Railway  Company  the  stim  of  $188.36,  being 
the  difference  between  the  amount  paid  and  the  amoimt  which  should 
reasonably  have  been  exacted,  with  interest  from  January  1,  1910. 

We  further  find  that  the  complainant  shipped  from  Chattanooga, 
Tenn.,  three  carloads  of  spokes  to  and  through  Cincinnati,  aggregating 
in  weight  153,250  pounds,  upon  which  charges  at  the  rate  of  23  cents 
per  100  pounds  aggregating  $352.47  were  paid;  that  said  movement 
was  via  the  Cincinnati,  New  Orloans  &  Texas  Pacific  Railway;  that 
the  charges  for  said  service  ouj^ht  not  to  have  exceeded  16  cents  per 
100  pounds,  or  $245.20  in  the  aggregate,  and  that  the  complainant  is 
entitled  to  recover  of  said  defendant  company  the  sum  of  $107.27, 
with  interest  from  January  1,  1910. 

An  order  will  be  issued  accordingly. 

19 1,  a  a  Bep. 
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No.  1671. 
A.  P.  MORGAN  GRAIN  COMPANY  ET  AL. 

V. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY  ET  AL. 


No.  1683. 
RAn^ROAD  COMMISSION  OF  ALABAMA 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY  ET  AL 


No.  1727. 
RAILROAD  COMMISSION  OF  GEORGIA 

V. 

ATLANTIC  COAST  LINE  RAILROAD  COMPANY  ET  AL. 


Decided  October  IS,  1910. 


Rates  on  certain  claases  and  commodities  from  Ohio  and  MiBsiflsippi  river  croorings  to 
Atlanta,  Gra.,  and  to  Birmingham,  Ala.,  which  were  advanced  August  1, 1908,  not 
found  to  be  unjust,  unreasonable,  or  unduly  discriminatory.  Complaint  dis- 
missed. 

Wirnbish,  WaHcins  <b  EUis  for  complainant  A.  P.  Morgan  Grain 
Company  et  al. 

Alexander  M,  Oarber^  Henry  C.  SeJheimer,  Samuel  D.  Weakley,  and 
W,  D.  NeshiU  for  complainant  railroad  commission  of  Alabama. 

John  C.  Hart  and  James  K.  Hines  for  complainant  railroad  com- 
mission of  Georgia. 

Ed.  Baxter  and  R.  Walton  Moore  for  all  defendants. 

Alex.  P.  Humphrey^  Edward  Colston^  Sanders  McDanieU,  and 
Claudian  B.  Northrop  for  Southern  Railway  Company,  Cincinnati, 
New  Orleans  &  Texas  Pacific  Railway  Company,  and  Alabama 
Great  Southern  Railroad  Company. 

WiCliam  0.  Bearing  and  Henry  L.  Stone  for  Louisville  &  Nashrille 
Railroad  Company. 

Rosser  <&  Brandon  for  Atlanta,  Birmingham  &  Atlantic  Railroad 
Company. 
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Rbpobt  of  the  Commission. 

CooKBBLL,  Commissioner: 

These  three  cases  were  heard  and  considered  toother,  because 
the  substantive  matter  of  each  is  based  upon  the  advances  made  in 
rates,  effective  August  1,  1908,  on  articles  included  in  classes  B,  C, 
J),  and  F,  fresh  meats  (C.  L.),  grain  and  hay,  grain  products,  and 
pactdng^house  products  from  Ohio  and  Mississippi  river  crossings 
to  certain  destinations  in  the  territories  embraced  by  the  South- 
eastern Freight  Association  and  the  Southeastern  Mississippi  Valley 
Association. 

The  complainants  in  case  No.  1671  are  the  A.  P.  Morgan  Grain 
Company,  a  copartnersliip,  and  40  other  persons,  firms,  and  corpo- 
rations doing  business  in  the  cities  of  Atlanta,  Columbus,  Macon, 
Cordele,  Albany,  Valdosta,  Dublin,  Montezimia,  Rome,  and  Athena, 
in  the  state  of  Georgia. 

The  complainants  in  cases  Nos.  1683  and  1727  are,  respectively,  the 
railroad  commission  of  Alabama  and  the  railroad  commission  of 
Georgia,  both  acting  imder  the  authority  of  law  and  in  behalf  of  the 
people  of  those  states. 

The  defendants  common  to  all  three  cases  are: 

The  Atlantic  Coast  Line  Railroad  Company;  Louisville  &  Nash- 
ville Railroad  Company;  Nashville,  Chattanooga  &  St.  Louis  Railway 
Company;  Atlanta,  Birmingham  &  Atlantic  liailroad  Company; 
Southern  Railway  Company;  Cincinnati,  New  Orleans  &  Texas 
Pacific  Railway  Company;  Alabama  Great  Southern  Railroad  Com- 
pany; niinois  Central  Railroad  Company;  Central  of  Georgia  Railway 
Company;  St.  Jjouis  &  San  Francisco  Railroad  Company;  Seaboard 
Air  Line  Railway,  and  S.  Davis  Warfield,  R.  Lancaster  Williams, 
and  E.  C.  Duncan,  as  receivers  thereof;  and  the  Western  Railway 
of  Alabama. 

To  the  defendants  named  above  are  added  in  case  No.  1671  the 
Georgia  Southern  &  Florida  Railway  Company  and  the  Atlanta  & 
West  Point  Railroad  Company;  in  case  No.  1683  the  Mobile  &  Ohio 
Railroad  Company;  and  in  case  No.  1727  the  Georgia  Southern  & 
Florida  Railway  Company,  the  Wrightsville  &  Tennille  Railroad 
Company,  the  Atlanta  &  West  Point  Railroad  Company,  and  the 
Western  &  Atlantic  Railroad  Company. 

The  pleadings  are  elaborate,  the  records  voluminous,  and  the  briefs 
and  arguments  exhaustive.  The  advances  over  the  rates  in  force 
prior  to  August  1,  1908,  upon  which  these  complainta  arose,  are  as 
follows: 

ClasB  B  (embracing  meats,  ndt,  in  bulk,  0.  L.,  minimnm  wei^t  24,000  pounds; 
bacon  [smoked,  dried,  or  salted],  and  hams,  in  balk,  0.  L.,  minimnm  weight  24,000 
pounds),  3  cents  per  100  pounds,  C.  L. 
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Glass  G  (embracing  flour  in  sacks  [not  paper]  actual  weight),  2  cents  per  100  pounds, 
O.L. 

Glass  D  (embracing  com,  viz,  in  the  shuck  or  on  the  ear,  G.  L.,  minimum  waighi 
30,000  pounds;  shelled,  minimum  weight  40,000  pounds;  oats,  G.  L.,  minimum  weight 
32,000  pounds;  and  rye,  G.  L.,  minimum  weight  40,000  pounds),  2  cents  per  100 
pounds,  any  quantity. 

Glass  F  (embracing  flour  in  barrels),  4  cents  per  barrel ;  any  quantity.  Fresh  mesta, 
G.  L.,  3  cents  per  100  poimds;  grain  and  hay,  2  cents  per  100  pounds;  grain  products, 
2  cents  per  100  pounds;  packing-house  products,  3  cents  per  100  pounds,  C.  L. 

These  advances  were  applied  from  the  Mississippi  and  Ohio  liTer 
crossings  to  Georgia,  Alabama,  Florida,  and  certain  Carolina  points 
of  destination.  For  the  purpose  of  deciding  the  questions  raised  by 
these  cases,  however,  it  will  be  sufRcient  to  consider  the  advanced 
rates  to  Atlanta  and  Birmingham  alone,  as  these  were  the  destina- 
tion points  most  frequently  referred  to  throughout  the  investigation^ 
the  rates  to  other  destinations  being  based  upon,  or  adjusted  with 
relation  to,  the  rates  to  these  cities,  and  as  the  imdue  discriminations 
alleged  in  the  complaint  of  the  railroad  commission  of  Alabama  ars 
inferred  from  the  adjustment  of  rates  between  them. 

The  history  of  the  rates  on  the  classes  and  commodities  specified 
from  the  various  Mississippi  and  Ohio  river  crossings  to  AUanta  and 
Birmingham  reflects  the  adjustments  reached,  or  attempted,  by  the 
carriers  between  the  services  rendered  by  them  and  the  values  of  such 
services  to  the  public  as  modified  by  competition  for  transportation 
between  the  carriers  themselves  and  by  competition  for  advantageous 
rates  between  the  points  of  production  and  points  of  consumpti<ML 
The  rates  themselves,  taken  at  any  particular  period,  were  the 
resultants  of  the  conflicting  forces  at  work  prior  thereto,  frequent 
violent  fluctuations  in  the  rates  marking  rate  wars  between  the  car- 
riers. Until  the  year  1S84,  when,  as  the  outcome  of  a  long  period 
of  adjustment,  the  rates  were  reduced  to  one-half  of  what  they  had 
been  originally,  the  fluctuations  in  the  rates  in  question  were  wildly 
erratic.  Nothing  can  be  learned  from  a  study  of  the  rates  prior  to 
that  year  that  would  shed  light  upon  their  present  reasonableness 
either  with  respect  to  the  carriers  or  to  the  shippers  and  consumers. 
Beginning  at  that  time,  however,  the  rates  on  the  classes  and  com- 
modities in  question  commenced  to  take  more  stable  and  consistent 
positions,  which  were  maintained  imtil  the  year  1891  not^itiistanding 
violent  aberrations  therefrom  of  momentary  duration  only.  In  the 
year  1891  the  rates  to  Atlanta,  by  reduction,  reached  practically  the 
basis  made  effective  by  the  advances  of  August  1,  1908,  with  the 
exception  that  the  present  relative  adjustment  of  rates  betwesQ 
Atianta  and  related  points  and  Birmingham  and  related  points  did 
not  then  exist. 

As  the  advances  apply  equally  to  the  various  Ohio  and  Mississippi 
river  crossings,  and  as  the  present  relative  adjustments  of  rates  as 
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among  the  crossings  has  been  long  established  and  is  not  attacked, 
it  will  be  sufficient  if,  for  the  purpose  of  illustrating  the  rate  situation 
in  the  territory  under  consideration,  we  consider  the  various  rates 
from  one  of  the  crossings,  for  instance,  from  Louisville,  Ky .,  to  Atlanta 
and  to  Birmingham,  from  the  year  1891  to  date. 

Effective  September  1,  1891,  the  rates  from  Louisville,  Ky.,  to 
Atlanta,  Ga.,  were  reduced  from  what  they  had  been  for  three  years 
theretofore  (practically  from  the  real  basis  estabUshed  in  1884),  1 
cent  on  class  B,  3  cents  on  class  C,  3  cents  on  class  D,  and  6  cents 
on  class  F.  As  thus  reduced  and  effective  on  that  date,  the  rates 
per  100  pounds  were  on  class  B  35  cents,  on  class  C  28  cents,  on  class 
D  24  cents,  on  class  F  48  cents.  These  rates  have  never  been  exceeded 
since  that  date  with  the  exception  that  the  rate  on  class  B,  owing  to 
the  advance  of  August  1,  1908,  is  now  36  cents,  an  advance  of  1 
cent;  to  offset  this,  however,  the  rate  on  flour  in  sacks,  any  quantity, 
formerly  in  class  C,  even  under  the  advance,  is  now  4  cents  less 
than  on  September  1,  1891.  These  rates  to  Atlanta,  as  established 
September  1,  1891,  remained  practically  imchanged  until  February  1, 
1905,  a  period  of  thirteen  years  and  five  months,  with  the  exception 
that  for  a  total  period  of  about  seven  months  drastic  cuts  were  made 
in  some  of  the  rates,  but  without  any  ultimate  or  permanent  effect 
upon  the  rates  themselves,  and  with  the  further  exception  that  in  1900 
the  rates  on  flour  in  sacks  were  reduced  to  correspond  with  classes 
D  and  F.  Li  other  words,  the  rates  to  Atlanta,  as  reduced  Septem- 
ber 1,  1891,  remained  in  effect  continuously  until  February  1,  1905, 
the  violent  and  ephemeral  reductions  thereof  being  due  not  to  adjust- 
ment between  the  carriers  and  shippers,  but  to  short,  sharp  con- 
flicts between  the  carriers  themselves;  these  rate  wars  were  unreason- 
able and  their  results  can  not  be  used  as  measures  of  reasonableness. 
Effective  February  1,  1905,  the  rates  from  Louisville  to  Atlanta  were 
reduced  as  follows:  Class  B,  2  cents,  from  35  cents  per  100  pounds  to 
33  cents;  class  C,  flour  in  sacks,  2  cents,  from  24  cents  per  100  pounds 
to  22  cents;  class  D,  2  cents,  from  24  cents  per  100  pounds  to  22  cents; 
and  class  F,  4  cents  per  barrel,  from  48  cents  per  barrel  to  44  cents. 

The  history  of  these  rates  from  Louisville  to  Birmingham  is  not 
dissimilar  to  what  has  been  outlined  above  with  respect  to  Atlanta. 
No  change  of  any  kind,  however,  was  made  in  the  rates  to  Bimung- 
ham,  February  1,  1905,  at  the  time  the  Atlanta  rates  were  reduced, 
but  the  adjustment  as  between  Birmingham  and  Atlanta  then  reached 
was  continued  imder  the  rates  made  effective  August  1 ,  1908,  whereby 
an  actual  advance  in  the  rates  to  Birmingham  resulted.  From  April 
22,  1901,  to  July  31,  1908,  inclusive,  the  rates  from  Louisville  to  Bir- 
mingham per  100  pounds  were:  Gass  B,  31  cents;  class  C,  flour  in 
sacks,  20  cents;  class  D,  20  cents;  class  F,  40  cents.    These  rates 
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were  increased  August  1,  1908,  by  the  amounts  of  the  advances 
abeady  specified. 

With  respect  to  the  rates  to  Atlanta,  effective  Februaiy  1,  1905, 
each  complaint  charges,  in  these  words,  that — 

The  question  of  the  reduction  in  freight  rates  to  Atlanta  and  related  points  had  been 
pressed  upon  the  attention  of  the  carriers  by  shippers  and  other  int^eeted  parties 
with  the  result  that  a  citizens'  committee  was  appointed  by  the  city  council  of  AUaala 
to  confer  with  a  committee  of  traffic  officials  of  the  railway  lines  initial  at  Atianta. 
Conferences  were  held  on  November  15  and  16  and  on  December  6  and  7, 1904,  at  tfaa 
Piedmont  Hotel,  in  the  city  of  Atlanta,  Ga.  The  whole  body  of  rates,  both  from 
eastern  and  western  points  of  origin,  was  discussed  and  a  general  readjustment  was 
arrived  at.  The  rates  from  Ohio  and  Mississippi  river  crossings  to  Atlanta  and  related 
points  were  carefully  examined  and  considered,  and  the  following  reductioiit 
voluntarily  accorded  by  the  railroad  companies,  to  wit: 

Fer  too  pornidi. 

Class  B 2 

Class  C 2 

Class  D 2 

Class  F 4 

Flour  in  sacks 2 

Fresh  meats,  C.  L , 2 

Similar  reductions  in  rates  were  also  made  to  other  points  relatM  in  rates  to  Atlanta. 
It  was  agreed  between  the  traffic  officials  of  the  railroad  companies  and  the  dtiieai' 
committee  that  the  reduced  rates  were  just,  reasonable,  and  compensatory. 

Subsequently  the  railway  companies  prepared  and  issued,  effective  February  1, 
1905,  their  freight  tariff  incorporating  these  reduced  rates,  in  which  rates  each  of  the 
railway  companies  defendants  to  this  bill  joined  and  concurred. 

To  this  chaise  the  defendants  answered  admitting  the  facts  of  the 
conferences  and  the  subsequent  reductions,  but  denying  agreement 
that  the  reduced  rates  were  just  or  reasonable  or  compensatory  and 
denying  further  the  voluntary  character  of  such  reductions. 

It  should  be  noted  that  all  three  of  these  complaints  attack  pri- 
marily the  advances  made  August  1,  1908;  the  two  Georgia  com- 
plaints contending  that  the  rates  in  effect  from  Febniaiy  1,  1905,  to 
July  31,  1908,  should  not  be  exceeded,  and  the  Alabama  complaint 
alleging  that  the  rates  as  advanced  are  not  only  unreasonable  and 
excessive,  but  are  also  unduly  prejudicial  and  discriminatory  as 
against  Birmingham  and  related  points.  The  advances  to  Atlanta 
and  related  points  canceled  the  reductions  made  February  1, 1905,  and 
with  respect  to  class  B,  fresh  meats,  C.  L.,  and  packing-house  prod- 
ucts, added  1  cent  per  100  pounds  to  the  rates  in  effect  prior  to 
the  reduction.  The  advances  made  August  1,  1908,  to  Birmingham 
and  related  points  actually  raised  the  rates,  but  it  was  not  until  such 
raise  in  the  rates  that  Birmingham  complained  of  the  adjustment  of 
rates  as  between  it  and  Atlanta  as  being  an  unjust  discrimination 
against  Alabama  points. 
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AU  the  complaints  allege  that  the  reductions  made  in  the  ratee 
from  Ohio  and  Mississippi  river  crossings  to  Atlanta  and  related 
points,  effective  Februaiy  1,  1905,  were  voluntarily  accorded  by  the 
carriers,  and  that  it  "was  agreed  between  the  traffic  officials  of  the 
railroad  companies  and  the  citizens'  committee  that  the  reduced 
rates  were  just,  reasonable,  and  compensatoiy/'  These  allegations 
are  denied  by  the  answers,  and  the  testimony  is  clear  that  the  reduc- 
tions in  rates  to  Atlanta  effective  Februaiy  1,  1905,  were  the  result 
of  an  adjustment  made  by  the  carriers  in  view  of  conditions  presented 
prior  to  that  date  and  were  not  of  their  own  choice.  Under  date  of 
July  16,  1904,  in  a  report  in  the  case  of  AUania  Fretghi  Bureau  v. 
Railroad  OompanieSf  which  case  involved  the  readjustment  of  rates 
between  Atlanta  and  Savannah  and  Brunswick,  Ga.,  as  well  as  an 
equalization  of  interstate  rates  to  and  from  Atlanta,  Ga.,  the  railroad 
commission  of  Georgia  held  as  follows: 

The  commiwdon  finda  npoa  invettigAtioii  that  the  rmtet  promulgated  by  it  tie  as  a 
iHiole  lower  than  the  rates  establiihed  by  the  commiflBioDB  of  other  aouUiem  states. 
•  •  *  But  notwithstanding  this  fact,  should  the  various  railroads  entering  Atlanta 
hSi  to  make  a  satisfactory  adjustment  of  the  rates  complained  of,  fully  correcting  dis- 
criminations, then  this  commission  will  undertake  to  so  revise  its  tariff,  especially  as  to 
long  distances  in  this  state,  as  will  at  least  mitigate  and  as  nearly  as  practicable  afford 
the  relief  to  the  various  points  in  the  state  which  complain  of  being  discriminated 
against  in  favor  of  points  outside  of  the  state  so  far  as  this  commission  can  do  so  in  Justice 
to  all  concerned. 

Thereupon  the  Geoigia  commission  ordered  the  carriers  to  correct 
said  discriminations  within  sixty  days. 

Some  of  the  carrier  defendants  to  that  case,  not  understanding 
clearly  the  full  import  of  the  above  decision,  wrote  to  the  railroad 
commission  of  Geoigia  for  an  interpretation  thereof,  which  was  fur- 
nished in  a  letter  from  that  commission  some  time  prior  to  August  24, 
1904.    In  that  letter  the  Georgia  commission  said: 

The  commission  is  of  the  opinion  that  the  rates  from  the  several  Ohio  River  crossings 
to  Atlanta,  Qa.,  should  be  no  hi^er  than  from  those  crossings  to  Birmingham,  Ala., 
with  the  same  relative  basis  from  other  points  basing  thereon  as  is  now  observed  in 
making  such  rates. 

Thereafter,  on  September  16,  1904,  the  Georgia  railroad  commis- 
sion issued  a  further  report  and  order  which,  in  part,  is  as  follows: 

Whefef(»e  the  various  railroads  responsible  for  the  discrimination  against  Altanta 
({. «.,  dUenmmationi  on  ooeotofU  qf  inUntaU  ratu)  having  ^ed  to  remove  the  same 
within  sixty  days  allowed  them  for  that  purpose,  the  commismnfn,  in  accordance 
with  its  expressed  purpooe  of  July  IS,  1904,  will  first  revise  its  intrsstate  tariff,  as 
herein  set  forth.    •    •    • 

Other  conunodity  rates  will  be  published  later,  but  those  in  circular  801  are  now  made 
effective  to  enunciate  the  principle  which  will  hereafter  be  upheld  by  this  commis- 
sion, ol  enabling  Qeocgia  manufacturers  to  trade  on  terms  as  nearly  equal  to  those 
enjoyed  by  the  manufacturerB  of  other  states,  and  who  ship  their  goods  into  Qeoigia,  as 
the  limftit^fmt  which  are  placed  upon  us  by  the  courts  ol  the  country  will  allow. 
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The  rates  prescribed  in  said  circular  301  were  almost  exactly  one- 
half  of  the  rates  theretofore  in  effect  and  concerning  which  the 
Georgia  commission  had  congratulated  itself  by  comparison  with 
other  southern  states  only  two  months  before.  On  September  20, 
1904,  another  reduction  in  intrastate  rates,  known  as  circular  302, 
was  issued. 

However,  the  rates  thus  prescribed  never  became  effective,  because 
of  an  injimction  issued  by  the  circuit  court  of  the  United  States  for 
the  northern  district  of  Georgia  restraining  the  enforcement  of  the 
same.  Part  of  the  subsequent  history  of  this  matter  is  well  set  forth 
in  the  Thirty-second  Report  of  the  Railroad  Commission  of  Georgia, 
dated  February  15,  1905,  immediately  after  the  reduced  rates  of 
Februaiy  1, 1905,  became  effective.  The  Georgia  commission  therein 
says: 

November  28,  1904,  *  '^  *  »  hearing  was  partially  had  on  the  meriti  of  tha 
cases.  Pending  the  hearing  on  the  question  of  permanent  injunction  a  pcopositaoa 
was  made  *  •  •  that  if  ciiculan  301  and  302  should  be  abrogated  by  the  comml*- 
sion  then  the  roads  would  dismiss  their  various  causes  against  the  commiasioo  froa 
the  courts.  The  roads  suggested,  further,  that  if  this  were  done  they  would  undertake 
to  make  such  a  reduction  and  revision  of  rates  as  would  be  acceptable  to  the  commit 
don.  Upon  the  advice  of  the  attorney-general  the  commission  deemed  it  wise  to 
adopt  this  course,  which  was  accordingly  done.  As  a  result  of  this  course  on  th*  pait 
d  the  conmiisBion  there  have  been  already  laige  reductions  made  in  interstate  ntai 
by  the  various  roads  entering  the  state. 

About  the  same  time — ^that  is,  during  November  and  December, 
1904 — conferences  were  had  between  a  citizens'  committee  appointed 
by  the  dty  council  of  Atlanta  and  the  traffic  officials  of  the  carrierB. 
llie  stenographic  report  of  these  conferences  indicates  that  in  addi- 
tion to  the  pressure  brought  to  bear  upon  the  carriers  in  circulars  301 
and  302  through  the  complaint  of  the  Atlanta  Freight  Bureau,  cer- 
tain municipal  faciUties  needed  in  the  construction  of  the  Atlanta 
Terminal  had  been  withheld,  the  carriers  being  advised  that  such 
facilities,  rights  of  way  over  the  streets,  etc.,  might  be  had,  provided 
the  discriminations  against  Atlanta  and  in  favor  of  Birmingham  in 
the  matter  of  freight  rates  were  adjusted. 

The  conferences  with  the  Atlanta  citizens'  committee  occurred  in 
November  and  December,  1904,  the  agreement  between  the  carriers 
and  the  railroad  commission  of  Georgia  occurred  just  after  November 
28, 1904,  and  the  reduced  rates  were  made  effective  February  1, 1905. 
The  Atlanta  Terminal  was  completed  thereafter.  The  evidence  is 
clear  that  the  chains  in  each  of  the  complaints  that  the  Atlanta 
reductions  of  February  1,  1905,  were  voluntarily  accorded  by  the 
railroad  companies  and  that  the  latter  agreed  that  the  reduced  rates 
were  just,  reasonable,  and  compensatory  have  not  been  sustained, 
and  that  the  reductions  were  the  result  of  an  adjustment  or  comppo- 
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mise  made  by  the  camera  in  view  of  conditions  prior  to  February  1, 
1905,  and  not  of  their  free  choice. 

With  regard  to  the  adjustment  of  rates  reached  February  1,  1906, 
as  between  Atlanta  and  Birmingham,  and  maintained  ever  since,  it  is 
dear  that  this  was  in  reality  what  was  sought  by  Atlanta,  rather  than 
an  actual  reduction  of  rates,  and  it  is  equally  dear  that  no  objection 
was  made  thereto  on  behalf  of  Birmingham  for  three  yearo  and  a  half, 
or  until  the  said  adjustment  was  continued  in  the  advanced  rates 
effective  August  1,  1908.  Hence,  as  applied  to  Atlanta  and  rdated 
points,  the  rates  established  August  1,  1908,  on  classes  C,  D,  and  F 
must  be  considered  as  mere  continuations  of  the  rates  in  force  since 
the  year  1891.  As  applied  to  Birmingham  and  rdated  points,  the 
rates  on  all  the  dasses  and  commodities  here  considered,  which  sub- 
stantially date  back  to  1891,  without  the  recession  therefrom  of 
three  yearo  and  a  half  which  occurred  in  the  Atlanta  rates,  were 
actually  advanced  August  1,  1908,  and  the  question  which  we  must 
determine  as  to  them  is,  Are  they  unjust  and  unreasonable  in 
themsdvest 

While  we  are  not  prepared  to  say  that  the  acquiesence  of  Birming- 
ham in  the  adjustment  of  rates  as  between  it  and  Atlanta,  reached 
February  1,  1905,  should  estop  it  from  now  complaining  of  such 
adjustment,  we  do  hold  that  under  all  the  circumstances  of  these  cases 
the  main  question  for  us  to  determine  here  is  the  reasonableness  and 
justice  of  ihe  rates  made  effective  August  1, 1908,  and  that  the  ques- 
tion of  discrimination  or  prejudice  against  Birmingham  is,  in  view  of 
the  record,  of  secondary  importance  only.  In  this  connection  it  is 
to  be  observed  that  the  advantage  of  Birmingham's  geographical 
position  was  not  destroyed  by  the  adjustment  of  rates  made  Feb- 
ruary 1,  1905,  and  continued  in  the  advances  of  August  1,  1908,  but 
that  under  this  adjustment  Birmingham's  rate  advantages  are  merdy 
diminished  in  extent.  From  Cincinnati  to  Birmingham  and  Atlanta 
the  distances  are  the  same  and  the  rates  on  classes  B,  C,  D,  and  F 
are  identical.  From  all  other  Ohio  and  Mississippi  river  crossings 
Birmin^iam  has  an  advantage  over  Atlanta  on  these  classes  of  2 
cents  per  100  pounds.  Nothing  in  all  the  voluminous  testimony 
before  us  is  persuasive  that  this  adjustment  is  unduly  preferential  or 
unjustly  prejudicial  to  dther  Birmingham  or  Atlanta,  taking  the 
whole  situation  into  consideration. 

The  attacks  upon  the  advances  may  be  considered  together.  While 
the  advances  affect  commodities  of  prime  utility  and  daily  necessity, 
the  rates  themsdves  are  the  things  for  consideration  and  the  ques- 
tion for  this  Commission  to  determine  is  whether  such  rates  are  in 
any  respect  in  violation  of  the  act.  The  question  in  any  case  is  not 
whether  the  rates  under  consideration  are  the  result  of  a  reduction 
or  of  an  advance,  but  whether  the  rates  themsdves  are  unjust, 
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unreasonable,  and  unlawful.  A  rate  that  has  been  reduced  may  stiD 
be  too  high  and  one  that  has  been  adyanoed  might,  concwrably,  be 
too  low. 

The  complaints  of  the  A.  P.  Morgan  Grain  Company  et  aL  and  ot 
the  railroad  commission  of  Geoi^  are  directed  against  the  practical 
restoration  of  the  rates  in  effect  for  many  years  prior  to  February  1, 
1905.  This  restoration  of  rates,  which  still  preseryes  the  adjustment 
reached  at  that  time  between  the  rates  to  Atlanta  and  to  Birmingham, 
is  not  open  to  the  chaijge  of  being  a  breach  of  faith  upon  the  part  of  the 
carriers,  for  the  adjustment  itself  was  what  was  sought  by  Atlanta, 
The  situation  is  different  with  respect  to  the  complaint  of  the  railroad 
commission  of  Alabama,  which  alleges  that  the  rates  effective  August 
1,  1908,  are  unjust,  imreasonable,  and  excessive,  for  the  reason,  inier 
alia,  that  the  long-continued  existence  of  the  prior  rates  raises  a  pre- 
sumption of  their  reasonableness  and  compensatory  character  against 
the  carriers. 

This  fact  of  the  advances,  with  respect  to  Birmingham  and  related 
Alabama  points,  that  they  are  upon  rates  that  had  been  maintaineH 
for  a  very  long  series  of  years  is  to  our  minds  the  most  serious  questaoo 
raised  in  these  cases,  and  presents  a  situation  that  imposes  upon  the 
carriers  the  duty  of  giving  exceedingly  good  reasons  therefor. 

The  rates  in  effect  prior  to  Februaiy  1,  1905,  were  presumptively 
reasonable  and  just  with  respect  to  the  public  and  compensatory  to 
the  carriers;  these  rates,  while  presumptively  re^isonable  and  just  in 
and  of  themselves,  were  discriminatory  as  between  the  various  points 
of  destination  in  that  they  unduly  prrferred  Birmingham  and  related 
points  to  the  prejudice  and  disadvantage  of  Atlanta  and  related 
points.  This  discrimination  between  Alabama  and  Georgia  deatina* 
tions  having  been  corrected  by  the  rate  adjustment  effective  Feb> 
ruary  1,  1905,  the  same  having  been  reached  by  a  reduction  in  the 
rates  to  Atlanta;  and  the  adjustment  having  been  continued  under 
the  rates  as  advanced  August  1, 1908,  which  so  far  as  Atlanta  ia  con- 
cerned was  a  mere  restoration  of  rates,  it  foUows  that  the  advances 
which  are  embraced  in  the  rates  effective  August  1,  1908,  may  be 
examined  with  respect  to  whether  they  are  just  or  unjust,  reasonable 
or  unreasonable,  to  Atlanta  or  to  Birmingham,  with  the  aasuranoe 
that  whatever  may  be  found  to  be  true  of  the  rates  to  either  destina- 
tion will  also  be  true  for  the  rest  of  the  territories  embraced  in  these 
complaints. 

Both  the  adjustment  of  rates  as  between  Birmingham  and  Atlanta 
and  the  advances  made  August  1,  1908,  were  concurred  in  by  all 
the  defendants  and  were  the  results  of  concerted  action,  and  the 
evidence  is  dear  that  no  advance  would  have  been  made  at  one 
-^^-^ce  without  a  corresponding  advance  at  the  other.  TbB  effect  ol 
^ncert  of  action  between  all  the  cairiers  defendant  is  to  estop 
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them  from  claimiiig  that  because  certam  carriers  participate  in  the 
haul  to  Birmingham  which  do  not  participate  in  the  haul  to  Atlanta 
the  reasonableness  or  unreasonableness  of  the  rates  to  Birmingham 
must  be  determined  with  respect  to  the  individual  carriers  serving 
such  place. 

From  the  enormous  record  of  these  cases  we  find  certain  facts  that 
bear  upon  the  questions  before  us,  and  we  set  forth  these  facts  in 
view  of  the  importance  of  these  cases  to  the  lai^e  and  progressive 
section  of  our  country  interested  in  these  rates. 

There  are  3,641  articles  upon  which  rates  are  published  from 
Louisville,  Ey.,  to  Atlanta,  Ga.,  imder  classification  and  commodity 
clauses.  In  class  B  there  are  18  articles,  in  classes  C,  D,  and  F 
there  are  47.  Only  2  articles  have  the  same  rates  as  class  B  and 
only  4  the  same  rates  as  C,  D,  and  F.  There  are  214  articles  having 
lower  rates  than  class  B  and  only  49  having  lower  rates  than 
classes  C,  D,  and  F.  This  applies  to  the  advanced  rates  and  shows 
that  out  of  all  the  articles  on  which  rates  are  published  between 
LouisviUe  and  Atlanta  93^  per  cent  carry  higher  rates  than  the 
advanced  rate  on  class  B,  and  97^  per  cent  are  rated  higher  than  the 
advanced  rates  on  classes  C,  D,  and  F.  These  rates  are  all  made 
with  reference  to  the  rates  via  other  river  crossings  and  while  the 
same  proportions  between  the  rates  on  the  various  articles  from  the 
several  river  crossings  might  not  obtain,  and  while  the  comparative 
density  of  trafiic  in  classes  B,  C,  D,  and  F  to  the  density  of  all  other 
traffic  would  vary  with  respect  to  the  several  crossings  and  the 
different  carriers,  nevertheless  it  can  not  be  said  that  in  the  adjust- 
ment of  rates  as  among  the  various  articles  offered  for  transporta- 
tion, the  rates  on  classes  B,  C,  D,  and  F  are  relatively  too  high. 

Most  of  the  articles  embraced  imder  these  classes  are  regarded 
by  the  carriers  as  time  freight;  that  is,  as  freight  that  must  be 
moved  promptly  in  order  to  serve  the  public,  as  well  as  to  avoid 
claims  for  damage  in  transit.  Grain,  milled  or  unmilled,  is  Uable 
to  damage  from  heat  and  moisture;  fresh  meats  and  packing-house 
products  move  on  fast  schedules  in  refrigerator  cars,  the  refrigera- 
tion being  free,  and  the  return  haul  frequently  being  empty.  Most 
of  the  wheat  and  much  of  the  com  is  milled  in  transit  without 
extra  charge  for  the  privilege,  and  the  loss  and  damage  claims  in  these 
classes,  even  under  normal  conditions,  are  higher  than  the  average 
of  such  claims  on  all  commodities. 

To  justify  the  advance  in  rates  and  explain  the  reasons  therefor, 
the  defendants  show  the  increase  in  taxation  and  in  the  prices  of 
materials  and  labor. 

To  answer  this  the  complainants  urge  that  the  increase  of  efficiency 
in  labor  and  engines  and  the  increased  carrying  capacity  of  the  equip- 
ment more  than  counterbalance  the  above  increases  in  cost,  and  insist 
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that  eyen  though  the  net  returns  per  ton-mUe  haye  decreased,  stiD  the 
total  profit  to  the  carriers  is  more  than  ample  imder  the  law. 

If  we  inquire  the  extent  of  the  present  adyances,  we  find  thati 
measuring  them  by  the  actual  moyement  of  articles  inchided  in 
classes  B,  C,  D,  and  F  through  the  yarious  Ohio  and  Mississippi  riyer 
crossings  during  the  calendar  year  1907,  it  would  be  as  follows: 

Alabama $186,667.41 

Florida 66, 613.  If 

Geoigia 288,870.78 

Oarolinas 47, 707.  tS 

AUfiveBUtee 589. 350.86 

If  we  consider  either  the  rates  themselves  or  the  specific  adyanoes 
that  have  resulted  in  the  present  rates  with  respect  to  the  reyeniMs 
of  the  defendants,  we  are  imable  to  find  that  they  are  exoeaaiyB, 
unjust,  or  unreasonable. 

The  parties  hereto  haye  insisted  that  the  advances  widch  form 
the  subject-matter  of  these  complaints  are  only  a  part  of  a  general 
advance  made  or  to  be  made  in  the  freight  rates  throughout  the 
south.  The  complainants  point  to  this  situation  as  furnishing  a 
reason,  and  an  opportunity,  for  restrictive  action  by  this  Commis- 
sion; the  defendants,  on  the  other  hand,  insist  that  in  view  of  the 
necessity  of  a  general  advance  and  the  practical  difficulties  surround- 
ing the  subject  the  selection  of  these  particular  commoditifis  to 
initiate  the  advance  was  merely  a  matter  of  expediency. 

We  are  not  unmindful  of  the  situation  thus  placed  before  us;  this 
report,  however,  is  confined  to  the  specific  matters  now  in  issue  and 
is  not  to  be  construed  as  extending  beyond  them  or  as  indicating  in 
any  degree  approval  of  other  or  further  advances  in  rates. 

Looking  at  this  matter  in  its  bearing  upon  the  prosperity  and  devel- 
opment of  the  south,  we  repeat  what  we  said  in  the  case  of  the  OUy  of 
Spokane  v.  Norihem  Pacific  Ry.  Co.,  15  I.  C.  C.  Rep.,  376,  p.  417— 

It  iB  of  fint  importance  that  our  railway  service  riiould  be  eflkient,  for  juai  in  pro» 
poitioii  M  it  IB  inadequate,  industry  must  suffer  and  commerce  languish. 

As  the  matter  was  well  stated  by  the  late  Mr.  Justice  Brewer  wfaoi 
on  the  circiiit  bench: 


Compensation  implies  three  things:  Payment  of  cost  of  service,  interest  on  1 
and  then  some  dividend.  Cost  of  service  implies  skilled  Ubar,  the  best  ^)pKsiiML 
keeping  of  the  roadbed  and  the  cars  and  machinery  and  other  appliances  in  pecisct 
order  and  repair.  The  obligation  of  the  carrier  to  the  passenger  and  the  ddppm 
requires  all  these.  They  are  not  matters  which  the  carriers  can  diq>ense  with,  or  wa^ 
ten  whose  cost  can  by  them  be  fixed.  They  may  not  employ  poor  engineen. 
wages  would  be  low,  but  must  employ  competent  engineers,  and  pay  the  price  i 
to  obtain  them.  The  same  rule  obtains  as  to  engines,  nuu:hinery,  roadbed,  etc.,  and  il 
may  be  doubted  whether  even  the  legislature,  with  all  its  power,  is  competent  to  lelkipe 
railroad  companies,  whose  means  of  transportation  are  attended  with  so  modi  danger, 
from  the  full  performance  of  this  obligation  to  the  public.    The  fixed  charges  are  the 
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intere§t  on  the  bonds.  Thia  must  be  paid,  for  oCherwiBe  fofecloeore  would  follow,  and 
the  interest  of  the  mortgagor  swept  out  of  existence.  The  property  of  the  stockholders 
can  not  be  destroyed  any  more  than  the  property  of  the  bondholders.  Each  has  a  fixed 
and  vested  interest,  which  can  not  be  taken  away.  (C  df  N.  W.  Ry,  Co,  v.  Dtp,  35 
Fed.  Rep.,  879.) 

The  condition  of  most  of  the  railroads  in  this  section  of  the  country 
is  not  yet  up  to  the  highest  standard,  and  in  order  that  their  facilities 
may  be  improved  and  extended  to  the  ultimate  lasting  advantage  of 
the  people  of  the  south,  it  is  necessary  that  the  carriers  be  permitted 
to  diarge  rates  that  are  fully  compensatory  for  the  services  they 
perform  so  long  as  such  rates  have  not  been  shown  to  be  unjust, 
unreasonable,  or  excessive  with  respect  to  the  public. 

We  are  unable  to  hold  that  an  advance  is  unreasonable  because 
some  part  of  the  benefit  therefrom  will  accrue  to  a  carrier  that 
'Muring  the  period  of  the  last  ten  years  has  regularly  paid  interest 
on  its  total  bonded  debt,''  and  in  addition  thereto  has  recently  paid 
dividends  upon  its  stock. 

Congress  has  not  seen  fit  to  give  this  Commission  supervision  of 
the  stock  and  bond  issue  of  the  various  carrier  corporations  engag- 
ing in  interstate  commerce,  nor  has  any  physical  valuation  of  railroad 
property  been  authorized  by  federal  authority.  The  decisions  of 
the  Supreme  Court  lay  down  the  rules  by  which  the  courts  and 
this  Commission  must  judge  of  the  reasonableness,  justice,  and 
compensatory  character  of  interstate  rates.  In  the  case  of  Smyth 
V.  AmeSf  167  U.  S.,  438,  the  Supreme  Court,  speaking  by  Mr.  Justice 
Harlan,  said: 

What  the  company  is  entitled  to  ask  is  a  fair  retnm  upon  the  value  of  that  which 
it  employs  for  the  public  convenience.  On  the  other  hand,  what  the  public  is  entitled 
to  demand  is  that  no  more  be  exacted  from  it  for  the  use  of  a  public  highway  than  the 
services  rendered  by  it  are  reasonably  worth. 

Upon  the  whole  record  and  tested  by  this  rule  the  rates  effective 
August  1,  1908,  on  the  classes  and  commodities  in  question  from 
Ohio  and  Mississippi  river  crossings  to  the  territories  named  have 
not  been  shown  to  be  unjust,  unreasonable,  or  excessive. 

It  foUows  that  these  complaints  must  be  dismissed,  and  an  order 
in  accordance  herewith  will  be  issued. 

Lakb,  Ocmmisrianer,  dissents. 

Clbmsnts,  Commissumer,  dissenting: 

In  dissenting  from  the  opinion  of  the  majority,  a  position  always 
to  be  deplored,  it  would  be  perhaps  enough  to  say  that  it  is  impos- 
sible for  me  to  find  justification  for  the  threatened  burden  upon  the 
transportation  of  this  great  section  of  the  country  either  in  the  needs 
of  carriers,  the  history  of  rates,  or  the  ability  of  the  public  to  pay  12 
cents  per  capita  more  (or  the  staples  affected. 
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Therefore,  passing  by  the  suggestion  that  this  is  but  an  entering 
wedge  to  open  the  way  to  further  advances,  ignoring  the  fact  that 
the  short-lived  panic  of  1907  was  responsible  for  these  particular 
advances,  just  as  prosperity  and  the  right  to  share  it  has  been  mad« 
the  basis  for  advances  under  other  conditions;  passing  the  charge 
that  these  advances  are  the  result  of  unlawful  combinations  in 
restraint  of  trade,  it  may  be  enough  to  declare  that,  listening  to  most 
of  the  testimony,  having  for  months  this  subject  under  consideration, 
anxious  for  a  solution  that  shall  secure  the  welfare  and  advantage 
of  the  carriers,  as  well  as  the  states  they  serve,  I  can  not  believe 
that  these  advances  on  these  classes  are  or  can  be  justified  by  exist- 
ing conditions. 

Much  stress  is  laid  by  the  majority  upon  competitive  conditions  a0 
producing  the  rates  as  they  existed  prior  to  the  advances.  They  are 
said  to  have  been  the  result  of  ^^  violent  fluctuations,"  ^^  violent  aber- 
rations," and  fluctuations  ^^  wildly  erratic,"  and  the  conclusions  reached 
appear  to  be  based  largely  upon  the  previous  existence  of  competitioii. 
It  does  not  appear  that  this  competition  was  different  from  that  whidi 
was  at  the  same  time  common  among  the  railways  of  the  entire  coun- 
try. There  was  not  during  part  of  the  period  referred  to  any  pablic 
control  of  interstate  transportation  and  rates,  and  practically  the  sole 
protection  of  the  public  from  unjust  and  unreasonable  charges  was 
the  public  policy  to  keep  alive  and  in  full  vigor  competitive  forces. 
However  this  policy  may  be  characterized  it  was  then  and  is  yet  the 
spirit  of  the  laws,  both  national  and  state,  and  the  competitive  char- 
acter of  the  origin  of  thousands  of  rates  in  this  country  to-day  might 
be  pleaded  in  favor  of  an  advance  if  that  is  to  be  the  basis  for 
assumed  inadequacy  of  revenue.  We  must  not  lose  sight  of  the  fiust 
that  during  the  period  in  question  competition  not  only  took  the  form 
of  rate  wars,  but  that  rebating  from  the  published  tariffs,  even  after 
the  passage  of  the  act  to  regulate  commerce,  was  a  matter  of  com- 
mon practice  and  the  published  rate  was  far  from  representing  in 
many  cases  the  true  basis  of  the  revenues  of  the  carriers.  The  cessa- 
tion of  rebating  has  resulted  in  important  net  increases  in  revenue, 
even  at  the  same  publbhed  rates.  The  same  is  true  in  regard  to  the 
diminution  of  free  transportation. 

It  is  the  finding  of  the  majority  that  the  basis  of  rates  in  effect  at 
the  time  of  the  contested  advance  had  not  been  voluntarily  established 
by  the  carriers  in  1905.  These  rates  were  put  into  effect  by  the  car- 
riers after  conference  with  the  shippers  as  an  adjustment  of  conditioiis 
and  rates  long  unsatisfactory  and  cause  of  complaint,  and  also  after 
the  order  of  the  (Georgia  commission  referred  to  had  been  enjoined 
by  the  federal  courts  and  thereafter  canceled  by  that  commission.  II 
18  difficult  for  me  to  comprehend  just  what  compulsion,  either  in  hw 
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or  in  fact,  was  brought  into  play  which  would  render  these  rates  com- 
pulsory  in  any  proper  sense  of  that  term. 

The  principle  of  the  rule  quoted  by  the  majority  from  the  case  of 
Smyth  y.  Ames  is  all-pervading,  but  the  facts  presented  by  the  record 
in  this  case  afford  no  possible  basis  for  testing  the  reasonableness  of 
these  particular  rates  by  that  rule.  In  that  case  there  was  involved 
the  whole  of  the  schedules  of  rates,  classifications,  and  traffic  regula- 
tions applying  to  the  entire  intrastate  transportation  in  Nebraska, 
which  bad  been  prescribed  by  the  state.  The  proof  in  that  case  went 
exhaustively  into  the  detailed  cost  of  service  on  every  line  of  railroad 
in  the  state  and  covered  fully  the  valuation  of  the  various  railroad 
properties.  The  actual  results  of  the  computations  both  by  the  railroad 
and  state  officials  disclosed  that  the  rates  prescribed  in  the  statute 
would  entail  upon  the  carriers  a  loss  in  the  conduct  of  their  intrastate 
business.  The  rates  here  involved,  though  important,  are  those  only 
on  a  few  commodities,  comprising  a  relatively  small  part  of  the  carrier's 
entire  business.  The  record  does  not  in  this  case,  as  in  the  Nebraska 
case,  make  full  disclosure  of  the  cost  of  service  and  the  value  of  the 
properties,  upon  which  alone  the  necessity  of  any  general  advance  or 
geneml  reduction  in  rates  may  be  predicated.  Even  if  this  case  was  a 
parallel  to  the  Nebraska  case,  involving  the  whole  body  of  the  defend- 
ant's rates,  how  could  it  be  possible,  without  a  disclosure  of  these  basic 
facts,  to  determine  whether  or  not  the  rates  involved  are  or  are  not 
necessary  to  fulfill  the  requirements  of  the  rule  quoted  from  that  case? 
Reference  to  this  rule  upon  the  record  in  the  case  before  us  is  no 
more  helpful  than  would  be  the  declaration  of  the  first  section  of  the 
act  that  all  rates  shall  be  just  and  reasonable,  embodying  a  principle 
equally  applicable  to  all  cases.  The  issues  and  facts  essential  to  a  test 
of  rates  by  this  rule  are  wanting  in  this  case.  Such  essential  facts 
were  present  in  the  record  of  the  Nebraska  case  for  a  determination  of 
the  constitutional  question  there  presented  and  determined.  The  two 
cases  are  so  wide  apart  in  respect  of  the  scope  of  the  issues  involved 
and  the  facts  of  record  that  we  must,  it  seems  to  me,  look  in  vain  to 
the  Nebraska  case  for  any  help  in  the  determination  of  the  case  before 
us  except  as  must  be  universally  recognized  in  all  cases  that  both  the 
carriers  and  the  shippers  are  entitled  to  demand  rates  that  are  rea- 
sonable and  just  How  can  it  be  said  that  the  rates  here  involved  have 
been  **  tested''  by  the  rule  quoted  from  the  Nebraska  case,  which  by 
its  very  terms  assumes  an  ascertainment  of  the  value  of  the  properties 
of  the  carriers,  unless  we  are  to  accept  the  results  of  unregulated  capi- 
talisation in  lieu  of  valuation?  Manifestly  there  is  no  authority  for 
this  and  in  many  instances  it  would  be  grossly  unjust  to  do  so. 

That  further  capitalization  is  required,  and  that  investors  are  to  be 
invited  by  increased  earning  power,  is  aa  argument  which  mij^t  be 
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advanced  to  warrant  any  increase  of  rates,  irrespective  of  any 
nderation  of  the  reasonableness  of  such  rates. 

Rates  long  maintained  do  not  assume  the  character  of  a  vested 
right;  if  too  low  the  carrier  is  entitled  to  an  increase,  if  too  high  the 
public  is  entitled  to  relief,  but  a  business  long  conducted  under  a 
system  of  rates  voluntarily  established  and  acquiesced  in  does  fasten 
to  such  rates  a  presumption  of  fairness  which  renders  necoooary  a 
closer  investigation  and  more  convincing  proof  of  unreasonaUenesB, 
where  whole  classes  and  states  are  involved,  than  does  a  single  rate, 
and  these  proofs  and  this  consideration  in  my  opinion  are  wanting  in 
this  case.  That  a  holding  company  with  only  S25,000,j)00  capital 
should  successively  buy  and  control  great  systems  with  nearly  $100,- 
000;000  more  capital,  involves  transactions,  no  matter  how  honestly 
conducted,  that  should  have  the  supervision  and  sanction  ci  the 
public,  in  whose  interests  these  great  highways  are  in  law  operated. 
It  was  said  in  the  record  that  a  stock  had  paid  less  than  4  per  cent 
for  thirty  years,  and  the  query  was  made  as  to  how  the  holder 
was  any  better  off  at  the  end  of  that  time  if  his  holdings  had  not 
increased  in  value.  Without  undertaking  here  to  state  my  vieiw  as 
to  what  would  be  a  reasonable  percentage  of  profit  on  the  value  of 
the  property,  or  the  amount  of  the  investment  therein,  it  may  be 
said  in  answer  that  the  holder  has  at  least  had  his  original  in- 
vestment returned  and  his  dollar  is  still  working  for  him,  and  i^  as 
occurred  in  the  case  of  at  least  one  instance,  a  hundred«^>er-cent 
stock  dividend  is  distributed,  the  stockholder  has  two  dollars  woridng 
for  him  instead  of  one.  It  is  doubtful,  however,  whether  the  man 
who  accomplishes  this  feat  of  doubling  his  capital  without  further  in- 
vestment deserves  as  well  of  his  fellow-man  as  he  who  makes  two 
blades  of  grass  grow  where  one  grew  before. 

It  is  the  possibiUty  that  stock  manipulation  will  render  necessaiy 
further  tribute,  and  the  word  is  not  misappUed  to  returns  on  watered 
stock,  and  will  cloud  the  situation  on  every  occasion  when  higher 
rates  are  demanded,  that  makes  inevitable  public  supervision  of  these 
great  transactions,  fraught  with  danger  as  they  are.  The  people  can 
not  prosper  without  the  railroads.  The  railroads  can  not  exist  unlea 
the  rates  are  profitable,  but  the  public  is  entitled  to  be  protected 
against  honest  extravagance  as  well  as  dishonest  management. 
With  the  same  soUcitude  for  the  development  and  prosperity  of 
the  south,  as  manifested  in  the  opinion,  and  admitting  that  these 
advances  wiU  offer  no  lasting  check,  it  should  be  borne  in  mind  that 
the  carriers  of  the  southeast  have  known  no  such  development  and 
prosperity  as  they  have  enjoyed  under  the  very  rates  which  in  this 
proceeding  the  complainants  seek  to  have  restored* 
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No.  2262. 
HANLEY  MILLINQ  COMPANY 

V. 

PENNSYLVANIA  COMPANY  ET  AL. 


BubnUtted  Jmte  U,  1910.    Decided  November  7, 1910. 


Upon  tlie  fticts  disclosed  by  the  record  complatnant  ta  entitled  to  reparttion 
becanse  defoidants  negligently  failed  to  comply  with  complainant's  request 
for  reoonsignment  of  one  carload  of  hay. 

T.  J.  Hanley  for  complainant. 

A.  E.  Bryant  and  /.  B.  SommervUle  for  Pennsylvania  Company. 

Bkport  of  thb  ComnsflTOK. 

Cluk,  Oommieeioner: 

Herein  $51.50  reparation  is  sought  for  alleged  failure  to  divert  to 
Perth  Amboy,  N.  J.,  one  carload  of  hay  shipped  from  Warsaw  Junc- 
tion, Ohio,  to  Allentown,  Pa.,  in  July,  1907.  The  amount  alleged  to 
be  due  OHuplainant  is  composed  of  $14,  the  difference  between  $60, 
the  amount  charged  on  minimum  weight  of  20,000  pounds  at  21  cents 
per  100  pounds  from  Warsaw  Junction  to  Allentown,  Pa.,  plus  9 
cents  per  100  pounds  from  Allentown  to  Perth  Amboy,  and  the  joint 
rate  of  28  cents  per  100  pounds  in  effect  from  Warsaw  Junction  to 
Perth  Amboy;  demurrage  of  $19,  which  accrued  at  Allentown  and 
Perth  Amboy ;  $9i25,  commission  on  sale  of  hay ;  and  $9.25  on  account 
of  decline  in  price  of  hay.    Complaint  was  filed  on  March  26, 1909. 

Complainant  received  order  from  J.  M.  Farrell  to  ship  one  carload 
of  hay  to  Perth  Amboy,  and  on  July  6  or  7,  the  precise  date  being  in 
dispute,  delivered  the  car  to  defendant  Cleveland,  Akron  &  Columbus 
Bailroad  at  Warsaw  Junction  for  shipment  to  its  ardet  at  Allentown, 
*«  Notify  J.  M.  Farrell,  Allentown,  Pa."  On  the  following  day  Far- 
rell telegraphed  complainant  that  the  hay  should  have  been  sent  to 
Perth  Amboy.  It  was  testified  that  complainant  immediately  tele- 
phoned the  Warsaw  Junction  agent  of  defendant  Cleveland,  Akron 
A  Columbus  to  divert  the  car  to  Perth  Amboy,  and  continued  to  give 
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similar  yerbal  requests  on  each  succeeding  day  until  July  11,  on  wfaidi 
date  written  request  was  addressed  to  the  Star  Union  line  to  aooom- 
plish  the  desired  diyersion.  On.  July  13  ccxnplainant  receiTed  a  tde- 
gram  from  the  agent  of  the  Star  Union  Line  advising  that  his  ordcn 
would  be  c<Mnplied  with.  Lat^  complainant  was  notified  by  tde- 
graph  that  effort  had  been  made  to  divert  the  car  without  soocesB. 
Complainant  replied  that  car  was  at  Alloitown  and  that  it  should  be 
forwarded  to  Perth  Amboy,  which  was  done.  In  the  meantime  $5 
demurrage  accrued  at  Allentown.  Aft^  the  car  arrived  at  Perth 
Amboy  Farrell  refused  it,  and  request  was  thereafter  made  that  the 
car  be  released  to  Harry  Q.  Gere,  Hackensack,  N.  J.  The  new  coo- 
signee  not  being  located  at  Perth  Amboy,  the  question  arose  wheflier 
the  car  should  be  reconsigned  to  Ebu^ensack,  and  before  it  was  finally 
released  $14  demurrage  accrued  at  Perth  Amboy  and  the  price  of  hay 
had  declined.  The  car  was  sold  net  to  Farrell,  but  was  disposed  of 
by  Gere  on  commission.  It  moved  from  Warsaw  Junction  to  Trin- 
way,  Ohio,  via  rails  of  the  Cleveland,  Akron  &  Columbus  RaOway 
Company;  from  thence  to  Pittsburg,  Pa.,  via  the  Pittsburg,  Cin- 
cinnati, Chicago  &  St.  Louis  Railway;  thence  to  Nanticoke  via  the 
Pennsylvania  Railroad;  thence  to  Allentown,  and  from  there  to 
Perth  Amboy  via  the  Central  Railroad  of  New  Jersey*  After  com- 
plaint and  answers  were  filed  a  refund  of  $8  on  the  freight  diarges 
was  made  based  oa  provision  in  the  tariff  of  the  delivering  defimdant 
that  on  reconsigned  shipments  the  dharge  for  a  haul  of  95  miles,  the 
distance  from  Allentown  to  Perth  Amboy,  should  be  5  cents  per  100 
pounds.    This  reduces  the  claimed  reparation  to  $43.50. 

Inasmuch  as  decline  in  the  market  price  of  a  ccHnmodity  and  com- 
mission for  its  sale  are  not  matters  within  the  jurisdiction  of  the  Com- 
mission, Joynes  v.  P.  B.  E.  Co.^  17  I.  C.  C.  Rep.,  361,  the  sole  question 
is  whether  or  not  defendants  negligently  failed  to  comply  with  com- 
plainant's request  for  reconsignment  of  the  car  and  therefore  dam* 
aged  it  in  the  sum  of  $25. 

The  tariff  of  the  Cleveland,  Akron  &  Columbus  Railway,  to  which 
the  Pittsburg,  Cincinnati,  Chicago  &  St  Louis  Railway,  the  Pom- 
sylvania  Railroad,  and  the  Central  Railroad  of  New  Jersey  were 
parties,  shows  basing  rate  in  connection  with  the  Star  Union  line, 
fifth  class  (applicable  to  hay,  in  carloads,  minimum  weight  iOfiOO 
pounds),  Warsaw  Junction,  Ohio,  to  New  York  and  points  taking 
the  same  rates,  23  cents  per  100  poimds.  The  Star  Union  line  Basis 
for  E^astbound  Rates  shows  that  the  bases  for  rates  ccmtained  theiein 
applied  between  the  several  carriers  participating  in  the  movement 
of  this  shipment;  shows  Allentown,  Pa.,  as  taking  Philadelphia  rmtet, 
and  Perth  Amboy,  N.  J.,  as  taking  New  York  rates,  and  instruct! 


Digitized  by 


Google 


HAHLST  MILIiINO  CO.  V.  PRNNSYIiVANIiL  00.  477 

that  shipments  to  Perth  Amboy  <m  the  Central  Bailroad  of  New 
Jersey  shall  be  billed  through  Pittsburg  Transfer. 

Under  the  tariff  rule  of  the  CSentral  Railroad  of  New  Jersey,  as 
follows: 

DiTersion  In  transit  for  consfgnments  not  requiring  holding,  and  where  through 
rates  are  established,  if  through  rates  are  in  effect  from  point  of  shiixnent  to 
destinaticm,  and  dlrersion  is  acciHnplished  before  shipmoit  has  reached  point 
to  which  it  was  first  consigned,  and  no  additional  transportation  serrice  Is 
required,  and  not  having  gone  out  of  route,  rate  as  effective  from  point  of  ship- 
ment to  destination  will  be  applied  without  additional  cost 

Only  one  diyerslon  wiU  be  allowed  upon  any  one  shipment  Requests  f6r 
diversion  in  transit  must  be  made  in  writing  previous  to  arrival  at  the  point 
to  which  the  freight  is  first  consigned — 

complainant  was  entitled  to  the  reconsignment  requested,  and  it  is 
admitted  by  the  defendants  that  the  agent  of  the  Star  Union  Line  who 
received  and  acknowledged  the  reconsignment  orders  before  the  car 
reached  Allentown  was  authorized  to  receive  and  execute  such  orders 
on  behalf  of  the  said  defendants.  If  that  order,  which  was  acknowl- 
edged by  the  agent  of  the  Star  Union  Line  on  July  13,  had  been  exe- 
cuted before  the  arrival  of  the  car  at  Allentown  on  July  14  no  demur- 
rage would  have  accrued  at  Allentown* 

We  find  that  the  c(Mnplainant  made  every  reasonable  effort  to  effect 
the  reconsignment  before  the  car  reached  Allentown ;  that  it  has  paid 
transportation  charges  of  $60,  demurrage  at  Allentown  $5,  demur- 
rage at  Perth  Amboy  $14,  less  refund  of  $8;  total,  $71.  It  should 
have  paid  transportaticm  charges  $46,  and  demurrage  at  Perth  Am- 
boy $14;  total,  $60.  Complainant  is  therefore  entitled  to  reparation 
in  the  sum  of  $11,  with  interest  from  August  15,  1907,  and  such  an 
order  will  be  entered. 

1»LaaBepi 
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No.  2828. 
COLORADO  GOAL  TRAFFIC  ASSOCIATION 

V. 

COLORADO  &  SOUTHERN  RAILWAY  COMPANY  ET  AL. 


Bvbmitud  Afra  9, 19t0.    Decided  November  7, 1910. 


i 


Apart  from  the  charge  of  deviation  from  the  long-and-fihort-haol  section,  no  < 

18  herein  involved  that  was  not  dispoeed  of  in  Ctdar  HtU  Coal  df  Cobt  Co,  t.  C. 
^  8.  Ry.  Co.,  16  I.  G.  0.  Rep.,  387;  and  as  to  the  long^and-ehortrhanl  featen,  in 
accordance  with  the  proviriona  of  the  fourth  eection  as  amended  June  18»  Iflfl^ 
no  order  at  this  time  will  be  made. 

O.  TF.  J9iir^  for  complainant. 

John  8.  Dcnoacn  for  board  of  railroad  commissioners  of  the  state  of 
Kansas,  interveners. 

E.  E.  WhitUd  for  Colorado  &  Southern  Railway  Company  and 
Chicago,  Burlington  &  Quincy  Railroad  Company,  interveners. 

E.  N.  Clark  for  Denver  &  Rio  Grande  Railroad  Company. 

M.  L.  Bdl  and  WdOaee  T.  Hughes  for  Chicago,  Rock  Uand  A 
Pacific  Railway  Company. 

Rbfobt  of  the  COIOOSSIOK. 

Clembnts,  Oommiasumer: 

This  lipase  presents  the  question  of  the  reasonableness  and  lawful- 
ness of  defendants'  rates  on  bituminous  coal  from  the  Wabenbuig 
district  in  southern  Colorado  by  the  defendant  lines  to  destinatioiis 
on  the  Chicago,  Rock  Island  &  Pacific  Railway  in  Eumsas  and 
Nebraska.  These  rates  were  investigated  and  passed  upon  by  the 
Commission  in  Cedar  HiU  Coal  dk  Coke  Co.  v.  C  dk  8.  By,  Co.,  deddad 
June  8,  1909,  16  I.  C.  C.  Rep.,  387,  in  which  the  Commission  made 
its  report  and  order  dismissing  the  complaints  for  the  reason  there- 
in stated.  The  case  now  before  us  was  filed  by  an  assodaticm  of  the 
same  complainant  companies  which  brought  the  complaints  above 
referred  to.  Apart  from  the  chaige  of  deviation  from  the  sa-eaDed 
loi^-and-short-haul  rule  there  is  no  question  here  involved  that  was 
^■sposed  of  in  the  former  case.  The  Colorado  A  Soathflni» 
&  Rio  Grands,  and  Chicago,  Rock  Island  A  Pacific  compost 
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through  routes  and  chaige  more  to  certain  intermediate  stations 
than  to  more  distant  points  of  destination.  They  set  up  in  justifica- 
tion for  this  that  the  through  route  composed  of  the  Unes  of  these 
defendants  to  the  more  distant  points,  Wichita,  Elans.,  for  illustra- 
tion, is  about  300  miles  longer  haul  than  the  distance  via  the  Atchison, 
Topeka  &  Santa  Fe  from  the  Trinidad  mines,  near  the  Walsenburg 
district,  to  the  same  destinations,  and  that  the  said  rates  are  made 
by  the  short  line,  the  Atchison,  Topeka  &  Santa  Fe,  which  defendants 
must  meet  in  order  to  carry  any  of  this  traffic  from  the  Walsenburg 
district  to  the  more  distant .  points.  They  further  justify  their 
deyiation  from  the  long-and-short-haul  rule  by  the  existence  of  rates 
from  mines  in  Oklahoma  and  Kansas  for  much  shorter  hauls  to 
Wichita  and  the  other  long-haul  distances  referred  to. 

Whatever  may  be  the*merit  of  complainant's  contention  regarding 
the  long-and-short-haul  feature  of  the  controversy,  no  order  at  this 
time  will  be  made  by  the  Commission  in  respect  thereto  for  the 
reason  that  following  the  language  in  the  first  part  of  the  amended 
fourth  section  of  the  act,  approved  June  18,  1910,  prohibiting  a 
greater  charge  for  a  shorter  than  for  a  longer  haul  when  over  the 
same  line  in  the  same  direction,  it  is  provided — 

that  no  laies  or  chaiges  l*wfuUy  existiiig  at  the  time  of  the  passage  of  this  amendatory 
act  shaU  be  required  to  be  chiuiged  by  reason  of  the  provisions  of  this  section  prior  to 
the  expiration  of  six  months  after  the  passage  of  this  act,  nor  in  any  case  where  appli- 
cation shaU  have  been  filed  before  the  Commission,  in  accordance  with  the  provisions 
of  this  section,  until  a  detennination  of  such  application  by  the  Commission. 

It  follows  that  the  greater  charge  to  the  intermediate  stations  here 
involved  than  to  the  more  distant  ones  over  the  same  line  in  the  same 
direction  will  upon  the  expiration  of  six  months  from  August  17, 1910, 
become  unlawful  unless  application  is  made  before  the  expiration  of 
that  period  to  the  Commission  for  authority  to  deviate  from  the 
prescribed  rule.  Should  such  application  be  made  it  will  then  be  the 
duty  of  the  Commission  to  consider  the  same  and  investigate  the 
matter.  This  complaint  will  therefore  be  dismissed. 
19  L  a  O.  Bap. 
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No.  2967. 
PARAGON  PLASTER  COMPANY 

V. 

NEW   YORK   CENTRAL  &  HUDSON   RIVER  RAILROAD 
COMPANY  ET  AL. 


Bulmitted  July  10, 1910.    Decided  November  7, 1910. 


Rates  GoDected  on  carload  shipments  of  wall  plaster  from  Syracose,  N.  T^  to 
Boston,  Mass.,  and  New  York,  N.  Y.,  not  found  unreasonably  high  or  nndaly 
discriminatory.    Oomplaint  dismissed. 

TT.  K.  Squier  for  complainants 
TFm.  S.  KdUman  for  defendants. 

Report  of  the  Commissiok. 

Clebients,  Commissioner: 

Complainant  is  engaged  in  the  manufacture  and  sale  of  waD 
plaster  at  Syracuse,  N.  Y.,  and  alleges  that  defendants'  carload  rates 
on  this  commodity  of  $2  per  net  ton,  minimum  40,000  pounds,  from 
Syracuse  to  Boston,  a  distance  of  350  miles,  and  $1.75  from  Syracuse 
to  New  York,  N.  Y.,  a  distance  of  290  miles,  are  unreasonable,  unjust, 
and  unduly  discriminatory  and  prejudicial  to  complainant  as  coat- 
pared  with  the  rate  of  $2  to  Boston  from  Oakfield,  N.  Y.,  a  distance 
of  455  miles,  and  from  (jarbutt  and  Wheatland,  N.  Y.,  a  distance  of 
445  and  447  miles,  respectively,  and  the  rate  of  $2  to  New  York  City 
from  Garbutt,  Wheatland,  and  Oakfield,  a  distance  of  875,  377,  and 
395  miles,  respectively. 

The  wall  plaster  manufactured  by  complainant  is  made  of  raw 
material  substantially  65  per  cent  sand  and  35  per  cent  plaster,  the 
latter  being  purchased  at  points  other  than  Syracuse,  including  Oak- 
field and  Gktrbutt,  where  it  is  produced  and  shipped  to  complainant 
in  Syracuse.  Complainant  insists  that  it  ought  to  have  a  lower  rata 
from  Syracuse  on  wall  plaster  for  the  reason  that  the  carriers  had 
one  hard  on  the  raw  material  into  SyracusOi  charging  and  coUecting 
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therefor  a  rate  of  $1  per  ton  from  Oakfield  and  (jarbutt.  The  c(»n- 
plainant  also  relies  on  the  fact  that  the  distance  by  defendants'  lines 
is  about  100  miles  less  from  Syracuse  to  Boston  or  New  York  than  it 
is  from  the  points  above  named. 

The  rate  from  Syracuse  to  New  York  yields  about  6  mills  per  ton- 
mile,  while  the  rate  from  Oakfield  and  Garbutt  yields  5.8  mills;  the 
rate  from  Syracuse  to  Boston  yields  5.7  mills,  whereas  the  rate  from 
Oakfield  or  Garbutt  and  Wheatland  to  Boston  yields  about  4.4  mills, 
but  the  defendants  insist  that  the  rate  from  the  latter-named  points 
is  due  to  the  competition  of  other  carriers  having  a  shorter  line 
mileage  in  connection  with  the  Buffalo,  Rochester  &  Pittsburg  Rail- 
road; that  these  carriers  make  the  rate  frcxn  those  points,  which 
is  met  by  the  New  York  Central,  and  it  is  true  that  the  short-line 
mileage  from  Oakfield,  (jarbutt,  and  Wheatland  to  Boston  by  the 
other  carriers  referred  to  is  upward  of  20  miles  shorter  than  by  lines 
of  defendant  carriers,  while  the  rate  from  these  places  to  Boston  via 
all  of  the  lines  is  $2. 

The  facts  appearing  fail  to  c(mvince  us  that  the  rates  complained 
of  are,  under  all  the  circumstances,  imreasonably  high  or  unduly 
discriminatory.  The  complaint  must  therefore  be  dismissed  and  an 
order  will  be  entered  accordingly. 
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No.  2409. 
GRIFFEN  H.  DEEVES  LUMBER  COMPANY 

V. 

CHICAGO  &  NORTH  WESTERN  RAILWAY  COMPANY 

ETAL. 


BuJmitted  June  27, 1910.    Decided  Noven^ber  7, 1910. 


!•  The  ttict  that  oyer  nine  months  after  shlpm^it  mored  defendant  proridcd  for 

absorption  of  switching  cliarge,  held  not  sufficient  in  Itself  to  justitj  a 

finding  that  the  charge  was  unreasonable. 
2.  Complaint  of  unreasonable  charges  on  shipment  from  Greenrille.  Mei,  ts 

fioodhouse^  IlL,  and  on  shipment  from  Dothan,  Ala^  to  Chicago,  UL,  boC 

sustained. 

/.  TT.  Preetorius  for  complainant 

8.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 

Sidney  F.  Andrews  for  Cincinnati,  New  Orleans  &  Texas  Pacific 
Railway  Company;  Central  of  Georgia  Railway  Company,  and 
Southern  Railway  Company. 

James  0.  Jefery  for  St  Louis,  Iron  Mountain  &  Southern  Railwsy 
Company. 

Blackburn  EsterUne  for  Chicago  &  Alton  Railroad  Company. 

Rbfobt  of  thb  Comhissioh. 

OocKRXLL,  Oammissumer: 

The  complaint  in  this  case  was  twice  amended  and  iuTolves  three 
distinct  items,  which  will  be  treated  in  their  order.  Both  complaint 
and  amendments  were  filed  with  this  Commission  within  the  statutory 
period. 

ORIGINAL  COMPLAINT. 

The  original  complaint  involves  a  switching  charge  from  CSiicago 
to  Elsdon,  HL,  and  names  the  Chicago  &  North  Western  as  the  sole 
defendant  On  May  22, 1907,  complainant  shipped  a  carload  of  lum- 
ber from  Beaudette,  Minn.,  to  Chicago,  HL,  reconsigned  in  transit  to 
Eladcm,  HI.  The  shipment  moved  via  the  Canadian  Ncxthern  Rail- 
way to  Minnesota  Transfer,  thence  via  the  North  Western  line  to 
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Chicago,  and  the  Grand  Trunk  from  Chicago  to  Elsdon.  Elsdon  is  a 
point  within  the  prescribed  switching  limits  of  Chicago.  The  rate 
charged  was  20  cents  per  100  pounds  from  Beaudette  to  Chicago  plus 
a  $5  charge  paid  to  the  Grand  Trunk  for  switching  the  car  from 
Chicago  proper  to  Elsdon.  These  charges  were  all  assessed  in  ac- 
cordance with  tariffs  then  lawfully  in  effect  At  the  time  the  shipment 
moved  there  was  no  tariff  provision  effective  whereby  the  switching 
from  Chicago  to  Elsdon,  performed  by  the  Grand  Trunk,  would  be 
absorbed  by  the  Chicago  &  North  Western.  Complainant  alleges  that 
it  was  the  policy  of  defendant  to  absorb  all  switching  charges  at 
Chicago  on  competitive  traflSc,  and  that  its  failure  to  absorb  the 
switching  in  this  case  resulted  in  the  exaction  of  an  unreasonable 
charge  to  the  extent  of  $5,  and  for  that  amount  it  asks  reparation. 

Effective  February  29,  1908,  defendant  published  a  tariff  provid- 
ing that  it  would  al^rb  switching  to  the  Grand  Trunk  on  shipments 
originating  on  the  Canadian  Northern  Railway. 

The  complainant  did  not  appear  at  the  hearing,  and  no  testimony 
was  offered  upon  which  we  can  base  a  finding  that  the  failure  of 
defendant  to  absorb  this  switching  charge  resulted  in  the  coUection 
of  charges  which  were  either  unreasonable  or  excessive.  The  fact 
that  over  nine  months  after  the  shipment  moved  defendant  provided 
for  the  absorption  of  such  switching  is  not  of  itself  sufficient  reason 
for  such  a  finding,  and  as  to  this  complaint  the  case  will  be  dismissed* 

An  order  will  be  issued  accordingly. 

FIRST  AMENDMENT. 

The  first  amendment  involves  a  carload  of  lumber  shipped  by  com- 
plainant on  October  10,  1907,  from  Greenville,  Mo.,  on  the  line  of 
the  Williamsville,  Greenville  &  St  Louis  Railway,  to  Boodhouse, 
HI.,  on  the  line  of  the  Chicago  &  Alton  Railroad.  The  shipment 
moved  in  connection  with  the  St.  Louis,  Iron  Mountain  ft  Southern 
Railway  to  East  St.  Louis,  and  charges  aggregating  $90.47  were 
collected  to  that  point.  These  charges  are  alleged  to  have  been  un- 
reasonable and  imjust  to  the  extent  that  they  exceeded  $69.80,  based 
on  the  rate  of  13^  cents  to  East  St  Louis  and  an  aUowance  of  500 
pounds  for  stakes.  Reparation  in  the  sum  of  $20.67  is  asked.  No 
complaint  is  made  as  to  the  diarges  that  may  have  been  assessed  on 
the  movement  from  East  St.  Louis  to  Roodhouse  and  we  are  not 
advised  as  to  the  charges  beyond  East  St  Louis. 

Defendant  St  Louis,  Iron  Mountain  &  Southern  Railway  admits 
that  its  tariff  in  effect  at  the  time  provided  for  an  allowance  of  500 
pounds  for  stakes.  The  overcharge  caused  by  the  nondeduction  of 
this  allowance  from  the  billed  weight  b  67  cents,  and  that  amount 
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should  be  refunded  the  complainant  by  defendant,  St  Louis,  Iron 
Mountain  &  Southern  Railway,  witiiout  any  order  from  this  Com- 
mission. 

It  appears  that  the  rate  to  East  St  Louis  is  18|  cents,  whidi,  baaed 
upon  a  weight  of  61,700  (deducting  stake  allowance),  made  the  law- 
ful charges  to  East  St  Louis  $69.80.  At  East  St  Louis  the  car  was 
delivered  to  defendant  Chicago  &  Alton  Bailroad  for  transportati<m 
to  destination.  To  effect  this  delivery  switching  was  necessary,  for 
which  a  charge  of  $3  was  made.  The  tariff  of  the  Chicago  &  Altoo 
then  in  effect  provided  that  it  would  absorb  such  switching.  Us 
failure  to  do  so  in  this  case  resulted  in  an  overcharge  of  $3,  which 
should  be  refunded  to  complainant  by  that  carrier  without  any  order 
from  this  Commission. 

It  further  appears  that  due  to  improper  staking  by  complainant  it 
became  necessary  to  restake  the  car  in  transit  This  was  done  by  the 
initial  carrier,  Williamsville,  Greenville  &  St  Louis  Bailway,  and  a 
charge  of  $6  was  made  therefor.  Defendants  also  testified  that  on 
accoimt  of  detention  of  the  car  while  being  loaded  at  Gre^iville 
demurrage  charges  amounting  to  $11  accrued.  The  charge  of  $90.47 
assessed  on  this  shipment  to  East  St  Louis  therefore  was  arrived 
at  as  follows: 

Greenville  to  East  St  Louis,  52,200  pounds,  at  181  cents  per  100  poonds..  fTO.  4T 

Switching  to  Chicago  &  Alton  at  East  St  Louis a.00 

Demurrage  at  point  of  origin 11.00 

Bestaklng  In  transit 6w00 

Total 9a  C 

The  charges  that  should  have  been  collected  were  as  fcdlows: 

GreenTllle  to  East  St  Lonls,  51,700  pounds,  at  181  c^its  per  100  pounds..  |68l  8i 

Demurrage  at  point  of  origin 11.00 

Bestaklng  in  transit 6w00 

Total 88. 8i 

Making  an  overcharge  of  $3.67  as  hereinbefore  shown. 

As  already  stated,  complainant  did  not  appear  at  the  hearing.  With 
the  exception  of  the  overcharge  of  $3.67,  the  charges  appear  to  havB 
been  lawfully  assessed,  and  there  is  no  evidence  bef^e  us  upon  whidi 
we  can  base  a  finding  that  the  charges  coUected  from  complainant  on 
this  shipment  were  either  unreasonable  or  excessive. 

This  amendment  will,  therefore,  be  dismissed  and  an  order  iasoed 
acc<Mrdingly. 

SECOND  AMENDMENT. 

In  regard  to  the  second  amendment,  complainant  allies  that  it 
shipped  a  carload  of  lumber,  weight  48,200  pounds,  from  Dothan, 
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Ala.,  to  Chicago,  HL,  upon  which  charges  aggregating  $144.60  were 
collected,  based  on  a  rate  of  80  cents  per  100  pounds ;  that  the  through 
rate  from  Dothan  to  Chicago  at  the  time  and  via  the  route  of  move- 
ment was  26  cents  per  100  pounds;  that  a  reduction  of  2  cents  was 
later  made  by  tariff  of  the  initial  carrier,  effective  February  4, 1908, 
under  the  decision  of  the  Supreme  Court  in  the  Tift  TeUow  Pine  ca$e^ 
and  that  only  24  cents  should  have  been  charged  on  this  particular 
shipment  Reparation  is  asked  in  the  sum  of  $28.92,  the  excess  col- 
lected over  the  24-cent  rate. 

Defendants  admit  that  the  Central  of  Georgia  Railroad,  the  initial 
carrier,  publi^ed  a  tariff  naming  a  through  rate  of  26  cents  from 
Dothan,  Ala.,  to  Chicago,  CI.,  but  state  that  such  rate  could  not 
have  been  applied  to  complainant's  shipment,  because  it  was  billed  to 
Roodhouse,  HI.,  and  not  to  Chicago,  and  if  it  did  move  to  Chicago  it 
was  reconsigned  from  Roodhouse  and  the  tariff  naming  the  26-cent 
rate  did  not  apply  via  the  route  of  movement  and  contained  no 
reconsigning  privilege.  They  allege  that  the  only  rate  applicable  to 
this  shipment  was  the  through  rate  of  25  cents  from  Dothan,  Ala«,  to 
Roodhouse,  HI. ;  that  the  tariff  naming  this  rate  contained  no  recon- 
signing privilege  and  the  movement  from  Roodhouse  to  Chicago  was 
subject  to  the  local  rate  of  5  cents. 

The  Commission  finds  the  facts  to  be  that  at  the  time  of  this  move- 
m^it  defendants  had  in  effect  a  tariff  naming  through  rate  of  26 
cents  from  Dothan  to  Chicago,  but  it  did  not  apply  via  East  St  Louis 
and  Roodhouse.  The  shipment  was  billed  from  Dothan  to  Rood- 
house,  and  not  to  Chicago,  and  moved  via  lines  of  defendants,  Central 
of  (Georgia,  Cincinnati,  New  Orleans  &  Texas  Pacific,  and  Southern 
railways,  Uirough  Louisville,  Ky.,  to  East  St.  Louis,  thence  via  the 
Chicago  &  Alton  Railroad.  The  only  rate  applicable  to  the  shipment 
from  Dothan,  Ala.,  to  Roodhouse,  HI.,  was  a  Uirough  rate  of  26 
cents,  made  up,  apparently,  of  16  cents  to  the  Ohio  River  and  9  cents 
beyond.  Consequently,  if  complainant  is  entitled  to  any  reparation 
on  this  shipment,  it  could  only  be  on  basis  of  the  2-cent  per  100 
pounds  reduction  in  the  rate  south  of  the  river,  as  ordered  in  the 
Tift  Yellow  Pine  case^  which  would  amoimt  to  $9.64  instead  of 
$28.92,  as  claimed. 

Prior  to  the  filing  of  this  complaint  complainant  had  pending 
before  this  Commission  several  reparation  claims  growing  out  of  the 
2-cent  advance  south  of  the  river,  and  on  March  18,  1909,  in  connec- 
tion with  other  shippers  and  consignees,  voluntarily  entered  into  an 
agreement  with  certain  carriers,  among  whom  were  the  defendants 
herein,  which  agreement  was  filed  with  this  Commission  and  provided 
that  complainant  and  others,  parties  thereto,  agreed  to  accept  67  per 
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cent  of  the  face  of  their  claims  on  all  claims  growing  out  of  the  2-€Qnt 
advance  soutii  of  the  river.    It  further  provided : 

It  is  expressly  understood  and  agreed  that  the  aboye-named  agreemeot  and 
settlement  does  include  all  claims,  of  whatsoerer  kind  or  nature,  for  repars- 
tion  on  the  adTsnce  in  rates  of  freii^t  on  yeUow-pine  lumbar  hereinbefore 
described,  which  have  heretofore  been  filed  by  the  above-named  BtU>mej9  throocb 
the  undersigned  attorneys,  or  by  the  undersigned  claimants  in  proper 
from  said  designated  territory,  and  that  each  of  said  firms  and  claimants 
hereby  covenant  that  they  wiU  not  assert  against  the  said  railway  companiei, 
or  any  of  them,  any  other  claims  on  account  of  reparation  for  said  advance  Id 
rates  that  has  not  been  filed  heretofore  before  the  Interstate  Oommeroe  Oon- 
missioner,  or  in  a  court  of  Justice. 

This  agreement  was  ratified  by  complainant  on  May  14, 1909,  and 
the  complaint  in  this  particular  case  was  not  filed  witii  the  Commia- 
sion  until  after  July  10, 1909. 

Complainant  is  a  corporation  doing  business  in  the  city  of  Chicaga 
The  case  was  set  for  hearing  in  that  city  on  June  27, 1910,  and  com- 
plainant was  duly  notified.  The  examiner  on  arriving  in  Chicago 
received  a  letter  from  complainant  dated  June  24, 1910,  signed  by  its 
traffic  manager,  stating  that  it  was  his  intention  to  appear  and  offer 
proofe,  but  owing  to  an  unexpected  call  from  the  railway  clearing 
house  at  Macon,  Ga.,  relative  to  Yellow  Pine  case  he  would  be  onaUa 
to  attend  and  asking  that  arrangements  be  made  for  another  bearing 
at  some  future  date.  No  one  appeared  for  complainant,  but  defend- 
ants appeared  and  their  testimony  was  received.  They  moved  that 
the  case  be  dismissed  for  lack  of  prosecution.  Since  the  letter  above 
referred  to,  nothing  has  been  heard  from  complainant,  and  it  evi- 
dently considered  it  more  important  to  attend  to  the  cases  which 
were  being  adjusted  through  the  railway  clearing  house  at  Macon,  Oa. 

We  are  confronted  with  an  unquestioned,  positive,  voluntary  agree- 
ment made  by  complainant  with  defendants  whereby  it  was  stipulated 
that  the  agreement  and  settlement  therein  determined  upon  included 
all  daims  of  whatsoever  kind  or  nature  for  reparation  on  the  ad- 
vances in  rates  of  freight  on  yeUow-pine  lumber,  and  that  each  of 
the  claimants  thereby  covenanted  that  they  would  not  assert  againii 
the  railway  companies,  or  any  of  them,  any  other  claims  on  aooouot 
of  reparati(m  for  said  advance  in  rates,  which  claims  had  not  been 
theretofore  filed  before  the  Interstate  Conuneroe  Commission  or  in  a 
court  of  justice.  This  claim  had  not  been  filed  before  this  Commii* 
sion  or  in  a  court  of  justice  at  the  time  this  agreement  was  executed. 

Under  all  the  circumstances,  our  conclusicms  are  that  complainant 

is  not  entitled  to  any  reparation,  and  this  amendment  will  therefore 

be  dismissed. 

An  order  will  be  issued  accordingly. 
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No.  2270. 
WELLS-HIQMAN  COMPANY 

V. 

GRAND  RAPIDS  A  INDIANA  RAILWAY  COMPANY  ET  AL. 


Decided  November  7, 1910. 


1.  Joint  rate  In  excess  of  combination.    Reparation  awarded. 

2.  Shlpmoit  Metropolis,  111.,  to  Chicago,  IlL,  reconslgned  to  Lawton,  Mich.    Be- 

consigning  Instructions  given   to  carrier  not  participating  In  original 
movement;  Held,  That  two  separate  movements  resulted,  the  first  intra- 
state and  the  second  interstate.  Carries  participating  in  interstate  move- 
ment not  made  parties  defendant    Complaint  dismissed. 
8.  No  overcharge  shown  for  transportation  within  Jnrisdlctlon  of  Conmilsslon. 

H.  0.  Higman  for  ccMnplainant 

A.  P.  Hutnburg  for  Illiiiois  Central  Railroad  Company. 

Report  of  thb  Cohhi86iok. 

CocKXELi^  Commissioner: 

Complainant  is  engaged  in  the  manufacture  and  sale  of  baskets  and 
fruit  packages.  Its  principal  office  is  in  St.  Joseph,  Mich.,  while  its 
factory  is  in  Trayerse  City,  Mich.  The  complaint,  filed  Mardi  27, 
1009,  was  twice  amended  and  now  involTes  three  separate  items  which 
will  be  considered  in  their  order. 

ORIGINAL  OOMPLAnrr. 

During  May,  June,  and  July,  1907,  ccxnplainant  shipped  from 
Traverse  City,  Mich.,  to  O.  O.  Karraker,  Balcom,  HL,  over  lines  of 
defendants,  Grand  Rapids  ft  Indiana  Railway,  Michigan  Central 
Railroad,  and  Illinois  Central  Railroad,  five  carloads  of  grape  (»r 
fruit  badcets,  the  actual  weight  of  whidi  was  115,000  poimds,  and 
freight  charges  amounting  to  $875.70,  based  on  a  joint  rate  of  26  cents, 
minimum  80,000  pounds,  were  collected.  Correctly  figured  these 
charges  should  have  been  $890;  an  error  in  assessing  charges  on  the 
first  car  resulting  in  an  undercharge  of  $14.80.  Complainant  all^;e8 
that  at  the  time  and  via  the  route  of  movement  there  was  in  effect  a 
combination  rate  of  21  cents,  made  up  of  10  cents,  miniirnim  20,000 
pounds,  Traverse  City  to  Chicago,  and  11  cents,  minimum  80,000 
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pounds,  Chicago  to  Balctm.  The  joint  rate  of  26  cents  is  alleged  to 
have  been  unreasonable  and  reparation  is  asked  to  basis  of  the  lower 
combination* 

Defendants  admit  the  movement  of  the  cars  between  the  points 
stated.  They  also  admit  that  the  rate  from  Chicago  to  Balcom 
was  11  cents,  minimum  80,000  pounds,  but  assert  that  pricNr  to  May 
8, 1907,  the  rate  from  Traverse  City  to  Chicago  was  16  cents,  minimmp 
25,000  pounds,  and  that  effective  on  that  date  it  was  reduced  to  10 
cents  with  the  same  minimum.  This  reduction,  it  is  alleged,  was 
necessary  on  account  of  water  ccxnpetition  from  Traverse  City  to 
Chicago  and  was  effective  only  during  the  seascm  of  navigation. 
Defendants  deny  that  the  rate  assessed  was  unreasonable  or  that  com- 
plainant is  entitled  to  any  reparati<HL 

We  find  that  the  shipments  were  made  on  May  4,  May  7,  May  14, 
June  28,  and  July  25,  1907,  and  that  40-foot  cars  were  used.  Tlie 
joint  rate  from  Traverse  City,  Mich.,  to  Balcom,  HL,  was  26  cents, 
minimum  80,000  pounds.  Before  the  annual  opening  of  navigatkm, 
at  prior  to  May  8,  the  ccHnbination  rate  was  26  cents — ^16  cents,  mini* 
mum  25,000  pounds  for  a  40-foot  car.  Traverse  City  to  Chicago,  and 
11  cents,  minimum  30,000  pounds,  Chicago  to  BalccHn.  Effective  May 
8,  the  combination  was  21  cents — 10  cents  Traverse  City  to  CSiicago, 
and  11  cents  beyond. 

The  Commission  has  held  that  a  joint  rate  between  two  points 
that  exceeds  the  sum  of  the  separately  established  rates  betweoi  the 
same  points  is  prima  facie  unreasonable.  There  was  no  evidence  to 
rebut  this  presumption  and  we  are  therefore  of  the  opini<m  and  so 
find,  that  the  joint  rate  of  26  cents  per  100  pounds,  minimmi 
80,000  pounds,  diarged  ccHnplainant  on  its  shipments  of  baskets  frooi 
Traverse  City,  Mich.,  to  BalccHn,  HL,  was  unreasonable  and  excessive 
in  and  to  the  extent  that  it  exceeded  the  combination  in  effect  at  the 
time  the  shipments  moved. 

On  the  car  shipped  on  May  4, 1907,  complainant  was  charged  only 
$68.70,  though  at  the  26-cent  joint  rate  the  charges  should  have  ben 
$78,  disclosing  an  undercharge  of  $14.80.  On  basis  of  the  combina- 
tion of  26  cents  then  in  effect,  with  minimum  of  25,000  pounds  to 
Chicago,  the  charges  would  have  been  $70.50.  There  is,  therefore,  an 
undercharge  of  $6.80. 

On  the  car  shipped  May  7, 1906,  $78  was  coUected,  while  on  basis 
of  the  26-cent  combination  the  charges  would  have  been  only  $70.50. 
Overcharge,  $7JM). 

On  the  three  cars  shipped  after  the  opening  of  navigation — ^May  14, 
June  28,  and  July  25, 1907 — charges  of  $78  <m  each  car  were  coUected, 
aggregating  $284.  On  basis  of  the  combination  of  21  cents,  the 
charges  on  each  car  would  have  been  $58,  or  an  aggregate  of  $174. 
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Overchtrge  on  the  3  cars,  $60.  This  makes  the  total  overcharge 
$87.50,  from  which  must  be  deducted  the  undercharge  of  $6.80,  leav- 
ing a  net  overcharge  of  $60.70,  in  which  amount  we  find  that  com- 
plainant is  entitled  to  reparation  with  interest  from  July  1,  1907. 
An  order  will  be  issued  accordingly. 

hbst  amendment. 

In  the  first  amendment  the  defendants  are  the  Illinois  Central  Rail- 
road and  the  Michigan  Central  Bailroad. 

On  September  21, 1908,  complainant  shipped  via  line  of  defendant, 
Illinois  Central  Railroad,  from  Metropolis,  HI.,  to  itself  at  Chicago, 
^  %  Pere  Marquette  Railway  at  Riverdale,  HI.,''  one  carload  of  grape 
baskets,  weight  22,800  pounds.  Before  arrival  of  the  car  at  River- 
dale,  complainant  instructed  the  Pere  Marquette  to  forward  it  to 
C.  W.  Harper,  Lawton,  Mich.  The  defendant,  Illinois  Central, 
hauled  the  car  to  Riverdale,  a  point  in  Cook  County  19  miles  south 
of  Chicago,  and  there  delivered  it  to  the  Pere  Marquette  Railway, 
which  carrier  advanced  to  the  Illinois  Central  its  charges  for  the 
haul  performed  and  rebilled  the  car  to  Lawton,  via  its  own  line,  Hart- 
ford, Mich.,  and  the  Kalamazoo,  Lake  Shore  &  Chicago  Railroad. 
The  shipment  did  not  move  over  the  line  of  defendant  Michigan 
Central.  At  Lawton  charges  amounting  to  $76.94  were  assessed, 
made  up  of  $48.49  to  Chicago  (or  Riverdale)  at  rate  of  19^  cents, 
and  $38.45  fr(»n  Riverdale  to  Lawton  at  rate  of  15  cents.  Complain- 
ant alleges  that  the  rates  assessed  were  unreasonable  and  excessive, 
and  states  that  the  rates  then  lawfully  in  effect  were  10  cents,  Metropo- 
lis to  Chicago,  minimum  30,000  pounds,  and  10  cents,  Chicago  to 
Lawton,  minimum  24,000  pounds,  on  basis  of  which  rates  the  proper 
charges  would  have  been  $54,  or  an  overcharge  of  $22.94,  for  which 
amount  complainant  asks  reparation. 

No  evidence  was  offered  tending  to  show  that  any  of  the  factors 
of  the  combination  rate  charged  was  in  and  of  itself  unreasonable, 
and  the  claim  for  reparation  is  predicated  simply  on  a  lower  combina- 
tion alleged  to  have  been  in  effect  at  the  time  and  via  the  route  of 
movement. 

By  the  terms  of  the  bill  of  lading  issued  by  defendant  Illinois 
Central  only  a  movement  from  Metropolis,  111.,  to  Chicago,  HI., 
was  contracted  for,  and  there  was  nothing  to  indicate  that  the  ship- 
ment would  ultimately  find  its  way  outside  the  state.  Complainant's 
instructions  to  send  car  to  Lawton  were  not  given  to  the  Illinois 
Central,  which  performed  the  haul  to  Chicago,  but  were  given  to 
the  Pere  Marquette,  which  had  nothing  whatever  to  do  with  the 
haul  to  Chicago.    The  Pere  Marquette  Railroad  advanced  to  the 
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Illinois  Central  the  latter's  charges  for  the  service  performed  and 
then  rebiUed  the  shipment  to  Liawton.  The  contract  entered  into 
with  the  Illinois  Central  for  the  intrastate  transportation  to  Chicago, 
care  of  Pere  Marquette  at  Riverdale,  was  doly  discharged  before 
the  interstate  movement  to  Liawton  conmienced.  Chdf^  OdUnudo  db 
Sante  Fe  By.  Co.  v.  Texasy  204  U.  S.,  408. 

In  passing  upon  the  question  as  to  when  a  shipment  begins  to  move 
in  interstate  commerce,  the  Supreme  Court,  in  Coe  v.  Errd,  116  U.  S^ 
625,  said: 

There  mast  be  a  point  of  time  when  they  cease  to  be  governed  ercIoilTclj 
by  the  domestic  law  and  b^in  to  be  governed  and  protected  by  ttm  natSooal 
law  of  commercial  regulation,  and  that  moment  seems  to  as  to  be  a  legltliiiatc 
one  for  this  pnrpoee,  in  which  they  commence  their  final  movements  tot  tmrn- 
portation  from  the  state  of  their  origin  to  that  of  their  destinattoo.  •  •  • 
''Whenever  a  commodity  has  begun'to  move  as  an  article  of  trade  from  ooe 
state  to  another,  conmierce  in  that  commodity  between  the  states  bat  con- 
menced.*'  {The  Daniel  Ball,  10  WalL,  567.)  But  this  movement  does  not 
begin  until  the  articles  have  been  shipped  or  started  for  transportation  fron 
the  one  state  to  the  other.  •  •  •  UntU  actnaUy  launched  on  its  way  to 
another  state  or  committed  to  a  common  carrlw  f6r  tranqwrtatioii  to  socb 
state  its  destination  is  not  fixed  or  certain.  It  may  be  sold  or  otherwise  dis- 
posed of  within  the  state  and  never  put  in  coarse  of  transportation  out  of  the 
state.  •  •  •  UntU  shipped  or  started  on  its  final  Joamey  oat  of  the  state 
its  exportation  is  a  matter  altogether  in  fieri  and  not  at  aU  a  fixed  and  certala 
thing. 

Two  separate  and  distinct  movements,  therefore,  comprise  this  trans- 
portation from  Metropolis  to  Lawton — an  intrastate  movement  from 
Metropolis  to  Chicago  and  an  interstate  movement  frmn  Chicago  to 
Lawton.  Over  the  intrastate  movement  we  have  no  jurisdiction.  The 
interstate  haul  fnHn  Chicago  to  Lawton  was  performed  by  the  Pere 
Marquette  and  the  Kalamazoo,  Lake  Shore  &  Chicago,  neith^  of 
which  is  a  party  to  this  complaint.  The  defendant  Michigan  Cen- 
tral performed  none  of  the  haul. 

This  amendment  will  be  dismissed  and  an  order  issued  accordingly. 

SSCOND  AMENDMENT. 

The  second  amendment  is  against  the  Illinois  Central  Railroad,  the 
Pere  Marquette  Railway,  and  the  Kalamazoo,  Lake  Shore  &  Chicago 
Railroad. 

On  September  16,  1908,  c<Mnplainant  had  shipped  from  Dongola, 
HL,  via  line  of  defendant  Illinois  Central  Railroad  to  itsdf  at  Chi- 
cago, (me  carload  of  fruit  baskets,  weight  24,300  pounds.  Befon 
arrival  of  the  shipment  complainant  instructed  the  Pere  Marquette 
Railway,  at  Chicago,  to  rebill  car  to  W.  C.  Wildley,  Paw  Paw,  MidL 
The  Illinois  Central  hauled  the  car  to  Riverdale  and  there  delivered 
it  to  the  Pere  Marquette^  which  rebilled  it  to  Paw  Paw,  MiclL,  via  its 
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own  line,  Hartford,  Mich.,  and  the  Kalamazoo,  Lake  Shore  &  Chi- 
caga  At  destination  charges  amounting  to  $67.55  were  collected, 
based  on  rate  of  18.8  cents  from  Dongola  to  Chicago,  and  9  cents 
Chicago  to  Paw  Paw.  Complainant  alleges  that  at  the  time  and  via 
the  route  of  movement  there  was  in  effect  a  rate  of  10  cents,  minimum 
30,000  pounds,  Dongola  to  Chicago,  and  10  cents,  minimum  25,000 
pounds,  Chicago  to  Paw  Paw,  upon  basis  of  which  the  charges  would 
have  been  $54.30,  or  $13.25  less  than  the  amount  collected.  Upon  this 
basis  reparation  is  asked  in  the  sum  of  $13.25.  ^ 

The  conditions  connected  with  this  movement  from  Dongola  to 
Chicago  are  identical  with  those  connected  with  the  movement  from 
Metropolis  to  Chicago,  set  forth  in  the  first  amendment  For  the 
reasons  therein  stated,  this  movement  was  intrastate  and  is  therefore 
not  within  our  jurisdiction.  Considering  the  interstate  movement 
frcwn  Chicago  to  Paw  Paw  via  the  Pere  Marquette  and  Kalamazoo, 
Lake  Shore  &  Chicago,  both  of  which  were  properly  joined  as  defend- 
ants in  this  complaint,  we  are  unable  to  verify  the  rate  of  9  cents 
charged.  The  rate  of  10  cents  claimed  is  the  fifth  class  rate,  to  obtain 
which,  according  to  Official  Classification,  the  baskets  should  be 
^  knocked  down  flat  in  bundles."  The  bill  of  lading  shows  that  these 
baskets  were  nested,  ^^  handles  and  covers  in  bundles  separate.''  There 
is  a  third  class  rate  of  19|  cents  on  ^'  baskets — stave,  splint,  rattan,  or 
willow,  covers  and  handles  taken  off  and  packed  separately,  baskets 
nested  in  bundles."  There  is  nothing  in  the  record  to  show  tlie  mate- 
rial out  of  which  these  baskets  were  manufactured.  However,  at 
eitlier  the  fifth  class  rate  of  10  cents  or  the  third  class  rate  of  19^ 
cents,  the  charges  would  have  been  greater  than  those  actually  col- 
lected on  basis  of  9  cents.  This  amendment  will  therefore  be  dis- 
missed and  an  order  issued  accordingly. 
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No.  2569. 
S.  SHOECRAFT  &  SON  COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


Submitted  Jidyt,  1909,    Decided  November  7, 1910. 


Following  BKnn  Lumber  Co.  v.  Southern  Pacific  Co,,  18    I.  G.  0.  Rep.,  4a0,  ( 

eration  of  this  claim  is  barred  by  the  statute  of  limitatioDS,  and  complaint  is 
dismissed. 

L.  M.  Shoecraft  for  complainant. 
Blewett  Lee  for  Illinois  Central  Railroad  Company. 
William  EUia  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Com- 
pany. 

Report  of  the  Cohmissiok. 

Pboutt,  Commissioner: 

Between  February  21  and  March  12,  1907,  complainant  made  fire 
shipments  of  cement  from  La  Salle,  HI.,  to  Clinton,  Iowa,  and  Ca- 
manche,  Iowa,  the  total  weight  of  which  amounted  to  350,740  pounds, 
and  the  defendants  charged  and  collected  upon  the  same  the  sum  of 
S275.61,  which  charges  were  based  upon  a  rate  of  7.83  cents  per  100 
pounds.  There  seems  to  be  a  straight  overcharge  of  98  cents. 
Reparation  is  asked,  and  the  case  is  submitted  upon  the  pleadings. 

It  appears  that  at  the  time  of  the  delivery,  extending  from  Feb- 
ruary  26  to  March  18,  1907,  the  carriers  only  exacted  charges 
based  upon  a  rate  of  6.24  cents  per  100  poimds;  that  some  two  yean 
after  this,  namely,  April  17,  1909,  additional  charges  were  collected 
on  the  basis  of  7.83  cents,  which  was,  in  fact,  the  lawful  published 
rate  in  e£Pect  at  the  time  the  shipments  moved.  This  petition  was 
filed  June  9,  1909. 

Following  BKnn  Lumber  Co.  v.  Southern  Pae^  Co.,  18  I.  C.  CL 
Rep.,  430,  we  hold  that  this  claim  is  barred  by  the  statute  of  limita- 
tions. In  the  Blinn  ease  the  Commission  decided  that  the  statute 
began  to  run  from  the  time  when  it  became  the  duty  of  the  carrier 
to  collect  its  lawfully  published  rate,  and  the  fact  that  additional 
charges  might  later  be  collected  would  not  prevent  the  running  of  the 
statute  from  the  time  when  pajrment  should  have  been  required. 

The  complaint  will  be  dismissed. 
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No.  2976, 
WEBSTER  GROCER  COMPANY 

V. 

CmCAQO  &  NORTH  WESTERN  RAILWAY  COMPANY  ET  AL. 


Submkud  Jufu  t9, 1910.    Decided  November?,  1910. 


Joint  rate  in  excen  of  minw  of  separately  establiahed  rates.    Combinations  dete^ 
mined  and  reparation  awarded. 

0.  M.  Stephen  for  complainant. 

8.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 
WUtiam  Ellis  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. 
F.  H.  Wood  for  Chicago  &  Eastern  Illinois  Railroad  Company. 

Rbpobt  of  ths  Commission. 

CocKBELL,  Commiseianer: 

Between  January,  1908,  and  August,  1909,  complainant  shipped 
from  Plymouth,  Wis.,  to  Danville,  111.,  via  the  lines  of  defendants, 
Chicago  &  North  Western  Railway  and  Chicago  &  Eastern  Illinois 
Railroad,  8  less-than-carload  lots  of  cheese,  aggregating  14,249 
Dounds,  upon  which  freight  charges  amounting  to  S63.93  were  col- 
lected. 

Between  March,  1908,  and  September,  1909,  complainant  shipped 
from  Plymouth,  Wis.,  to  Danville,  Bl.,  via  lines  of  defendants,  Chi- 
cago, Milwaukee  &  St.  Paul  Railway  and  Chicago  &  Eastern  Illinois 
Railroad,  27  less-than-carload  lots  of  cheese,  weighing  37,998  pounds, 
upon  which  freight  charges  aggregating  S181.27  were  collected.  On 
all  of  these  shipments  the  charges  were  based  on  joint  class  or  com- 
modity rates,  varying  from  40.1  cents  to  52^  cents  per  100  pounds. 

Complaint  alleges  that  such  charges  were  unreasonable  and  exces- 
sive to  the  extent  that  they  exceeded  charges  based  on  a  combina- 
tion rate  of  31.35  cents  per  100  pounds,  alleged  to  have  been  in  effect 
via  the  Chicago  &  North  Western,  complaint  further  asserting  that 
that  rate  would  have  been  a  just  and  reasonable  rate  via  the  Chi- 
cago, Milwaukee  &  St.  Paul,  all  conditions  via  both  routes  being  the 
same,  except  that  the  haul  is  25  miles  less  via  the  latter.  Repara- 
tion in  the  sum  of  S19.26  is  asked  on  shipments  moving  via  the  Chi- 
cago &  North  Western,  and  in  the  sum  of  S62.15  on  shipments  via 
the  Chicago,  Milwaukee  &  St  PaoL 
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Defendants  admit  the  movement  of  shipments  as  all^^ed,  but  danj 
that  the  charges  assessed  were  unreasonable  or  excessive. 

The  complaint  was  first  filed  with  this  Commission  on  November 
18,  1909,  and  asked  for  reparation  to  basis  of  combination  rate  of 
37^  cents,  made  up  of  12  cents  to  Milwaukee  and  25^  cents  from 
Milwaukee  to  Danville.  Later,  complaint  was  amended  asking  for 
reparation  to  basis  of  the  31.35  combination,  made  up  of  5.85  oenta 
to  Sheboygan,  Wis.,  and  25.5  from  Sheboygan  to  Danville. 

We  find  that  up  to  April  6,  1909,  a  through  class  rate  of  52^  cents 
was  applicable  via  either  the  Chicago,  Milwaukee  &  St.  Paul  or  the 
Chicago  &  North  Western.  At  the  same  time  there  was  also  effective 
a  combination  amounting  to  40.1  cents,  made  up  of  15  cents  to 
Milwaukee  and  25.1  cents,  Milwaukee  to  DanviUe.  This  combina- 
tion was  applicable  via  both  the  Chicago,  Milwaukee  &  St.  Paul  and 
the  Chicago  &  North  Western,  and,  effective  April  6,  1909,  was  pub- 
lished as  a  through  rate.  That  complainant  is  entitled  to  reparation 
at  least  to  basis  of  the  40.1 -cent  combination  is  clear,  but  as  claim  m 
predicated  on  the  31.35-cent  combination,  it  will  be  well  to  review 
the  rate  situation  between  the  points  involved  so  far  as  relates  to 
possible  combinations. 

The  combination  of  37^  cents  originally  contended  for  was  based 
on  rate  of  12  cents  to  Milwaukee  and  25^  cents  beyond,  via  either  the 
Chicago,  Milwaukee  &  St.  Paul  or  the  Chicago  &  North  Western. 
However,  the  12-cent  factor  of  this  combination,  while  published  bj 
defendants,  applied  only  as  a  proportional  rate  on  shipments  destined 
to  points  east  of  the  Illinois-Indiana  state  line.  Danville  is  not  so 
located,  and  the  12-cent  rate  could  not  be  applied  on  shipments 
destined  to  that  point.  Furthermore,  the  25i-cent  factor  was  not 
applicable  to  Danville,  because,  while  applying  to  Terre  Haute  and 
Cayuga,  Ind.,  there  was  no  provision  in  the  tariff  that  Danville 
would  take  the  Terre  Haute  or  Cayuga  rate,  although  it  is  inter- 
mediate to  those  points. 

The  combination  of  31.35  is  based  on  rate  of  5.85  cents,  Plymouth 
to  Sheboygan  and  25.5  cents  Shoboygan  to  Danville.  The  rate  of 
5.85  cents  is  a  distance  rate  published  in  tariff  of  defendant  Qiicago 
&  North  Western,  and  applied  on  cheese,  any  quantity,  far  eancen- 
traiion  between  stations  on  the  Chicago  &  North  Western  Railway  in 
the  state  of  Wisconsin,  to  be  reshipped  via  that  road.  In  the  absence 
of  concentration,  therefore,  this  rate  can  not  be  used  in  constructing 
a  combination  on  Sheboygan.  The  only  rate  between  Plymouth  and 
Sheboygan  then  in  effect  was  a  class  rate  of  12  cents,  and  this  is  the 
rate  that  would  have  to  be  used.  The  25i-cent  rate  from  Sheboygan 
to  DanviUe  applied  without  condition,  and,  therefore,  made  the  com* 
bination  then  effective  37}  cents.  AU  of  the  shipments  via  the 
Chicago  &  North  Western  passed  through  Sheboygan,  but  that  poini 
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is  located  only  on  the  rails  of  the  Chicago  &  North  Western  and  is  not 
reached  by  the  Chicago,  Milwaukee  &  St.  Paul.  The  combination 
based  on  Uxat  point  had  no  application  via  the  Chicago,  Milwaukee  & 
St.  Paul,  and  can  be  considered  only  with  reference  to  shipments 
moving  via  the  Chicago  &  North  Western.  ESffective  April  1, 1910 — 
from  seven  to  twenty-seven  months  after  these  shipments  moved — 
defendants  published  a  through  commodity  rate  of  31.35  cents 
between  Plymouth  and  Danville,  applicable  via  either  the  Chicago 
&  North  Western  or  the  Chicago,  Ik^waukee  &  St.  PauL 

On  the  shipments  via  either  route  the  complainant  is  entitled  to 
reparation  based  on  the  combination  then  in  effect  via  the  route  of 
movement.  Via  the  Chicago  &  North  Western  such  combination 
was  37)  cents,  but  via  the  Chicago,  Milwaukee  &  St.  Paul  the  only 
combination  was  40.1  cents.  The  complaint  is  brought  upon  purely 
technical  grounds,  L  e.,  that  the  through  rate  exceeded  the  combina- 
tion of  locals.  We  can  not  apply  to  shipments  moving  via  the 
Chicago,  Milwaukee  &  St.  Paul  the  combination  effective  only  via 
the  C^cago  &  North  Western.  While  in  its  petition  complainant 
alleged  that  no  higher  charge  should  have  been  exacted  via  the  Chi- 
cago, Milwaukee  &  St.  Paul  than  via  the  Chicago  &  North  Western, 
this  contention  was  denied  by  the  defendants,  and  no  evidence  was 
offered  by  complainant  to  prove  that  the  conditions  via  both  routes 
wore  andogous.  The  reasonableness  of  the  rates  was  not  in  issue 
other  than  on  the  technical  ground  referred  to,  and  the  fact  that  from 
seven  to  twenty-seven  months  after  these  shipments  moved  defend- 
ants published  a  through  commodity  rate  equal  to  the  concentration 
rate  from  Plymouth  to  Sheboygan  and  the  through  rate  from  She- 
boygan to  Danville,  both  of  which  rates  were  effective  only  via  the 
lines  of  the  Chicago  &  North  Western,  is  not,  of  itself,  sufficient 
ground  to  base  a  finding  that  at  the  time  these  shipments  moved  such 
a  charge  would  have  been  reasonable  and  just  via  either  of  the  before- 
mentioned  routes. 

Our  conclusions,  therefore,  are  that  as  to  the  shipments  via  the 
Chicago  &  North  Western  the  joint  rates  charged  were  unreasonable 
and  excessive  in  and  to  the  extent  that  they  exceeded  the  then  avail- 
able combination  via  that  route,  37}  cents,  and  complainant  is 
entitled  to  reparation  in  the  sum  of  S10.50,  with  interest  thereon 
from  April  1,  1909;  that  as  to  the  shipments  via  the  Chicago,  Mil- 
waukee &  St.  Paul  the  joint  rates  charged  were  unreasonable  and 
excessive  in  and  to  the  extent  that  they  exceeded  the  then  available 
combination  via  that  route,  40.1  cents,  and  complainant  is  entitled 
to  reparation  in  the  sum  of  S28.90,  with  interest  thereon  from 
January  1,  1909. 

An  order  in  accordance  with  these  findings  will  be  issued. 
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No.  8400.     (Sub-No.  8.) 
[Investigation  and  Suspension  Docket  No.  15.] 
IN  THE  MATTER  OF  THE  INVESTIGATION  AND  SUSPEN- 
SION OF  CERTAIN  DEMURRAGE  SCHEDULES. 


Decided  November  14, 1910. 


The  CommisBion  reoommeDdB  that  for  six  months  following  December  1, 1910,  the 
free  time  apon  lamber  and  forest  products,  coal,  grain,  and  grain  prodncti  fae 
extended  from  forty-eight  hoars  to  seventy-two  hoois,  provided,  llbweTer,  that 
the  application  of  the  average  role  shall  only  be  allowed  upon  a  forty-eight  boor 
basis.  Before  the  expiration  of  that  period  the  Oomniis8i<m  will  be  able  to 
intelligently  determine  what  commodities,  if  any,  should  be  given  a  longer  fnm 
time  than  the  standard  forty-eight  hours. 

Louts  D.  Brandeis  for  the  shippers. 

Ernest  S.  BaUa/rd  for  Boston  &  Albany  Railroad  Company. 

F.  A.  Kistler  and  Hvgh  A.  Chaplin  for  Bangor  &  Arooetook  Bail- 
road  Company. 

E.  B.  Flinn  for  Springfield  Electric  Railway  Company. 

Charles  J.  Hamblett  for  Boston  &  Maine  Railroad. 

E.  W.  Lavyrence  for  Rutland  Railroad  Company. 

Edward  D.  Bobbins  and  Frank  A.  Famham  for  New  Yoric,  New 
Haven  &  Hartford  Railroad  Company. 

Report  of  thb  Commission. 

Lane,  Commissioner: 

In  November,  1909,  the  National  Convention  of  Railway  Commia- 
sioners  adopted  a  code  of  uniform  demurrage  rules.  This  action  was 
based  upon  extensive  investigation  and  thorough  discussion,  partici- 
pated in  by  railroad  commissions,  commercial  organizations,  repra> 
sentatives  of  railroads,  and  individual  shippers  from  all  parts  of  the 
country.  The  deliberations  of  the  committee  having  the  matter  in 
charge  were  presided  over  by  a  member  of  the  Interstate  Commerce 
Commission,  who  submitted  the  report  recommending  the  adopdoe 
of  the  code. 

This  Conunission  believing  it  to  be  of  first  importance  that  uniform 
demurrage  rules  should  be  observed  throughout  the  United  Stataa, 
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except  in  so  far  as  local  conditions  might  interfere,  recommended  car- 
riers to  apply  this  miiform  code  to  interstate  business,  and  following 
this  recommendation  the  railroads  of  New  England  filed  schedules  with 
this  Commission  making  these  rules  effective  October  1, 1910.  As 
soon  as  these  tariffs  were  filed  the  Commission  began  to  receive  numer- 
ous vigorous  protests  against  the  putting  into  effect  of  these  schedules, 
claiming  that  conditions  in  New  England  differed  from  those  elsewhere, 
and  that  the  establishment  of  these  rules  would  work  much  hardship. 
Desiring  to  proceed  with  great  caution,  we  suspended  the  effective 
date  of  these  tariffs  for  thirty  days  and  assigned  the  matter  for  hearing 
at  Boston  on  October  17  last. 

Two  members  of  the  Commission  attended  that  hearing,  which 
extended  over  two  days.  We  found  an  earnest  and  aggressive  senti- 
ment against  these  new  demurrage  regulations,  begotten,  without 
doubt,  of  an  honest  belief  that  their  operation  would  entail  much 
hardship.  In  the  past  New  England  has  enjoyed  a  demurrage  free 
time  of  ninety-six  hours,  which  is  reduced  by  these  rules  to  forty- 
eight  hours.  The  testimony  before  us  indicated  that  the  average 
shipper  had  not  looked  beyond  this  fact,  and  believed  that  the  only 
effect  of  these  new  rules  was  to  divide  in  half  hb  free  time. 

In  point  of  fact,  this  is  not  true.  The  new  rbles  contain  many  pro- 
visions of  advantage  to  the  shipper  not  found  in  the  schedule  at 
present  in  force.  They  contain,  for  example,  a  bunching  provision, 
relieving  against  hardship  from  the  irregular  delivery  of  cars;  an 
average  provision  by  which  shippers  may  gain,  through  tlie  prompt 
unloading  of  cars,  credits  which  are  applied  against  overtime  in  the 
unloading  of  other  cars;  a  weather  provision  which  is  of  much  im- 
portance in  New  England.  It  is  our  belief  that  the  new  rules,  applied 
in  a  proper  spirit,  will  result  in  less  inconvenience  to  and  in  the  pay- 
ment of  less  demurrage  charges  by  the  shippers  of  New  England  than 
under  the  old  regulations. 

We  abo  found  certain  local  conditions  in  New  England  which  dif- 
fered to  some  extent  from  other  sections  of  the  country,  but  it  b 
uncertain,  from  the  testimony  given,  just  how  far,  if  at  all,  these  con- 
ditions require  a  departure  from  the  rules  elsewhere  in  effect.  We 
feel  that,  in  the  main.  New  England  should  be  able  to  operate  under 
the  same  demurrage  code  which  prevaib  in  other  parts  of  the  United 
States  and  in  the  Dominion  of  Canada;  but  we  desire  to  be  certain  of 
our  ground  before  taking  final  action. 

From  a  consideration  of  the  entire  sitoation  we  think  that  the  first 
necessity  b  the  establishment  of  a  demurrage  officer  in  thb  terntory 
who  will  give  construction  to  these  rules  and  enforce  them  impartially 
and  fairly  as  between  the  shippers  and  the  carriers.  We  have  to  thb 
end  suggested  to  the  carriers  the  name  of  a  man  in  whom  we  have 
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confidence,  to  whom  doubtful  questions  will  be  referred  by  both  cir- 
riers  and  shippers.  This  officer  will  have  access  to  tLe  carrien* 
records  and  will  report  the  working  of  the  rules  to  the  CommisBioiL 

The  effective  date  of  these  schedules  has  been  a  second  time  sus- 
pended until  December  1,  1910.  We  recommend  that  for  six  months 
following  that  date  the  free  time  upon  lumber  and  forest  products, 
coal,  grain,  and  grain  products  be  extended  from  forty-eight  hours  to 
seventy-two  hours,  provided,  however,  that  the  application  of  the 
average  rule  shall  only  be  allowed  upon  a  forty-eight-hoar  basis. 
Before  the  expiration  of  that  period  the  Conmiission  will  be  able  to 
intelligently  determine  what  commodities,  if  any,  should  be  given  a 
longer  free  time  than  the  standard  forty-eight  hours. 

The  shippers  of  New  England  should  understand  that  this  uniform 

demurrage  code  was  only  adopted  after  the  most  careful  oonsideri- 

tion.    The  business  of  a  railroad  is  transportation,  not  storage.    The 

service  of  a  railroad  can  not  be  efficient  unless  its  cars  are  prompllj 

released.     If  a  car  is  detained  by  a  particular  shipper  for  a  longer 

period  than  is  necessary  for  loading  or  unloading,  the  efficiency  of  the 

railroad  is  to  that  extent  diminished,  and  every  other  shipper  is  to  the 

same  extent  prejudiced.     We  urge  that  shippers  cooperate  in  giving  a 

fair  and  intelligent  trial  to  these  regulations.     If  it  turns  out  that 

under  the  peculiar  conditions  of  New  England  their  application  results 

in  undue  hardship,  the  rules  themselves  will  be  modified;  the  present 

recommendations  are  understood,  however,  to  be  purely  tentative, 

awaiting  fuller  and  more  precise  information  upon  the  New  England 

situation. 
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No.  8124. 
T.  A.  RICKEL 

ATCHISON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY. 


Bulmined  June  28,  1910.    Decided  October  10, 1910. 


Without  considering  the  qnestlon  of  the  legality  of  the  nse  by  Interstate  carriers 
of  so-called  exchange  scrip  books,  the  Commission  holds  that  because  of  the 
defects  of  the  tariff  under  which  such  books  were  sold  by  the  defendant  the 
provision  therein  limiting  the  right  of  the  purchaser  to  demand  redemption 
of  unused  coupons  to  a  period  of  eighteen  months  was  not  valid.  Repara- 
tion awarded  the  complainant  for  his  unused  coupons,  although  presented 
for  redemption  after  the  said  period  had  expired. 

O.  M.  Stephen  for  complainant. 
/•  L.  Coleman  for  defendant 

Report  of  the  Commission. 

Hablan,  Commieeioner: 

On  December  8, 1907,  the  complainant  paid  the  sum  of  $40  to  the 
defendant  for  what  is  known  as  an  exchange  scrip  book.  Instead 
of  entitling  the  holder  to  a  mile  of  transportation  the  several 
coapons  in  the  book  represent  a  value  of  5  cents  in  the  purchase  of 
any  passenger  ticket  that  may  be  required  for  traveling  over  the 
lines  of  the  defendant  and  numerous  other  lines  in  the  New  Mexico- 
Arizona-Texas  territory.  In  exchange  for  any  such  ticket  the  regu- 
lar legal  fare  is  collected  by  the  carrier,  not  in  money  but  by  de- 
taching from  the  scrip  book  enough  coupons  to  make,  at  tbeir 
&ce  value,  the  amount  of  the  regularly  published  fare.  When  all 
the  coupons  in  the  book  have  thus  been  exhausted  and  the  cover  is 
returned  to  the  joint  scrip  bureau  organized  for  this  purpose  by 
the  carriers  in  question,  the  original  purchaser,  according  to  the 
contract  appearing  on  the  book  as  well  as  in  the  tariff  under  which 
it  is  sold,  is  entitled  to  a  cash  refund  amounting  to  the  difference 
between  tiie  price  paid  for  the  book  and  the  tranj^K>rtati(m  actually 

19LaaBep. 


Digitized  by 


Google 


600  INTEB8TATB  COMMEBOB  OOMBilSSION  BBP0BI8. 

had  by  the  purchaser,  computed  not  on  the  basb  of  the  publidied 
legal  fares  but  on  the  basis  of  certain  '^  net  fares  ^  provided  in  the 
tariff  and  which  are  less  than  the  regular  published  fares  for  the 
same  transportation.  There  is  also  some  provision  in  the  coatract 
and  in  the  tariff  for  the  redemption  of  any  unused  coupons.  It  b 
our  understanding  however  that  a  redemption  of  unused  coupoiis 
is  adjusted  on  the  basis  of  the  published  legal  fares  for  the  trmns- 
portation  actually  had  by  the  purchaser,  and  not  on  the  basis  of  the 
so-called  net  fares  for  such  transportation. 

The  complainant  having  purchased  such  a  scrip  book,  used  it 
to  secure  a  certain  ticket  or  tickets,  the  value  of  which  at  the  pub- 
lished fares,  as  is  agreed  upon  the  record,  was  $7.95.  Through 
an  inadvertence  the  book  was  afterwards  mislaid.  When  found  some 
time  later  the  complainant  presented  it  to  the  defendant  and  de- 
manded that  the  unused  coupons  remaining  in  it  be  redeemed  on  the 
basis  of  the  regular  published  fares  for  the  transportation  actually 
had  by  him.  The  refund  was  refused  on  the  ground  that  the  tarifis 
required  the  presentation  of  covers  for  a  refund,  or  coupons  for 
redemption,  within  eighteen  months  after  the  date  of  sale  and  not 
later. 

The  so-called  tariff  under  which  the  scrip  book  was  scAd  was 
wholly  irregular  and  not  in  omf  ormity  with  requirements  of  the  act 
with  respect  to  the  publication  and  filing  of  rates  and  fares.  It  wiU 
not  be  necessary  to  describe  its  defects  in  detail.  It  will  suffice  to  say 
that  although  on  its  face  purporting  to  become  effective  on  Mardi  1, 
1906,  the  schedule  or  pamphlet  explanatory  of  the  scrip  bo<^  and 
the  basis  of  their  sale  was  not  filed  with  the  CcHnmission  untO 
December  26  of  that  year.  It  bears  no  I.  C.  C.  number  and  is  vague, 
uncertain,  and  indefinite  in  its  terms.  The  circular  fails  also  to  make 
any  reference  to  another  pamphlet  filed  with  the  Oxnmission  on  the 
same  date,  and  even  more  indefinite  in  form,  in  which  appear  the 
rules  purporting  to  govern  the  use  and  redemption  of  such  books^ 
including  the  eighteen-month  rule  upon  which  the  defendant  bases 
its  refusal  to  redeem  the  unused  coupons  in  the  oomplainant^s  book. 

There  may  be  some  question  as  to  the  legal  propriety  of  the  use 
by  carriers  of  books  which  do  not  seem  to  involve  the  nde  of  trans- 
portation, but  the  sale  of  a  medium  for  the  subsequent  pnrdkase 
of  transportation  at  a  discount  from  the  regularly  publidied  rates. 
Having  received  money  for  transportation  that  was  not  furnished 
to  the  complainant  either  in  the  form  of  tickets  or  in  the  form  of 
actual  service,  there  may  be  scMne  question  also  as  to  the  right  of  the 
defendant  to  set  up  a  period  of  limitation  within  whidi  the  par- 
chaser  of  such  books  must  demand  the  return  of  the  money  fat  which 
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a  service  has  not  been  actually  rendered.  But  these  questions  were 
not  argued  in  this  proceeding,  and  we  do  not  now  enter  upon  their 
consideration.  Confining  the  ruling  to  the  special  facts  of  the  case 
and  to  the  defects  in  the  tariff  purporting  to  set  up  the  period  of 
limitation,  we  find  that  the  defendant  has  in  its  possession  funds  to 
the  amount  of  $82.05  in  excess  of  any  transportation  that  has  been 
furnished  to  the  complainant  at  the  regular  published  legal  fares, 
and  this  amount  we  find  that  the  complainant  is  entitled  to  recover 
of  the  defendant  with  interest  from  October  1, 1909. 

An  order  will  be  entered  in  accordance  with  these  conclusions. 
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No.  825L 
ORANGE  GROCERY  COMPANY 

V. 

MORGAN'S  LOUISIANA  &  TEXAS  RAILROAD  A  STEAM. 
SHIP  COMPANY  ET  AL. 


BuhmUted  AprU  29,  1910.    Decided  November  7,  191(L 


Rate  of  65  cents  per  100  pounds  collected  on  mixed  carload  of  groceries 

Orange,  Tex.,  to  Eunice,  La.,  a  distance  of  106  miles,  not  found  unreasonable; 
and  reparation  denied. 

F.  W.  Huatmyre  for  complainant 

Baker ^  BotU^  Parker  dk  Oarwood  for  defendants. 

Repobt  of  the  Commission. 

Proutt,  (Commissioner: 

Complainant  shipped  cm  April  7,  1908,  from  Orange,  Tex^  to 
Eunice,  La.,  via  the  lines  of  defendants  a  carload  of  mixed  groctticB 
weighing  38,875  pounds.  On  this  shipment  ihey  were  quoted  and 
paid  a  rate  of  10  cents  per  100  pounds,  aggregating  $38.88,  but  were 
subsequently  advised  by  defendants  that  tlie  rate  quoted  was  in  error 
and  that  the  rate  of  10  cents  did  not  become  effective  until  April  14, 
1908,  and  that  therefore  the  legal  rate  applicable  to  this  shipment  was 
65  cents  per  100  pounds.  Accordingly,  thereafter,  to  wit,  on  April 
1, 1910,  complainant  paid  to  defendants  the  sum  of  $174.94,  alleged 
to  be  due  as  the  differaice  between  the  rate  of  10  cents  quoted  and 
paid  and  the  rate  of  55  cents  lawfully  in  effect  at  date  of  shipment. 
It  is  this  amount  which  complainant  now  seeks  to  recover. 

By  their  joint  answer  defendants  admit  the  allegations  of  the  com- 
plaint and  join  with  complainants  in  a  stipulati<m  to  submit  the 
case  for  determination  upon  the  pleadings  and  request  authority  to 
make  refund  in  the  amount  claimed. 

The  rate  of  10  cents  per  100  pounds  became  effective  April  14, 
1908,  and  expired  June  3, 1908.  The  previous  rate  had  been  55  cents. 
The  present  rate  by  one  line  is  apparently  55  cents  and  by  the  other 
line  70  cents.  The  distance  is  105  miles.  It  is  apparent  that  the  rate 
of  10  cents  was  abnormal  and  was  made  for  some  q>ecial  purpose. 
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We  can  not  find  upon  the  record  that  a  rate  of  10  cents  was  at  that 
time  or  is  now  a  just  and  reasonable  rate  to  be  charged  for  this  sery- 
ice.  This  Commission  can  not  award  reparation  unless  it  is  prepared 
to  find  that  the  rate  upon  the  basis  of  which  reparation  is  given  was 
a  just  and  reasonable  rate  to  be  applied  at  the  time  the  shipment 
moved.  To  award  this  reparation  in  favor  of  this  complainant  might 
amount  to  a  gross  discrimination  in  its  favor  against  other  shippers. 
We  must  therefore,  upon  this  record  as  it  stands,  decline  to  award 
the  reparation  and  dismiss  the  complaint. 


No.  2788. 
SOLOMON  BALLTN 

V. 

SOUTHERN  PACIFIC  COMPANY. 


BubmUted  Ociohtr  4,  1910.    Decided  November  7,  1910. 


The  record  barein  faUs  to  discloee  tbe  alleged  andae  dlscriminatloiL    CJomplaint 

dismissed. 

No  appearance  for  complainant 

F.  O.  DiUard  and  F.  L.  WiUiams  for  Southern  Pacific  Company. 

Report  of  the  Commi8sion. 

Proutt,  Commissioner: 

Elko  is  a  station  upon  the  line  of  the  Southern  Pacific  from  Ogden 
to  San  Francisco,  situated  east  of  Reno,  Nev.  Complainant  desired 
to  go  from  Elko  to  San  Francisco  and  return,  and  applied  to  the 
station  agent  at  Elko  for  a  round-trip  ticket  Tlie  agent  had  no  such 
ticket,  and  so  informed  the  complainant ;  but  he  further  stated  to  the 
o(»nplainant  that  there  was  in  effect  from  Reno  to  San  Francisco  a 
round-trip  rate,  and  suggested  to  the  ccnnplainant  that  he  should  buy 
a  round-trip  ticket  from  Elko  to  Reno  and  there  purchase  a  round- 
trip  ticket  from  Reno  to  San  Francisco.    The  complainant   at- 
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tempted  to  carry  out  the  suggestion  of  the  ticket  agent  and  pur- 
chased a  ticket  from  Elko  to  Beno  and  return,  but  the  train  upon 
which  he  was  riding  did  not  stop  IcHig  enough  at  Reno  to  permit  him 
to  purchase  a  round-trip  ticket,  and  he  was  compelled  to  pay  his  fare 
to  San  Francisco  and  purchase  tickets  from  San  Francisco  back  to 
Keno.  He  brings  this  complaint  to  recover  of  the  Southern  Pacific 
Company  the  difference  between  the  amount  paid  by  him  and  the 
amount  which  he  would  have  been  compelled  to  pay  had  he  hem  able 
to  purchase  a  round-trip  ticket  from  Reno  to  San  Francisca 

The  Southern  Pacific  had  in  effect  from  Elko  to  San  Francisco  no 
round-trip  rate,  and  the  complainant  was  not  therefore  entitled  to 
a  round-trip  ticket  from  that  point  to  San  Francisco  and  retom. 
The  only  way  in  which  he  could  obtain  passage  from  Elko  to  San 
Francisco  and  back  was  by  paying  the  one-way  fare  to  San  Fran- 
cisco and  the  one-way  fare  from  San  Francisco,  and  the  ticket  agent 
of  the  Southern  Pacific  at  Elko  had  no  authority  to  bind  the  com- 
pany by  any  suggestion  of  the  sort  which  he  made. 

Tlie  complaint  further  alleges  that  round-trip  rates  ought  to  be 
established  from  Elko  to  San  Francisco  and  other  California  points, 
and  prays  that  such  rates  be  established  by  the  Commission. 

The  complainant  did  not  appear  and  was  not  represented  upon 
the  hearing.  Whil^  it  is  possible  that  the  Southern  Pacific  by  main- 
taining a  permanent  round-trip  fare  from  Reno  and  dedining  to 
maintain  a  corresponding  rate  from  Elko  might  unduly  discriminate 
against  the  latter  locality,  there  is  nothing  upon  this  record  as  pre- 
sented which  shows  such  discrimination  in  the  present  case,  and  we 
have  not  felt  called  upon  to  further  investigate  this  matter  of  our 
own  motion. 

The  complaint  will  therefore  be  dismissed. 
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the  contention  that  its  shipments  have  been  proven  to  be  purely  soda 
ash  without  the  admixture  of  any  other  ingredient,  and  that  the 
restoration  of  previous  rating  is  therefore  warranted.  In  brief  and 
argument  it  contends  that  this  article  has  been  found  unsuitable  for 
household  purposes,  and  therefore  does  not  compete  with  soap,  soap 
powders,  and  other  ordinary  cleansing  compounds.  Among  the 
exhibits  are  labels  and  circulars  containing  directions  for  and  ad- 
vertising the  use  of  the  commodity  in  question  for  washing  dishes, 
cleaning  clothes,  blankets,  carpets,  and  rugs,  polishing  glassware, 
scrubbing  painted  and  unpainted  surfaces,  etc.,  but  these  are  stated 
to  have  been  put  out  in  an  unsuccessful  effort  to  introduce  the  com- 
modity  for  household  use. 

In  framing  classifications  and  rates,  no  one  consideration  is  con- 
trolling. Bulk,  value,  liability  to  waste  or  injury  in  transit,  weight, 
form  in  which  tendered,  etc.,  must  be  taken  into  consideration. 
Significant  among  such  considerations  in  this  case  is  the  value  of  the 
commodity  as  shipped.  It  is  in  evidence  that  commercial  soda  ash, 
the  rating  of  whidi  is  sought  for  Wyandotte  Cleaner  &  Cleanser,  sells 
for  from  85  cents  to  $1.20  per  100  pounds  at  the  works,  while  Wyan- 
dotte Cleaner  &  Cleanser  sells  at  the  works  for  about  $2.25  per  100 
pounds. 

Prior  to  filing  formal  petition  ccxnplainant's  attomqr  informally 
addressed  the  Commission,  challenging  the  advanced  rating  fixed  by 
defendants,  and  requesting  expression  of  views  relative  thereto. 
The  Commission  expressed  in  effect  the  opinion  that  if  Wyandotte 
Cleaner  &  Cleanser  were  to  be  transported  as  ^^soda  ash,''  and  at 
the  soda  ash  rates,  the  shipments  should  be  so  designated  in  billing 
and  in  marking,  or  at  least  that  this  designation  should  be  included 
as  well  as  the  trade  name.  To  this  counsel  replied  that  while  willing 
to  insert  in  the  bills  of  lading  ^soda  ash  (trade  name  Wyandotte 
Cleaner  &  Cleanser),"  complainant  demurred  to  the  proposition  to 
show  such  designation  on  the  packages.  It  was  stated  that  com- 
plainant discovered  the  uses  to  which  a  uniform  quality  of  soda  ash 
of  low  alkali  test  could  be  put;  that,  in  fact,  complainant  practically 
standardized  this  particular  grade  of  soda  ash  and  built  up  its  busi- 
ness therein  under  the  name  of  Wyandotte  Cleaner  &  Cleanser,  and 
that  to  label  its  shipments  as  suggested  by  the  Commission  would 
ruin  complainant's  business  as  inevitably  as  would  the  exaction  of 
higher  freight  rates.  The  Conmiission,  however,  adhered  to  its 
expressed  view  that  these  considerations  could  not  justify  according 
this  commodity  the  benefits  of  a  low  rating  as  soda  ash  unless  the 
shipments  were  in  fact  soda  ash  and  were  shipped  and  designated 
as  such. 

Nothing  in  the  record  now  persuades  us  that  that  view  was  errone- 
ous or  that  it  should  be  changed.    Complainant  argues  that  if  the 
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shipments  are  in  fact  soda  ash  and  are  accorded  the  rates  applicable 
to  soda  ash  no  misrepresentation  or  misbilling  is  present  if  they  are 
billed  and  sold  as  Wyandotte  Cleaner  &  Cleanser.  We  can  not  accept 
that  view.  We  think  that  if  a  simple  commodity  is  given  a  trade 
name  which  does  not  disclose  its  real  nature  and  is  shipped  and  sold 
in  competition  with  other  compounds  intended  for  and  put  to  the 
same  uses,  it  should  be  rated  the  same  as  those  other  compounds,  and 
that  in  order  to  be  entitled  to  the  lower  rating  it  should  be  shipped 
openly  as  the  simple  commodity  which  it  in  fact  is. 

If  the  theory  here  contended  for  by  complainant  were  to  prevail 
the  door  would  be  opened  for  unjust  discrimination  and  undue  preju- 
dice. The  Commission  has  held  that  incorrect  dating  of  bills  of 
lading  by  a  carrier  was  unlawful  because  it  was  used  by  the  shipper 
as  a  fraud  upon  the  consignee.  The  commodity  transported  was  just 
what  the  bill  of  lading  represented,  but  the  price  of  sale  was  affected 
by  misdating  the  bill  of  lading.  It  was  a  species  of  misbilling  or  mis- 
representation that  was  repugnant  to  the  spirit  and  purpose  of  the  act 

This  case  is  strongly  analogous  to  Andrews  Soap  Co.  v.  P.  C. 
O.  <&  St.  L.  Ry.^  4  I.  C.  C.  Rep.,  41.    There  it  was  stated : 

In  this  case,  if  the  soap  of  the  complainant,  which  is  r^nres&ited  as  a  toOet 
soap,  is  in  fact  of  no  greater  valne  or  cost  of  production  than  the  oommoo 
soap  with  which  it  comes  in  competition,  the  discrimination  complained  of  in 
respect  to  the  classification  and  rate  conld  readily  be  obviated  by  pnttinc  it 
on  the  market  and  having  it  transported  as  a  common  or  laundry  soap.  But 
in  answer  to  this  suggestion  it  was  said  on  the  hearing  that  the  trade  name 
of  the  complainant's  soap  is  essential  to  the  selling  of  the  product,  that  it  most 
be  sold  as  a  toilet  soap,  and  that  the  complainant  can  not  aflTord,  by  extenslre 
advertising  to  create  the  demand  for  it  that  is  necessary  to  make  its  manafac> 
tnre  profitable,  except  as  a  toilet  soap. 

And: 

A  manufacturer's  description  of  an  article  to  induce  Its  purchase  by  tXkS 
public  also  describes  it  for  transportation,  and  carriers  may  accept  his  descrip- 
tion for  purposes  of  classification  and  rates.  Carriers  are  not  required  to 
analyze  freight  to  ascertain  whether  it  is  in  fact  inferior  to  the  descriptloii  or 
public  representations  under  which  it  is  sold,  in  order  to  give  it  a  lower  rate 
corresponding  to  its  actual  value. 

In  the  argument  defendants'  counsel  asserted  that  even  if  this 
commodity  were  in  fact  simple  soda  ash,  and  so  marked  and  desig- 
nated when  tendered  for  shipment,  the  defendants  could  properly 
assess  the  fifUi  class  rates  upon  such  shipments  if  they  were  intended 
and  used  for  cleaning  and  cleansing  purposes.  To  this  suggestioD 
we  can  not  assent  We  adhere  to  the  view  that  the  carrier  may  not 
assess  its  charges  upon  the  basis  of  the  use  to  which  the  commodity 
transported  is  put  Defendants  may  not  say  that  they  will  transport 
soda  ash  at  a  certain  rate,  but  that  if  it  is  used  for  a  certain  purpose 
it  shall  bear  a  higher  rate  or  enjoy  a  lower  rate.    Complainant  may 
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not -demand  or  be  aooorded  the  soda-ash  rate  except  upon  shipments 
of  soda  ash  designated  as  such  when  tendered  for  shipment,  and  so 
marked  if  marked  at  all.  We  see  no  objection  to  adding  the  trade 
name  to  the  description  of  the  commodity  in  marking  packages  ten- 
dered for  shipment.  For  example:  "Soda  ash  (trade  name  Wyan- 
dotte Cleaner  &  Cleanser)"  ot  "  Wyandotte  soda  ash,"  and  we  see  no 
reason  for  increasing  the  transportation  charges  because  of  such 
marking. 

It  appears  that  the  Wyandotte  Cleaner  &  Cleanser  is  used  princi- 
pally where  soap  preparations  are  not  desirable;  for  example,  in 
cleaning  milk  cans;  but  it  competes  as  far  as  it  is  able  to  compete 
with  cleaning  and  cleansing  powders  and  ^reparations  in  general, 
as  is  shown  by  its  name  and  the  statements  made  in  advertising  it. 
Complainant  states  that  the  Wyandotte  Cleaner  &  Cleanser  competes 
with  soda  ash  and  other  alkaline  preparations  which  take  soda-ash 
rates,  and  refers  especially  to  Soda  Crystals  and  to  Snow  Flake 
Crystals  of  Soda,  which  are  stated  to  be  soda  in  another  form,  and 
to  be  accorded  soda-ash  rates.  It  appears,  however,  that  this  com- 
modity is  provided  for  in  tariffs  in  a  group  of  articles  taking  certain 
rates,  among  which  are  "Soda  Ash,"  "Caustic  Soda,"  "Crystal 
Soda,"  etc,  and  that  when  tendered  for  shipment  it  is  represented 
to  be  and  is  labeled  "  Soda  Crystals  "  or  "  Snow  Flake  Crystals  of 
Soda." 

The  duty  rests  upon  the  carrier  to  clearly  and  definitely  state  its 
rates  and  charges  in  its  tariffs,  and  it  is  prohibited  from  accepting 
either  more  or  less  or  different  compensation  for  transportation  than 
that  so  stated.  The  duty  rests  upon  the  shipper  to  clearly  state  and 
truly  represent  the  character  of  his  shipment,  and  he  is  entitled  to  no 
rate  except  that  shown  in  the  carrier's  schedule  for  the  transporta- 
tion of  the  commodity  as  tendered  for  shipment 

Assimiing  that  the  views  herein  expressed  will  be  accepted  and 
applied  we  shall  not  now  enter  any  order,  but  shall  hold  the  case  for 
such  further  proceedings  and  order,  if  any,  as  may  be  found  to  be 
necessary. 

19  L  c  a  Rep. 
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No.  2595. 
J.  W.  JOHNSON  COMPANY 

V. 

CLYDE  STEAMSHIP  COMPANY  ET  AL. 


Bubmitted  June  29,  1910.    Decided  November  7,  1910, 


Beparation  awarded  on  various  less-tban-carload  shipments  of  cotton-ahoddj 
lining  from  Pliiladelphla,  Pa.,  to  Chicago.  IlL 

G.  M.  Stephen  for  complainant. 

Sidney  F,  Andrews  for  Cincinnati,  New  Orleans  &  Texas  Pacific 
Bailroad  Company  and  Southern  Railway  Company. 
Claudian  B.  Northrop  for  Southern  Bfdlway  Company. 
H.  E.  Maynard  for  Clyde  Steamship  Company. 

Report  of  the  Commission. 

Lane,  Oom/nUssioner: 

Between  the  15th  day  of  January  and  the  28th  day  of  March,  1907, 
the  complainant  shipped  51  bales  of  cotton-shoddy  lining  weighing 
22,669  pounds  over  the  lines  of  the  defendants  from  Philadelphia, 
Pa.,  to  Chicago,  HI.,  upon  which  there  was  charged  and  collected  the 
amount  of  $138.92,  which  was  supposed  to  be  based  upon  a  rate  of  61 
cents  per  100  pounds,  though  there  seems  to  have  been  an  error  in 
extension,  as  only  $138.29  should  have  been  collected.  The  com- 
plainant claims  that  a  just  and  reasonable  charge  for  the  transporta- 
tion involved  should  have  been  45  cents  per  100  pounds,  and  asks 
reparation  in  the  amount  of  $36.91.  The  61-cent  rate  charged  was 
applicable  to  dry  goods  in  bales  or  boxes  (any  quantity)  and  the 
45-cent  rate  claimed  was  applicable  to  cotton  piece  goods  (any 
quantity),  though  since  the  movement  it  has  been  applied  to  the 
commodity  in  question.  The  question  involved  is  one  of  classifica- 
tion, the  complainant  asserting  that  the  cotton-shoddy  lining  should 
have  taken,  as  it  now  does,  the  rate  applied  to  cotton  piece  goods. 
Cotton-shoddy  lining  is  used  for  the  lining  of  horse  blankets  and  is 
made  of  cotton  of  a  very  low  grade,  including  sweepings  and  linters. 
One  of  the  defendants  admits  that  the  traffic  in  question  should  have 
taken  a  45-cent  rate.  Reparation  is  awarded  in  the  amount  claimed, 
with  interest  thereon  from  March  21,  1907.  The  matter  was  pr^ 
sented  informally  to  the  Commission  on  November  19, 1908. 

An  order  will  be  drawn  in  conformity  with  this  finding. 

l9i.ac.Uep. 
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No.  2884. 
PONCHATOULA  FAKMERS'  ASSOCIATION,  LIMITED, 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY. 


Butmitted  Map  7, 1910.    Decided  November  14, 1910. 


L  Defendant* B  rule  tnthorliing  carload  ratea  on  mixed  carloads  and  providing 
that  any  deficit  in  minimam  shall  be  made  up  by  adding  to  the  weight  of 
the  highest  rated  article,  found  onreasonable  and  ordered  amended  to 
provide  that  d^dt  in  weight  shall  be  made  by  adding  to  the  weight  of 
the  heaviest  loaded  article. 

2.  Minimum  weight  of  18,000  pounds  on  strawi>errie0  from  Ponchatoula,  Iju,  to 
Chicago,  I\U  unreasonable  in  so  ftir  as  it  exceeds  17,000  pounds. 

8.  Carload  rate  of  58i  cents  per  100  pounds  on  lettuce  from  Ponchatoula,  La., 
to  Chicago,  HL,  unreasonable  in  so  far  as  it  exceeds  66  cents. 

4.  Defendant's  '*  owner's-risk  **  rule  was  vague  and  misleading  and  warranted 
complainant's  objection.  Rule  aa  corrected,  effective  June  0,  1910,  ap- 
pears to  remove  cause  of  complaint 

6.  liany  other  matters  complained  of  are  either  beyond  the  Commission's  juris- 
diction or  are  not  presented  on  any  basis  that  would  authorise  the  Com- 
mission to  grant  relief. 

Edward  O.  Davies  and  WUUam  E.  Hicks  for  ccHnplminant 
Sidney  F.  Andrews  and  R.  Walton  Moore  for  defendant. 

RkPOBT  of  the  COMlOSglON. 

GooKXEL^  Commissioner: 

The  Ponchatoola  Farmers'  Association,  Limited,  of  Pondiatoulm, 
La.,  an  association  of  truck  farmers  chartered  under  the  laws  of 
Louisiana,  brings  this  ccxnplaint  on  behalf  of  its  members,  who  are 
engaged  in  growing  strawberries  and  vegetables  for  the  early  Chicago 
market  One  of  the  functions  of  c<xnplainant  organisation  is  to  com- 
bine small  shipments  so  as  to  obtain  carload  rates.  The  <M^nizati<Hi 
diarges  the  less-than-carload  rates  (m  all  shipments  tendered  it 
whether  by  stockholders  or  non-members,  pays  the  frei^t  tiierecm  at 
carload  rates,  loads  the  cars,  meets  all  expense  in  ccmnecticm  with 
loading,  and  divides  the  saving  thus  made  among  its  active  members 
on  the  basis  of  the  req>ective  shipments  of  eadL   The  shipments  made 
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by  the  association  are  practically  all  c(msigned  to  Edward  G.  Davies, 
QiicagOy  HI.,  and  defendant,  Illinois  Central  Bailroad  Company,  ia 
tbe  only  carrier  participating  in  the  moYMnent,  Ponchatoula  being 
located  on  its  line  about  48  miles  north  of  New  Orleans. 

Some  years  ago  when  the  movement  of  strawberries  and  early 
vegetables  from  Ponchatoula  to  Chicago  was  inaugurated  the  ship- 
ments moved  via  express;  as  the  C(»npetition  of  vegetables  from  other 
sections  increased  and  prices  decreased  the  Ponchatoula  farmers 
resorted  to  the  less-than-carload  freight  service  of  defendant  StiU 
later,  for  various  reasons,  complainant  associaticm  was  organized  and 
began  to  forward  the  produce  at  the  carload  rates.  In  connection 
with  this  traffic  defendant  put  in  effect  certain  rules  not  usually  found 
in  tariffs  dealing  with  the  ordinary  movement  of  freight  These 
rules  as  well  as  certain  practices  of  defendant  have  led  to  confoaoo 
as  to  what  are  the  liabilities  and  duties  of  the  carrier  and  shipp^, 
respectively,  and  were  largely  responsible  for  the  filing  of  this 
complaint 

The  complaint,  as  shown  by  the  whole  record,  is  against  the  rates, 
minima,  and  rules  of  transportation  governing  the  movem^it  of 
produce  from  Ponchatoula  to  Chicago,  certain  practices  of  defendant 
with  respect  thereto,  and  also  embraces  many  matters  which  are  be- 
yond the  jurisdiction  of  this  Commission.  Specific  objection  is  made 
to  defendant's  so-called  ^'  owner's-risk  "  rule  and  the  practice  of  re- 
quiring ^^  shipper's  load  and  count,**  while  complainant  asks  that 
defendant  be  required,  among  other  things,  to  do  the  following: 

To  furnish  a  car  shed  at  Ponchatoula  under  which  products  of 
complainant  can  be  loaded  without  damage  from  the  weather. 

To  furnish  cars  that  are  in  proper  repair  and  in  a  dean,  dry,  and 
suitable  condition  for  carrying  the  class  of  goods  shipped  by  com- 
plainant. 

To  transport  the  products  of  complainant  without  delays,  transfers, 
jolting,  and  rough  coupling,  which  are  &tal  to  the  value  of  tender 
and  perishable  products. 

To  promptly  pay  omiplainant  for  goods  damaged  without  forcing 
complainant  to  wait  indefinitely  and  perhaps  finally  spend  more  for 
the  collection  of  the  claims  by  law  than  the  goods  are  worth. 

To  load,  strip,  and  brace  cars  without  charge,  or  to  compensate 
complainant  f ot  so  doing. 

The  Commission  is  further  requested  to  prescribe  a  dassificatioii, 
grouping  analogous  vegetables,  and  prohibit  defendant  from  apply- 
ing different  rates  on  analogous  vegetables,  and  to  construct  a  tariff 
for  complainant's  traffic  which  will  include  the  rates,  dassifications, 
and  all  instrumentalities  of  transportation  and  all  services  in  oonnee- 
tion  therewith  so  far  as  relates  to  the  duties  and  obligations  whidi 
the  law  imposes  upon  common  carrierg. 
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The  Commissioii  assumes  no  jurisdiction  over  such  subjects  as 
jolting,  prompt  settlement  of  damages,  and  polite  treatment,  while 
such  subjects  as  loading  sheds,  dean  and  dry  cars,  and  the  stripping 
and  bracing  of  cars  are  not  here  presented  upon  an  allegation  of  dis- 
crimination, nor  does  the  record  present  them  upon  any  basis  which 
would  authorize  us  to  grant  relief  under  the  law.  However,  we  invite 
defendant's  attention  to  the  very  earnest  and  persistent  manner  in 
which  these  features  of  the  case  have  been  urged.  It  was  testified 
that  one  of  the  reasons  for  forming  complainant  organization  was  to 
secure  proper  handling  of  perishable  fruits  and  vegetables  at  loading, 
as  the  handling  of  less-than-carload  shipments  by  the  employees  of 
carriers  had  caused  great  loss  and  damage. 

The  case  was  fully  presented  at  the  hearing,  which  was  largely 
attended  by  members  of  the  association ;  it  has  been  argued  at  length, 
and  a  careful  examination  of  the  record  has  been  made  with  a  view 
to  segregating  from  the  many  issues  raised  those  over  which  we  have 
jurisdiction. 

With  regard  to  the  reasonableness  of  the  rates  on  fruit  and  vege- 
tables in  carloads  from  Ponchatoula  to  Chicago,  one  of  the  matters 
of  complaint  is  that  the  rates  charged  remain  unchanged,  while  the 
value  of  the  products  moving  under  them  fluctuates  widely.  For 
instance,  the  freight  charge  on  a  box  of  beans  is  the  same  when  the 
market  price  of  the  commodity  is  85  cents  as  when  the  market  price 
is  $2.50.  The  freight  charge  on  a  crate  of  strawberries  is  the  same 
when  the  market  price  is  60  cents  as  when  it  is  $8.  These  fluctuations, 
peculiar  to  such  early  products,  are  marked  and  rapid  and  are  due  to 
quite  other  causes  than  freight  rates.  Resultant  thereupon,  the  car- 
rier's risk  at  some  seasons  is  increased,  while  at  other  seasons  it  is 
decreased,  the  rates  always  remaining  the  same.  To  adjust  these 
rates  to  correspondingly  fluctuate  with  these  values  is  manifestly 
impossible.  The  sole  duty  of  the  carrier  is  to  provide  a  rate  thtit  is 
reasonable  for  the  service  performed. 

Several  witnesses,  members  of  complainant  organization,  engaged 
in  producing  vegetables  at  Ponchatoula,  testified  as  to  the  poor 
financial  returns  they  were  deriving  from  their  business  and  alleged 
that  their  condition  was  due  to  the  absorption  of  profits  by  freight 
rates.  These  shippers  apparently  entirely  misconceive  the  powers  of 
the  Commission  in  fixing  a  reasonable  rate.  The  Commission  can  not 
lawfully  base  rates  upon  the  profits  derived  in  a  particular  business. 
It  mi^t  be  that  in  a  favorable  season  the  farmers  of  Ponchatoula 
would  receive  large  and  generous  returns  from  their  labors,  but  this 
fitct  would  not  justify  the  carriers  in  charging  for  transporting  the 
vegetables  to  market  more  than  a  reasonable  rate  for  the  service  per- 
formed. In  another  season  the  market  prices  might  be  such  that 
there  would  be  little  or  no  profit  in  the  business,  yet  such  fact  would 
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not  justify  the  Commission  in  requiring  the  carriers  to  tranq>ort  die 
produce  at  a  less  rate  than  would  be  reasonable  for  the  service  per- 
formed. The  law  does  not  require  the  carriers  to  regulate  the  price 
of  transportation  upon  the  basis  of  profits  to  the  shipper,  and  in 
authorizing  the  Commission  to  fix  reasonable  rates  the  law  presumes 
that  the  measure  of  reasonableness  will  be  based  upon  all  the  many 
elements  of  the  particular  traffic  involved. 

The  conditions  complained  of  are  directly  due  to  the  competitioo 
in  the  early  vegetable  business,  which  extends  fnxn  Texas  to  the 
Atlantic  coast  Large  areas  that  were  formerly  not  cultivated  or 
were  given  over  to  the  culture  of  single  staples  such  as  cane,  cotton, 
or  com,  are  now  devoted  to  vegetable  culture.  While  it  is  within  the 
power  of  the  Conmiission  to  guard  the  public  against  unreasonaUe 
charges,  or  unduly  discriminatory  practices  (m  the  part  of  a  partico- 
lar  carrier,  the  vicissitudes  of  competiticm  among  shippers  can  not 
be  OHnpensated  for  in  the  freight  rate. 

Over  90  per  cent  of  the  movement  from  Ponchatoula  to  Chicago 
is  embraced  in  shipments  of  berries,  beans,  lettuce,  and  cabbage,  as 
shown  by  the  following  table  compiled  from  defendant's  carload 
movement  during  the  season  of  1909: 


Commoditj. 

UormMBOlM. 

PveML 

Btnwberrles 

835,776 
641,579 
961,716 
901,800 

218,885 

4L9 

38.88 

LcfttOM 

1LS7 

i.00 

fltt  ** 

AiiothfrfraitiMid  ▼^wH^bk*..... ..., 

i.18     %.m 

Total 

2.9B0,9« 

100.00  miM 

The  carload  rate  on  strawberries  from  Ponchatoula  to  Chicago  k 
61  cents  per  100  pounds.  In  the  following  table  is  a  comparison  with 
rates  on  the  same  article  from  other  shipping  points  to  Chicago: 


To  Chicago,  111.,  from— 


Road  on  which  locmted. 


Distaooe. 


cvkwd 
weight. 


Pooohatoiila,  La. 
York,  Alt. 


LC.  R.  R. 

<l.4C 

De Soto, Mia U.AO..,. 

New  oHmuis,  L« L  C.  R.  R. 

Fort  Worth,  Tex Frisco 

FayettorUto,  Ark ' do 

Fort  SnUth,  Ark do 

Vao  Boreo,  Ark do..... 

SoUsman,  Mo do 

Chilton,  Mo do 

DmBDt.Mla I.e.  R.  R.. 

C«irra,THin do 


MUm, 
•10 


919 

1,(B2 

644 

707 


flOl 

on 


18,000 
/  014. 000 
\»18.000 
90,000 
90,000 
17.000 
17.000 
17.000 
17.000 
17.0M 
17,000 
1S.0M 
10.000 


n 

m 
n 


•South  oi  Ohio  RiTW. 


ONoctfaoCOhioRiTw. 
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The  tariff  proyides  a  miniraum  on.  strawberries  of  18,000  poupds, 
but  the  record  shows  that  this  commodity  can  not  be  safely  loaded  to 
this  weight  Indeed,  it  was  testified  that  due  to  necessity  for  proper 
space  for  ventilation  and  refrigeration  14,000  pounds  is  the  maximum 
to  which  strawberries  should  be  loaded,  though  the  cars  will,  in  fact, 
admit  of  heavier  loading.  In  considering  the  subject  of  minimum 
wei^ts  on  strawberries,  in  Ozark  Fruit  Gfrowers  Abbo.  v.  St.  L.  <& 
S.  F.  R.  R.  Oo.y  16  L  C.  C.  Rep.,  106,  we  expressed  the  view  that  the 
shipper's  best  interests  are  conserved  by  fixing  a  minimum  as  high  as 
the  product  can  be  carried  under  the  most  advantageous  circumstances, 
with  a  comparatively  low  rate.  With  such  an  adjustment  the  shipper 
may  place  fewer  crates  in  a  car,  and  the  only  penalty  upon  him  is  that 
he  will  have  to  pay  a  somewhat  higher  rate  per  crate,  depending  wpoa 
how  much  below  the  minimum  he  loads.  In  that  case  we  found  in 
the  tariffs  a  minimum  on  strawberries  of  17,000  pounds,  which  was 
declared  to  be  not  unreasonably  high  under  all  the  circumstances  in- 
volved. We  find  this  minimum  quite  generally  fixed  in  the  tariffs  at 
17,000  pounda 

Upon  the  record  in  this  case  and  under  all  the  circumstances  we 
are  of  the  opinion  that  defendant's  charge  of  61  cents  per  100  pounds, 
minimum  18,000  pounds,  on  strawberries  from  Ponchatoula  to  Chi- 
cago  is  unreasonable  in  and  to  the  extent  that  it  exceeds  61  cents  per 
100  pounds,  minimum  17,000  pounds,  and  that  tot  the  future  said 
rate  of  61  cents,  minimum  17,000  pounds,  shall  not  be  exceeded. 

The  principal  tonnage  from  Ponchatoula  to  Chicago,  in  addition 
to  strawberries,  consists  of  beans,  lettuce,  and  cabbage.  The  rate  on 
beans  is  52  cents;  lettuce,  58.5  cents;  and  cabbage,  44  cents.  As  bear- 
ing upon  the  reasonableness  of  these  rates  the  revenue  on  certain 
other  commodities,  such  as  iron  pipe  and  rice,  was  given  by  de- 
fendant, but  it  appears  that  these  commodities  do  not  move  under 
similar  conditions,  and  they  are  not  shipped  at  owner's  risk  nor  are 
they  receipted  for  by  defendant  under  the  shipper's  load  and  count 
practice.  The  following  table  shows  the  rates  attacked  in  compariscm 
with  rates  on  the  same  commodities  from  other  points  to  Chicago: 


To  Chicago,  ni. 


Dlstanoe. 


Rate  per  hondrcd  pounds. 


Beans 
(car- 
lood). 


I  , 


Lettuce  ,  ^}j^ 
(ciirlood)J    |2K 


Ponchatoula,  La 

Albaoj.Oa 

JaeksoDTUIe.PU 

ChartestoQ,  S.  C 

York^la. 

Port  worth.  Tax. 

Rlnfrold,  Tex. 

Houstoo.Tex 

Pan  BaDdle»  Tex. . . .. 


MfU9. 
870 

l.lSi 
1,017 
910 
1,023 
1.048 
1.318 
1,013 


Onot. 
52 
83 

n 

97 
73 
57 
S7 
S7 
87 


Omlf. 


Cnu, 


44 

68 
57 
64 
fi8 
63 

6a 

0 
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The  traffic  in  these  commodities  requires  expedited  serrice,  and 
the  tonnage  per  car  is  somewhat  light.  With  the  exception  of  the 
rate  on  lettuce,  when  the  rates  are  considered  in  connection  with 
the  privileges  granted  by  defendant's  tariff  for  mixed  carloads  and 
for  trailers,  to  be  hereinafter  discussed,  we  do  not  think  that  the  per- 
car  revenue  obtained  is  unreasonably  high.  With  respect  to  lettaoe, 
this  rate  at  one  time  was  52  cents,  but  the  carriers  assert  that  it  was 
placed  at  that  figure  inadvertently.  Under  all  the  circumstances 
we  find  that  the  present  rate  of  58^  cents  on  lettuce  is  unjust  and 
unreasonable  in  so  far  as  it  exceeds  55  cents  per  100  pounds,  and 
that  a  rate  not  to  exceed  55  cents  should  be  maintained  for  the  future. 

One  of  the  matters  complained  of,  and  concerning  which  consider- 
able testimony  was  offered,  related  to  alleged  improper  dassificataon 
of  the  various  kinds  of  vegetables  in  the  tariff  of  defendant.  It  was 
stated  that  there  is  no  good  reason  for  a  rate  of  47  cents  on  beets,  while 
the  rate  on  radishes  is  43  cents,  radishes  being  far  more  perishaUa 
and  therefore  involving  greater  risk;  that  heavy  articles  like  cabbage, 
potatoes,  and  watermelons  might  well  be  grouped  under  one  rating; 
that  beets,  carrots,  com,  cucumbers,  parsnips,  and  squash  should  be 
the  same  as  eschalots,  leeks,  and  radishes;  and  that  in  Western  Qaast- 
fication  vegetables  are  uniformly  grouped  under  Class  C,  and  in  the 
tariffs  under  which  vegetables  move  from  Florida  all  kinds  of  vege- 
tables are  grouped  together  except  cabbage,  potatoes,  and  lettuce. 

The  traffic  involved  in  this  case  moves  from  Ponchatoula  to  Chicago 
under  refrigeration  for  which  defendant  charges  15  cents  per  100 
pounds  with  a  minimum  charge  of  $30  per  car  at  point  of  origin. 
This  charge  was  attacked  as  being  unreasonable.  The  testimony  of 
defendant  was  that  the  service  is  furnished  complainant  at  less  than 
it  costs  the  carrier  and  that  the  charge  is  unusually  low.  The  record 
does  not  establish  the  contention  that  the  charge  is  unreasonable  for 
the  service  performed. 

Complaint  was  also  made  against  the  charge  of  $4  per  ton  for  icing 
fruits  and  vegetables  en  route  as  compared  with  the  charge  of  $2^ 
for  the  same  service  on  packing-house  products.  Defendant  explains 
that  this  low  price  of  icing  packing-house  products  was  made  to  meet 
the  charge  at  East  St.  Louis  and  elsewhere.  The  record  does  not 
disclose  that  this  $4  icing  charge  is,  in  and  of  itself,  unreasonably 
high,  nor  does  it  appear  that  complainant's  fruit  and  vegetables  com- 
pete with  packing-house  products  so  as  to  render  the  discriminatioo 
undue  or  damaging  to  ccxnplainant. 

The  minimum  on  vegetables  and  fruits  generally  is  20,000  pounds, 
both  in  straight  and  mixed  carloads.  The  only  exception  to  this  is 
strawberries,  the  minimum  on  which  we  have  already  passed  upon. 
The  principal  complaint  against  this  iOfiOO  minimum  is  in  regard 
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to  its  application  to  lettaoe.  It  was  testified  that,  due  to  the  perish- 
able nature  of  the  articles  and  the  necessity  for  having  proper  spac- 
ing for  ventilation  and  refrigeration,  it  is  impossible  to  load  a  straight 
carload  of  lettuce  to  this  minimum.  It  was  stated  that  a  mixed  car- 
load of  strawberries  and  lettuce  will  not  hold  20,000  pounds,  nor  will 
a  car  hold  20,000  pounds  of  strawberries  or  20,000  pounds  of  lettuce, 
and  in  view  of  the  fact  that  a  large  part  of  the  movement  from 
Ponchatoula  is  composed  of  strawberries  and  lettuce,  complainant 
feels  that  the  minimum  is  unreasonable.  It  was  strongly  urged 
both  at  the  hearing  and  the  argument  that  due  to  this  minimum 
complainant  was  required  to  pay  for  a  large  amount  of  weight  in 
excess  of  actual  loading,  and  reparation  based  on  the  amount  of  this 
excess  is  included  in  complaint 

The  record  shows  that  for  the  season  of  1909  the  total  weight  paid 
for  on  all  shipments  was  2,400,561  pounds,  of  which  190,180  pounds 
were  in  excess  of  the  actual  weight  This  is  approximately  8  per 
cent  of  the  total,  and  was  in  large  measure  collected  on  shipments 
of  berries.  The  reduction  of  the  minimum  on  berries  from  18,000 
pounds  to  17,000  pounds  which  we  have  ordered  in  this  case,  will 
result  directly  and  effectively  in  minimizing  this  excess,  as  the  <mly 
straight  carload  movements  in  1909  were  strawberries.  The  record 
of  shipments  of  vegetables  during  the  same  year  from  Ponchatoula 
shows  that  lettuce  does  not  move  in  straight  carload  lots,  but  that  it 
is  invariably  loaded  in  ^  mixed  carloads  "  of  vegetables,  and  in  ship- 
ments of  this  character  it  is  possible  by  the  combination  of  lettuce 
with  heavier  vegetables  to  reach  the  prescribed  minimum.  For  this 
reason  we  do  not  consider  it  necessary  at  this  time  to  fix  a  lower 
minimum  on  straight  carloads  of  lettuce. 

Defendant's  mixed  carload  rule  (Rule  4,  Illinois  Central  R.  R. 
tariff,  L  C.  C.  No.  4098)  is  as  follows: 

Bulb  No.  4. — When  two  or  more  articles  are  shipped  in  a  mixed  carload  by 
one  shipper  from  one  station  on  one  day  to  one  consignee  and  one  destination, 
the  carload  rate  on  each  article  shall  be  applied,  subject  to  a  minimum  weight 
of  20,000  pounds.  When  the  aggregate  weight  of  a  mixed  carload  shipment  does 
not  amoont  to  20,000  pounds,  add  to  the  weight  of  the  highest  rated  article  in 
the  shipment  sufficient  to  make  minimum  weight  of  20,000  pounda  Tliis  rule 
wiU  be  used  only  when  its  application  wiU  make  a  less  total  charge  than  would 
the  application  of  less-than-carload  rates  at  actual  weight 

Complainant  attacks  the  reasonableness  of  the  requirement  that  the 
deficit  in  minimum  shall  be  added  to  the  weight  of  the  highest  rated 
article  in  the  shipment.  Under  all  the  circumstances,  we  are  of  the 
opinion,  and  so  hold,  that  said  rule  is  unreasonable  in  the  requirement 
that  ^  when  the  aggregate  weight  of  a  mixed  carload  shipment  does  not 
amount  to  20,000  pounds,  add  to  the  weight  of  the  highest  rated  article 
in  the  shipment  sufficient  to  make  minimum  weight  of  20,000  pounds," 
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and  that  in  lieu  of  said  requirement  the  rule  should  for  the  future  pro- 
vide that  when  the  aggregate  weight  of  a  mixed  carload  shipment  does 
not  amount  to  20,000  pounds,  add  to  the  weight  of  the  heaviest  loaded 
article  in  the  shipment  sufficient  to  make  minimum  weight  of  20,000 
pounds,  except  that  when  the  shipment  consists  of  two  or  more  articles 
of  equal  weight  the  weight  sufficient  to  make  the  minimum  weight  of 
20,000  pounds  shall  be  added  to  the  weight  of  the  lowest  rated  article. 
The  tariff  rule  of  defendant  which  requires  this  traffic  to  move  at 
owner's  risk  unless  10  per  cent  in  excess  of  the  rate  is  collected, 
was  seriously  objected  to  by  complainant.  This  rule  as  published  in 
defendant's  tariff  and  continued  in  force  until  June  6, 1910,  after  the 
complaint,  hearing,  and  argument  in  this  case,  was  as  follows : 

Bulb  12. — Owiteb's  bisk. — ^The  rates  herein  apply  only  on  shipments  at  ownn^s 
risk.  If  the  shipper  elects  not  to  accept  the  rates  and  conditions  herein,  apply 
ten  (10)  per  c^t  higher  than  rates  published  in  tariff. 

This  rule  on  its  face  is  vague  and  misleading,  and  justifies  com> 
plainant's  objection.  In  the  matter  of  Released  BateSy  13  L  C.  (X 
Sep.,  550^66,  we  said : 

It  is  a  mischieTons  practice  for  carriers  to  publish  in  their  tariffs  and  on 
their  bins  of  lading  rules  and  regulations  which  are  misleading,  nnrvasonable, 
or  incapable  of  Uteral  enforcement  in  a  coort  of  law.  A  revision  in  the  interest 
of  simplicity  and  fairness,  eliminating  such  (Mrovistons  as  may  be  open  to  legal 
objection,  would  go  a  long  way  toward  improving  the  relations  of  the  raUroada 
and  the  shipping  pnbUc 

Effective  June  6,  1910,  defendant  corrected  its  rule  to  read  ms 
follows: 

RxjLK  12. — Owneb's  bisk.— The  freight  rates  herein  apply  only  on  piopeitj 
shipped  subject  to  the  conditions  of  the  carrier's  biU  of  lading.  If  the  shipper 
elects  not  to  accept  the  said  reduced  rates  and  conditions  he  should  notify  the 
agent  of  the  receiving  carrier  in  writing  at  the  time  his  property  is  offered  for 
shipment,  and  if  he  does  not  give  such  notice,  it  will  be  understood  that  he 
desires  the  property  carried  subject  to  the  carrier's  bUl  of  lading  conditions  tn 
order  to  secure  the  reduced  rate  thereon.  Property  carried  not  subject  to  the 
conditions  of  the  carrier's  bill  of  lading  will  be  at  the  carrier's  liabiUty,  limited 
only  as  provided  by  common  law  and  by  the  laws  of  the  United  States  and  of 
the  several  states,  in  so  far  as  they  apply.  Property  thus  carried  will  be 
charged  freight  (10  per  cent)  higher  than  if  shipped  subject  to  the  conditions  of 
the  carrier's  bill  of  lading,  in  addition  to  all  other  charges  provided  for  in  this 
tariff  and  supplements,  such  as  for  icing,  detention,  reconslgning,  divertlnc. 
strips  and  braces,  or  removing  consolidated  carload  shipments  in  packages. 

In  this  form  the  rule  appears  to  fully  remove  the  complaint 
against  it 

Defendant's  practice  of  requiring  this  traffic  to  move  at  "  shipper's 
load  and  count "  was  attacked  by  complainant  as  being  unreasonable. 
At  the  argument  complainant  stated  that  defendant's  agent  declined 
to  issue  bills  of  lading  showing  the  actual  contents  of  the  cars  by 
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packages  without  the  qualifying  notation  ^  shipper's  load  and  count  ^ 
inserted  thereon. 

Perishable  articles,  such  as  complainant  ships,  must  be  handled 
by  the  carrier  with  all  possible  dispatch  in  order  to  be  properly  mar- 
keted. To  require  the  carrier  in  a  traffic  of  this  description  to  count 
the  packages  tendered  for  transportation  would,  in  many  instances, 
retard  the  shipment  and  impose  an  additional  burden  upon  already 
overburdened  station  agents  without  resulting  in  a  compensating  ad- 
vantage to  the  shipper^  Where  tlie  shipments  are  in  straight  or 
mixed  carloads,  which  constitute  a  large  majority  of  complainant's 
shipments,  the  cars  are  sealed  at  point  of  origin  and  should  go  to 
destination  with  seals  unbroken.  Upon  the  record  the  Commission 
can  not  say  this  practice  is  unreasonable,  or  tiiat  it  results  in  defeating 
the  publi^ed  rates. 

The  form  of  complaint  filed  in  this  case  can  not  be  properly  con- 
strued to  cover  many  miscellaneous  matters  testified  to  at  the  hearing 
and  referred  to  at  the  argument.  We  feel  that  we  have  been  some- 
what liberal  in  dealing  with  the  pleadings  and  record,  but  that  it 
would  be  unjust  to  defendant  to  consider  certain  matters  which  have 
crept  into  the  record  without  proper  notice  to  it  in  the  pleadings.  In 
that  connection  we  take  occasion  to  say  that  complainant  apparently 
does  not  distinguish  clearly  between  the  usual  rules  of  traffic  ap- 
plicable to  carload  shipments  and  the  rules  applicable  to  less-than- 
carload  shipments.  It  has  rather  sought  in  this  case  to  secure  for 
itself  all  the  privileges  and  advantages  of  both  classes  of  shipments 
and  to  avoid  many  of  the  respcmsibilities  attadiing  to  eadi. 

No  reparation  will  be  awarded. 

An  order  will  be  issued  in  accordance  with  the  foregoing  condu- 
sions. 
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No.  8029. 
GEORGE  M.  SPIEGLE  &  COMPANY  ET  AL. 

V. 

SOXJTHERN  RAILWAY  COMPANY. 


BultmUted  November  f,  1910.    Decided  November  7,  1910. 


The  milling-in-transit  rates  of  defendant  on  lumber  at  Newport  TeiuL«  art 
excessive  and  discriminatory.    Reduction  ordered  and  r^aratlon  awarded. 

Mortimer  C.  Rhone  for  complainants. 
Claudian  B.  Northrop  for  defendant. 

Report  of  thb  Commission. 

Lane,  Oommiseioner: 

The  complaint  in  this  case  grows  out  of  the  fact  that  the  milling- 
in-transit  rates  on  Imnber  of  the  Southern  Railway  at  Bristol  and 
Johnson  City,  competitive  points,  were  lower  than  at  Newport,  a  luxi- 
competitive  point,  all  in  the  state  of  Tennessee. 

The  ccHnplainants  at  the  time  of  the  instituticm  of  this  acti<m  were 
engaged  in  bujring,  selling,  manufacturing,  dressing,  and  jobbing  lum- 
ber at  Newport.  The  business  was  begun  in  1897  by  Qeovge  M.  Spiegle 
&  Company  and  afterwards  organized  in  corporate  form  under  the 
laws  of  Tennessee  as  the  McCabe  Lumber  Company.  Since  the  institu- 
tion of  this  proceeding  George  M.  Spiegle  &  Company  became  the 
owners  of  the  stock  of  the  McCabe  Lumber  Company,  and  Ge<Mrge  M. 
Spiegle  has  become  the  owner  of  the  business  of  George  M.  Spiegle  A 
Ck>mpany,  including  all  interest  in  this  action.  A  plant  was  constructed 
at  Newport,  consisting  of  a  saw  and  planing  mill,  dry  kilns,  lumber 
sheds,  and  other  structures,  involving  an  investment  of  $20,000,  and 
stood  upon  the  bo<^  of  the  company  at  the  beginning  of  this  action 
at  a  valuation  of  $12,000.  Early  in  the  history  of  their  business  the 
complainants  purchased  timber  nn  the  stump  in  the  vicinity  of  New- 
port, hauled  it  to  the  mill,  sawed  it  into  lumber,  and  finished  it  for 
the  market;  but  as  the  supply  of  timber  became  more  remote  the  saw- 
mill departoient  became  unprofitable,  and  in  1908  or  190i  it  was 
dosed.    Most  of  the  lumber  subsequently  handled  was  either  sawed 
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elsewhere  by  them  or  purchased,  in  the  rough  from  small  operators 
and  shipped  to  Newport  for  milling  and  sorting.  A  stock  of  lumber 
was  carried  in  the  yard  running  from  1,000,000  to  6,000,000  feet, 
Talued  at  from  $22,000  to  $76,000.  An  average  of  84  men  were  em- 
ployed during  recent  years;  tiie  monthly  pay  roll  being  upward  of 
$1,200.  Lumber  was  drawn  from  the  territory  of  the  Southern  Bail- 
way  west,  north,  and  east  of  Newport,  and  there  prepared  for  maiket 
Material  originating  west  or  north  was  merely  stopped  en  route  to 
market  for  mil^i^g  and  s<»ting  at  Newport,  but  that  coming  from  the 
east  involved  a  back  haul.  During  the  two  years  preceding  the  insti- 
tution of  this  suit  the  complainants  shipped  out  of  Newport  to  north- 
em  and  eastern  markets  874  carloads  of  dressed  and  sorted  lumber. 
Their  proof  was  that  the  average  profit  per  carload  under  the  most 
&vorable  tariff  they  enjoyed  was  about  $8. 

Complainants  represented  that  east  Tennessee  and  western  North 
Carolina  furnish  the  largest  supply  in  the  country  of  chestnut  and 
other  hard  woods  upon  which  they  built  up  their  trade,  and  that  this 
trade  can  not  advantageously  be  supplied  from  any  other  source. 

When  the  business  in  question  was  inaugurated  in  1897  the  charge 
for  the  stop-over  privilege  on  Imnber  at  Newport  was  $5  per  car.  In 
1899  it  was  changed  to  two  cents  per  100  poimds.  A  tariff  effective  on 
October  21, 1905,  provided  a  charge  of  two  cents  per  100,  and  a  mini- 
mum carload  charge  of  $5.  In  a  tariff  effective  January  26,  1907, 
there  was  fixed  a  time  limit  of  six  months  for  billing  out.  Another 
tariff  effective  March  27, 1908,  raised  the  charge  to  $6  per  car  from 
points  cm  the  railroad  otiier  than  those  east  of  Newpdrt,  and  in  that 
directi<m  it  specified  that  from  points  between  Newport  and  Paint 
Bock,  N.  C,  the  stop-over  charge  should  be  four  cents  per  100  pounds, 
with  a  minimum  of  $12  per  car,  and  from  points  between  Paint  Rock 
and  Asheville,  N.  C,  not  including  Asheville,  it  should  be  five  cents  per 
100  pounds,  with  a  minimum  of  $15  per  car.  A  further  tariff  was 
issued,  providing  that  from  January  1, 1909,  the  limit  on  reshipment 
should  be  one  year. 

A  tariff  effective  at  Bristol  on  September  12,  1905,  and  another 
effective  at  Johnson  City  on  August  21,  1905,  prescribed  a  stop-over 
charge  of  two  cents  per  100  pounds  with  a  minimum  of  $5  per  carload  on 
lumber.  A  tariff  effective  at  Bristol  on  January  5, 1907,  and  another 
effective  at  Johnson  City  on  February  14, 1907,  placed  the  reshipment 
limit  at  six  months.  A  tariff  effective  on  April  8,  1908,  at  Bristol 
raised  the  carload  minimum  to  $6.  Tariffs  effective  January  8, 1909, 
at  Bristol  and  on  January  15,  1900,  at  Johnson  City  reduced  the 
rate  at  both  points  to  $2  per  car,  with  a  right  of  reshipment  of  twelve 
months.  Tariffs  effective  on  May  16, 1910,  at  both  Bristol  and  John- 
son  City  changed  the  rate  to  one  cent  per  100  pounds  and  the  carload 
minimum  to  $8. 
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Bristol  is  the  terminus  of  the  line  of  the  Southern  Railway  running 
northeastward  from  Chattanooga  through  Knoxville,  Morri^wn,  and 
Johnson  City.  Morristown  is  89  miles  from  Bristol  and  Johnson 
City  is  between  the  two,  64  miles  from  Morristown  and  25  miles  from 
BristoL  At  Morristown  a  branch  diverges  to  the  south  and  east 
connecting  with  the  main  line  at  Asheville,  87  miles  distant  On  ths 
branch,  22  miles  from  Morristown,  is  Newport.  The  acccxnpanjring 
map  illustrates  the  situation. 


Southern  Maiimay 

Noifoih  dt  Western  Railuoj^ 

LotdsvUie  AMksAi^'lte  /fculroad 

Caroiina^  Ciiiwh/ieidA  Ohio  Railttftty 

Tennessee  db  A^^rth  CarolmaJlaiih>acl 

Virginia  dt  Southu^cstem  jRaiimut 

JBa3t  7bnMS9eedb  Western  Mrth  Carolina  jRtBiir^tid 

J^iyinia^CkiroUna  Jlaiimiy 

Lcusrel  jRofiiuay 


The  reduction  in  rates  on  lumber  at  Bristol  was  made  by  the  Soath- 
em  Railway  to  meet  the  rates  of  the  Norfolk  &  Western  and  the 
Virginia  &  Southwestern,  competitors  at  that  point.  At  JohnsoD 
City  the  East  Tennessee  &  North  Carolina  and  Carolina,  Clindifidd 
&  Ohio  made  no  charge  for  the  stop-over  privilege,  and  were  oom- 
petitors  for  outbound  shipments.    The  defendant,  the  Southern  Bail- 
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way,  admits  that  the  rates  are  as  represented  by  the  complainants^ 
and,  aside  from  citing  the  need  of  meeting  the  competition  at  Bristol 
and  Johnson  City,  alleges  that  the  cost  of  transacting  the  business  at 
Newport,  where  only  a  relatively  small  amount  is  done,  is  greater, 
the  volume  being  considered,  than  at  the  other  places  named,  they 
being  important  railroad  points. 

The  milling-in-transit  rates  on  grain  are  the  same  at  Bristol,  John- 
son City,  and  Newport 

The  reduction  in  the  milling-in-transit  rate  at  Bristol  and  Johns<ni 
City  not  only  enabled  jobbers  and  finishers  of  lumber  at  those  towns 
to  ship  their  lumber  to  market  at  advantageous  rates,  but  it  enabled 
them  to  overbid  the  complainants  in  buying  standing  timber  and 
rough  lumber  and  practically  monopolize  the  trade.  The  additional 
burden  placed  upon  the  omiplainants  by  the  increase  of  the  rate  for 
lumber  brought  from  the  east,  together  with  the  reduced  rate  granted 
to  dealers  in  Bristol  and  Johnson  City,  made  it  impossible  for  them 
to  longer  compete  with  the  Bristol  and  Johnson  City  dealers,  and  in 
March,  1910,  they  withdrew  frcHn  the  market  and  aver  that  unless 
relief  can  be  granted  they  must  permanently  discontinue  their 
business. 

Under  the  existing  conditions  a  dealer  in  Bristol  can  go  to  points 
immediately  east  and  west  of  Newport  and  buy  lumber  at  a  higher 
price  than  complainants  can  afford  to  pay;  he  can  ship  it  more  than 
100  miles  to  Bristol,  mill  and  sort  it  and  dnp  it  back  through  New- 
port at  a  cost  of  one  cent  per  100  pounds,  whereas  c<Hnplainants  must 
pay  two  cents  per  100  pounds  for  lumber  coming  from  the  west  and 
four  cents  for  that  coming  from  the  east  between  Newport  and  Paint 
Rock.    Dealers  in  Johnson  City  have  the  same  advantage. 

It  is  often  necessary,  on  account  of  comp^tive  conditions,  to  rec- 
ognize the  justice  of  charging  more  for  a  service  at  (me  point  where 
all  the  conditions  except  that  of  competition  are  similar,  than  for  a 
like  service  at  another  place  where  no  c<Hnpetition  exists,  but  it  can 
not  be  held  to  be  just  to  so  fix  rates  or  charges  as  to  destroy  the  busi- 
ness of  one  concern  and  create  a  monopoly  in  favor  of  other  concerns 
even  though  it  be  merely  incidental  to  meeting  c<Hnpetitive  rates. 
Such  is  the  effect  of  the  disparity  in  milling-in-transit  charges  between 
the  towns  invcdved  in  this  case.  The  contention  of  the  defendant  that 
the  cost  of  handling  lumber  at  Newport  is  extra  high  fails  to  have 
weight  in  fiu»  of  the  fact  that  it  has  not  been  found  necessary  to  impose 
an  additicmal  charge  for  a  omilar  service  in  handling  grain.  If  it  is 
necessary  that  competitive  conditions  at  Bristol  and  Johnson  City  be 
met  in  the  way  they  have  been  in  this  case — and  of  the  need  of  this 
there  is  probably  no  question — that  circumstance  must  not  be  per- 
mitted to  injuriously  affect  the  business  of  complainants.    To  guard 
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against  such  an  outcome  they  should  be  given  the  same  advantages 
as  those  granted  the  lumber  shippers  at  Johnson  City.  This  is  in 
accordance  with  the  decision  of  the  Commission  in  Koch  v.  P.  B.  B. 
Co.^  10  L  C.  C.  Bep.,  675,  wherein  it  was  held : 

Shippers  are  not  entitled  as  a  matter  of  right  to  mill  grain  in  transit  and 
forward  the  milled  product  under  the  through  rate  in  force  on  the  grain  from 
the  point  of  origin  tp  the  place  of  ultimate  destination ;  but  allowance  of  tbe 
privilege  by  a  carrier  to  shippers  in  one  section  must  be  without  wroogfiil 
prejudice  to  the  rights  of  shippers  in  another  section  served  by  Its  line. 

See  also  Celina  MiU  <6  Elevator  Co.  v.  St.  L.  S.  W.  Ry.  Co.^  15 
I.  C.  C.  Rep.,  138. 

We  find  that  the  charges  imposed  in  connection  with  the  milling- 
in-transit  privilege  at  Newport,  Tenn.,  are  unreasonable,  and  also 
that  in  this  respect  Newport  is  discriminated  against  in  favor  of 
Johnson  City.  It  will  be  ordered  that  this  discrimination  shall  cease 
and  that  the  defendants  shall  charge  no  more  for  the  milling-in- 
transit  privilege  extended  at  Newport  on  lumber  shipments  than  is 
contemporaneously  imposed  at  Johnson  City. 

Separation  will  be  ordered  in  favor  of  complainants  on  the  basis  of 
the  rates  applicable  at  Johnson  City,  but  the  specific  amount  of  repa- 
ration to  be  awarded  will  be  the  subject  of  'further  action  by  the 
Commission. 
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No.  2699. 
SMGO  IRON  STORE  COMPANY 

V. 

UNION  PACIFIC  RAILROAD  COMPANY  ET  AL. 


Buhmitied  December  29, 1909.    Decided  Vovemher  U,  1910. 


1.  Reparation  awarded  against  the  principal  defendant  for  onreneonablo  rate 

on  one  carload  of  toft  coal  from  Omaha,  Nebr.,  to  Ogden,  Utah. 

2.  For  reasons  stated  In  the  de(^on  the  Commission  does  not  attempt  to  ex- 

press an  opinion  upon  the  reasonableness  of  the  rarioos  parts  of  tiie  com- 
bination rate  on  soft  coal  from  Thomas,  W.  Vs.,  to  Tonopah,  Ner.,  nor  to 
establish  a  Joint  through  rate. 
S.  Without  attempting  to  determine  what  would  be  a  reasonable  rate  to  apply 
to  tb%  transportation  of  bituminous  coal  generally  between  Cairo,  m., 
and  Texarkana,  Ark.,  the  Commission  is  of  tiie  opinion  that  the  rate 
charged  in  this  case  was  not  unreasonable.  Amendment  to  complaint 
dismissed. 

Carl  Hirdler  for  complainant. 

F.  C.  DiUard  for  Union  Pacific  Railroad  Company  and  Southern 
Pacific  Company. 

James  C.  Jeffery  for  St  Louis,  Iron  Mountain  A  Southern  Railway 
Company. 

Report  of  the  Commisbion. 

PiouTT,  Cammiseianer: 

The  original  complaint  herein  inyolves  the  shipment,  on  NoTember 
6, 1906,  of  one  carload  of  soft  coal  from  Thomas,  W.  Va.,  to  Tonopah, 
NcT.,  weighing  61,600  pounds  net  The  charges  assessed  and  col- 
lected on  this  shipment  aggregated  $688,  based  upon  a  combination 
of  $20.60  per  Um,  as  follows: 

Per  ton. 

Thomas  to  B.  8t  Louis - 92.00 

B.  St  Louis  to  Omalia - 1.80 

Omaha  to  Ogden - -    7.80 

Ogden  to  Tonopab - - 9.00 


Total 90.60 
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There  was  no  joint  through  rate  in  effect  at  the  time  of  ahipmeDti 
and  the  only  question  inyolved  here  is  as  to  the  reasonableness  of  that 
portion  of  the  rate  charged  between  Omaha  and  Ogden,  $7.80. 

Previous  to  the  movement  of  this  shipment  the  Union  Pacific  Bail- 
road  had  published  a  rate  of  $5.26  between  Omaha  and  Ogden,  effective 
November  24,  1906,  and  applicable  on  eastern  business.  This  reduc- 
tion, however,  had  not  become  effective  at  the  time  shipment  started 
from  point  of  origin,  but  it  did  go  into  effect  before  the  car  readied 
the  lines  of  the  Union  Pacific 

It  was  admitted  by  the  Union  Pacific  at  the  hearing  that  this  redac- 
tion was  brought  about  by  a  change  in  commercial  conditions  and  a 
general  readjustment  of  dass  and  commodity  rates  to  meet  those 
dianged  conditions,  and  that,  in  view  of  the  chwged  conditions  whidi 
existed  at  the  time  of  shipment  which  caused  the  reduction,  the  rate 
of  $7.30  applied  to  this  particular  shipment  was  scarcdy  a  fair  one 
to  be  imposed.  The  defendant  Union  Pacific  Railroad  Company  is 
therefore  willing  to  make  refund  on  the  basis  of  the  lower  rate  of 
$5.25.     . 

We  are  of  the  opinion  that  the  charge  of  $7.80  per  ton  from  Omaha 
to  Ogden  was  excessive,  that  it  should  not  have  exceeded  $5.25  per 
ton,  and  that  the  complainant  is  entitled  to  recover  from  the  Union 
Pacific  Railroad  Company  the  difference  between  the  rate  paid  and 
what  would  have  been  paid  upon  the  above  basis,  or  $68.14.  This 
matter  was  called  to  the  attention  of  the  Commission  upon  its  in- 
formal docket,  April  15,  1907. 

Complainant  also  asks  for  the  establishment  of  a  maximum  rate 
for  the  future  between  Thomas  and  Tonopah  not  to  exceed  $1&55 
per  ton.  It  appears  from  the  evidence  and  from  examination  of 
our  tariffs  that  several  changes  have  been  made  in  the  various  rates 
whidi  make  up  the  total  through  diarge,  so  that  this  through  rate 
has  never  equaled  since  the  filing  of  this  complaint  and  does  not 
now  equal  $18.55  per  ton.  We  shall  not,  therefore,  attempt  to  ex- 
press an  opinion  upon  the  reasonableness  of  the  various  parts  of  this 
through  rate,  nor  to  establish  a  joint  through  rate. 

The  complainant  also  made  shipment  of  one  carload  of  blacksmith 
coal  from  Lilly,  Pa.,  to  Texarkana,  Ark.,  May  4,  1909,  and  the  rea- 
sonableness of  the  rate  applied  to  this  shipment  was  put  in  issue  by 
amendment  to  this  complaint  The  weight  of  this  car  was  58,500 
pounds,  and  the  charges  collected  aggregated  $197.50,  based  upon  a 
combination  of  $6.75  per  ton  made  up  of  the  rate  of  $2.50  from  Lilly 
to  Cairo  and  $4.25  from  Cairo  to  Texarkana.  The  ocHnplainant  al- 
leges that  the  rate  of  $4.25  from  Cairo  to  Texarkana  was  unreason- 
able and  shows  in  evidence  of  this  that  there  was  in  force  at  the  same 
time  a  rate  of  $2.40  per  ton  on  soft  coal  between  those  points.    Kepft- 
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ration  is  asked  in  tho  sum  of  $54.18,  the  difference  between  these  two 
rates.  The  distance  between  Cairo  and  Texarkana  yia  the  Iron 
Mountain  is  899  miles. 

The  tariff  of  defendants  in  effect  at  date  of  shipment  specifically 
named  blacksmith  or  soft  coal  and  the  rate  applicable  thereto  between 
Cairo  and  Texarkana  as  $4.26  per  ton,  minimum  80,000  poand& 
The  rate  of  $2.40  on  soft  coal,  minimum  40,000  pounds,  between 
these  points  applied  only  from  the  Illinois  mines,  having  been  put 
in  to  meet  competition  of  the  Illinois  Central  and  its  connections. 
This  rate  was  canceled  September  15,  1909,  and  the  only  rate  in 
effect  to-day  between  Cairo  and  Texarkana  on  blacksmith  or  soft 
coal  when  coming  from  beyond  or  Cairo  proper  is  $4.25. 

The  case  was  submitted  upon  the  record  as  made  at  the  hearing, 
argument  and  filling  of  brie&  being  waived. 

In  Sligo  Iron  Store  Co.  v.  A.^  T.  dk  S.  F.  By.  Co.j  17  I.  C.  C.  Rep., 
189,  it  was  held  that  smithing  coal  was  of  greater  value  than  ordinary 
bituminous  coal  and  that  a  higher  rate  might  properly  be  applied  to 
its  transportation.  This  rate  of  $4.25  applies  from  both  Cairo  and  St 
Louis  as  points  of  origin  and  to  Texas  common  points  as  points  of 
delivery.  Without  attempting  to  determine  what  would  be  a  reason- 
able rate  to  apply  to  the  transportation  of  bituminous  coal  generally 
between  Cairo  and  Texarkana,  we  are  of  the  opinion  that  the  rate 
charged  in  the  case  before  us  was  not  unreasonable.  This  amendment 
to  the  complaint  wiU  therefore  be  dismissed. . 

An  order  will  be  issued  accordingly. 

71S25'— TOL  i^—n 84 
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No.  2811.     (Original  Pbtttion.) 
HYDRAULIC-PRESS  BRICK  COMPANY 

V- 

MOBILE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


Bulnnitied  February  U,  1910.    Decided  November  14, 1910. 


Reasonable  rate  for  transportation  of  brick  from  Cheltenham,  Mo.,  to  Tnaca- 
loosa,  Ala.,  prescribed  and  reparation  awarded. 

WiUiam  S.  Bedal  and  Stewart^  Eliot^  Chaplin  dk  Blayney  for 
complainant. 
Sidney  F.  Andrews  for  Mobile  A  Ohio  Railroad  Company. 
John  O.  Egan  for  Si.  Louis  &  San  Francisco  Railroad  Company. 
/.  L.  HotoeU  for  Terminal  Railroad  Association  of  St.  Louis. 

Report  of  the  Commission. 

Pkoutt,  Commissioner: 

The  complainant  in  this  proceeding  is  an  extensive  manufacturer 
of  various  kinds  of  brick  and  in  the  conduct  of  its  business  operates  a 
plant  at  Cheltenham,  Mo.,  a  point  about  five  miles  from  SL  Louis, 
located  on  the  St  Louis  &  San  Francisco  Railroad.  Complaint  is 
made  of  the  rate  charged  on  shipments  to  Tuscaloosa,  Ala.,  from 
Cheltenham,  and  also  from  South  Park,  Ohio,  to  Fort  Smith,  Ark. 
These  two  complaints  were  heard  together  and  will  be  considered 
separately  in  this  report 

Between  the  latter  part  of  May,  1908,  and  the  latter  part  of  April, 
1909,  there  was  shipped  from  Cheltenham,  Mo.,  to  Tuscaloosa,  Ala., 
49  carloads  of  pressed  brick,  the  aggregate  weight  being  2,810,425 
pounds^  which,  at  the  rate  charged  of  15  cents  per  100  pounds,  totaled 
$4,215.^2.  Complainant  alleges  that  this  rate  of  15  cents  was  unrea- 
sonable and  that  a  reasonable  rate  to  have  applied  to  the  shipment 
would  have  been  (me  of  12  cents,  and  asks  reparation  on  the  basis  of 
the  latter  rate. 

The  rate  of  12  cents  has  been  in  effect  some  nine  years  and  in  the 
tariff  it  is  stated  that  the  same  will  apply  to  fire  brick  only.  Tlw 
rate  charged  was  the  rate  applicable  to  pressed  brick. 
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The  Commission,  in  the  Metropolitan  Paving  Brick  Co.  v.  A.  A. 
R.  R.  Co.^  17  L  C.  C.  Bep.,  197,  held  that  the  carriers  could  make 
no  difference  in  the  classification  between  fire  brick  and  pressed  brick, 
but  must  accord  to  all  brick  the  same  rate,  since  it  was  manifestly  an 
impossibility  to  so  classify  them  as  not  to  prohibit,  if  not  in  fact  to 
encourage,  the  misbilling  of  the  product  in  order  to  secure  lower  rates. 

Brick  is  a  desirable  traffic  to  handle.  It  moves  in  large  quantities, 
and  the  cars  can  be  loaded  to  their  full  capacity,  and  it  is  not  subject 
to  loss  and  damage.  All  these  elements  should  be  considered  in  the 
making  of  a  rate,  and  call  for  a  low  rate. 

This  rate  of  12  cents  from  both  Cincinnati  and  St.  Louis  has  been 
effective  a  number  of  years,  and  apparently  what  brick  has  moved 
has  gone,  as  fire  brick.  If  the  carriers  have  seen  fit  to  voluntarily 
establish  this  rate  of  12  cents  on  fire  brick,  which  is  confessedly  a 
more  valuable  brick  than  the  ordinary  pressed  brick,  it  does  not  seem 
to  us  unreasonable  to  hold  that  it  is  a  just  rate,  to  be  applied  to 
the  transportation  of  brick  in  general. 

It  is  our  opinion  that  a  just  and  reasonable  rate  to  be  observed  in 
the  future  for  the  transportation  of  brick  from  Cheltenham,  Mo.,  to 
Tuscaloosa,  Ala.,  should  not  exceed  12  cents  per  100  pounds,  mini- 
mum 40,000  pounds;  that  a  rate  not  exceeding  12  cents  should  have 
been  applied  to  the  shipments  in  question,  and  that  the  ccmiplainant 
is  entitled  to  recover  of  the  defendants  the  sum  of  $843.11  on  this 
basis,  with  interest  from  September  1,  1909. 

An  order  will  be  issued  accordingly. 
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No.  2811.     (First  Abcekdbcent.) 
HYDRAULIC-PRESS  BRICK  COMPANY 

V. 

ST.  LOUIS  &  SAN  FRANCISCO  RAILROAD  COMPANY 

ET  AL. 


Bulmitted  February  U,  1910.    Decided  November  U,  1910. 


Reparation  awarded  againat  the  carrier  Interested  for  unreasonable  rate  em 
three  carloads  of  brick  from  St  Loals,  Mo.,  to  FOrt  Smith,  Ark. 

William  S.  Bedal  and  Stewart^  EUot^  Chaplin  A  Blayney  for 
complainant. 

James  C.  Jeffery  for  St.  Louis,  Iron  Mountain  &  Southern  Railway 
Company. 

John  G.  Egan  for  St.  Louis  &  San  Francisco  Railroad  Company. 

/.  L.  Howell  for  Terminal  Railroad  Association  of  St.  Louis. 

Report  of  the  Comkission. 

Proutt,  Commissioner: 

The  complainant  shipped,  in  the  latter  part  of  November  and  the 
first  part  of  December,  1908,  three  carloads  of  brid:  from  its  plant 
at  South  Park,  Ohio,  to  Fort  Smith,  Ark.  The  defendants  charged 
a  combination  rate  of  86^  cents  per  100  pounds.  C<xnplaint  is  made 
as  to  the  reasonableness  of  the  charge  of  24  cents  from  St  Louis  to 
destination  over  the  Iron  Mountain  road.  It  is  stated,  and  admitted 
by  the  defendant  carrier  interested,  that  a  rate  of  16  cents  from 
St  Louis  would  have  been  reasonable,  and  on  this  basis  the  complain- 
ant is  entitled  to  recover  of  the  St.  Louis,  Iron  Mountain  &  Southern 
the  sum  of  $146.40,  with  interest  from  December  22, 1908,  whidi  is  the 
difference  between  $479.20  as  collected  and  $332.80  based  on  the  rate 
of  16  cents  from  St  Louis  to  Fort  Smith. 

An  order  will  be  issued  accordingly. 
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No.  767. 
ST.  LOUIS  HAY  &  GRAIN  COMPANY 

V. 

MOBILE  &  OfflO  RAILROAD  COMPANY  ET  AL. 


No.  884. 
SAME 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY  ET  AL. 


No.  923. 
J.  R.  LUCAS  &  COMPANY 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


No.  946. 
BARTLETT  COMMISSION  COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AL. 


8%tbmitted  OeuAm  It,  1910.    Dmded  November  7,  1910. 


fUU  of  2  cents  per  100  pounds  for  the  service  of  defendant  cftrriers  in  connection 
with  reconsignment  at  East  St.  Louis,  111.,  of  hay  in  carloads  originating  at 
points  north,  east,  and  west  thereof  and  destined  to  southeastern  points,  at  the 
time  said  sendee  was  rendered  found  unjust  and  unreasonable  to  the  extent  that 
the  same  exceeded  1)  cents  per  100  pounds.    Reparation  awarded. 

L.  0.  WhUnd  for  compUdnants. 

Sidney  F.  Andrews  -for  Mobile  &  Ohio  Railroad  Company  and 
Illinois  Central  Railroad  Company. 
Perkins  Baxter  for  Louisville  &  Nashville  Railroad  Company. 
Ediw.  C.  Eramer  for  Southern  Railway  Company. 

Report  of  the  Commission. 

Clemrmts,  Commiseioner: 

The  question  involved  in  each  of  these  oases  is  the  reasonableness 
of  defendants'  reconsignment  charge  at  East  St.  Louis  <m  shipments 

isi.aaRe». 


Digitized  by 


Google 


584  INTBB8TATB  OOMMEBGI  OOMMISSION  BBPOBT8. 

of  hay  originating  at  points  north,  west,  and  east  thereof  and  subse- 
quently reconsigned  to  southeastern  destinations.  Complaint  was 
first  made  in  case  No.  757,  and  the  Commission  in  that  case  found 
the  cost  to  the  carriers  of  such  reconsignment  service  at  Blast  Si. 
Louis  not  to  exceed  1  cent  per  100  pounds  and  awarded  reparatioQ 
to  that  basis,  11  I.  C.  C.  Rep.,  90.  The  defendants  refused  to  pay 
the  reparation  and  suit  therefor  was  brought  in  the  United  Stetee 
circuit  court  for  the  eastern  district  of  lUinois,  which  rendered 
judgment  for  complainant  in  accordance  with  the  order  of  the  Com- 
mission, and  this  judgment  was  affirmed  by  the  United  States  drcuit 
court  of  appeals  for  the  seventh  circuit.  The  Supreme  Court,  upcm 
appeal,  reversed  the  lower  court  and  held  that  carriers  are  entitled 
to  a  reasonable  profit  on  the  service  performed  by  them  under  a 
reconsignment  privilege  as  well  as  on  the  transportation  proper. 
The  case  was  remanded  to  the  circuit  court  with  instructions  to  send 
the  matter  back  to  the  Commission  for  further  investigation  and 
report,  214  U.  S.,  297. 

In  the  meantime  the  other  complaints  above  stated  were  pre- 
sented to  the  Commission  and  testimony  therein  was  taken,  but  by 
consent  of  the  parties  argument  was  postponed  until  after  the  deter- 
mination of  case  No.  757  by  the  Supreme  Court.  Since  the  decision 
of  that  tribimal  in  the  case  last  named  the  Commission  fixed  a  time 
for  the  filing  of  briefs  in  the  other  three  cases,  but  subsequently 
complainants  and  defendants  in  all  of  the  cases  have  entered  into 
stipulations  for  a  compromise  and  adjustment  of  the  claims  for 
reparation  involved  therein,  which  stipulations  have  been  duly 
signed  and  filed  with  the  Coiomission  for  approval. 

In  these  stipulations  the  claims  barred  by  the  limitation  provi- 
sion of  the  act  as  interpreted  by  the  Conmiission  have  been  eliminated 
and  the  reparation  agreed  upon  is  based  upon  one-half  cent  per  100 
pounds.  In  other  words,  accepting  the  Commission's  finding  of 
the  cost  to  the  defendant  carriers  of  this  reconsignment  service  at 
East  St.  Louis  to  be  1  cent  per  100  pounds,  the  carriers  have  been 
allowed  a  profit  of  one-half  cent  per  100  pounds.  The  stipulations 
also  provide  that  the  St.  Louis  Hay  &  Grain  Company,  complainant 
in  cases  Nos.  757  and  884,  having  claims  against  the  Southmi  Bail- 
way  Company  for  reparation  on  shipments  covered  by  those  caeeo, 
agrees  to  withdraw  said  claims,  and  the  carrier  named  agrees  that 
the  withdrawal  thereof  shall  be  regarded  as  a  satisfaction  of  the 
judgment  of  that  carrier  against  the  St.  Louis  Hay  &  CJrain  Com- 
pany for  court  costs.  In  case  No.  946,  Bartlett  Commission  Com- 
pany  v.  Illinois  Central  Railroad  Company  et  al.,  complainant 
stipulates  for  the  dismissal  of  its  claim  against  the  Southern  Railway 
Company.  It  also  appears  from  the  stipulations,  and  is  Terified 
from  the  tariffs  on  file  in  this  office,  that  the  xeoonsignment  ohaige 
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of  2  cents  per  100  pounds,  upon  which  these  claims  arose,  was  entirely 
eliminated  by  the  defendant  carriers  on  November  15,  1907,  and  that 
there  is  now  no  charge  exacted  for  this  service  at  East  St.  Louis. 

In  consideration  of  these  premises  it  is  the  finding  and  conclusion 
of  the  Commission  that  the  rate  of  2  cents  per  100  poimds  for  the 
service  of  the  defendant  carriers  in  connection  with  reconsignment 
of  hay  at  East  St.  Louis  at  the  time  the  same  was  rendered  was 
unjust  and  unreasonable  to  the  extent  that  the  same  exceeded  1) 
cents  per  100  pounds,  and  that  complainants  are  entitled  to  repara- 
tion, which  is  hereby  awarded  on  this  basis,  as  follows: 


No.  767. 

No.  884. 

N0.W8. 

No.  946. 

miiiAff  rpptrtl  R,  R.  rv>.. 

344.97 
34«.44 
186.18 

3183.61 
314.47 
87.06 

196.34 
21.00 
S7.68 

Mobil*  it  Ohk)  R.  R.Co 

"isdi'is* 

Loutovllle  A  NashTlUe  R.  R.  Co 

Total 

677.6© 

566.13 

601.18 

140.87 

Orders  will  be  entered  accordingly. 


No.  2242. 
TRAUGOTT  SCHMIDT  &  SONS 

V. 

MICHIGAN  CENTRAL  RAILROAD  COMPANY  ET  AL. 


SubmiUed  December  10, 1909.    Decided  November  14, 1910. 


Piretent  blanket  any-quantity  rate  of  50  cents  per  100  pounds  on  wool  ''in  the  greMe" 
applying  from  Chicago,  Detroit,  and  other  points  to  Boston  found  not  unduly 
discriminatory  or  unreasonable  as  applied  to  Detroit.  Petiticm  asking  the  Com- 
missicm  to  order  establishment  of  a  "stop-ofif "  privUege  on  wool  at  Detroit  denied. 
Complaint  dismissed. 

John  B.  Daish  for  complainant. 

0.  E,  BuUerjidd  for  New  York  Central  Lines. 

N.  8.  Brown  and  TT.  H.  Wylie  for  Wabash  Railroad  Company. 

Cfharies  B.  Femald  for  Pennsylyania  Lines. 

McPhenon,  BiMs  <k  StreeUr  for  Baltimore  &  Ohio  Railroad  Com- 
pany; Cincinnati,  Hamilton  &  Dayton  Railway  Company;  and  Pere 
Marquette  Railroad  Company. 

L,  C,  Stanley  for  Grand  Trunk  Companies. 
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Rbfobt  of  the  CoMiaSSIOK. 

Lane,  Cammisaianer: 

Boston  is  the  chief  wool  market  of  the  United  States.  The  price 
of  wool  is  ''made"  in  Boston  as  the  price  of  grain  is  made  in  Chicago. 
Western  wool,  meaning  thereby  that  which  comes  from  Montana, 
Idaho,  and  other  far  western  states,  is  shipped  to  Boston  via  Omaha, 
St.  Lonisy  or  Chicago.  If  shipped  via  Omaha  it  enjoys  a  stop-over 
privilege  at  that  city  where  it  may  be  sorted  and  graded.  This 
privilege  is  extended  in  the  tariffs  of  the  carriers,  and  thereby  Omaha 
becomes  a  wool  market.  If  shipped  via  St.  Louis  or  Chicago  a 
similar  privilege  arises  out  of  the  fact  that  the  rates  from  the  far 
west  to  the  east ''  break"  on  Chicago,  as  the  railroad  men  express  it — 
that  is  to  say,  the  through  rate  from  Montana  to  Boston  is  a  com- 
bination of  a  rate  up  to  St.  Louis  or  Chicago  plus  other  rates  from 
those  points  to  Boston.  Eastern  wool — that  which  orginates  in 
nearer  states  such  as  Michigan,  Ohio,  Indiana,  and  Illinois — goes 
direct  to  Boston  in  great  part  from  the  point  of  production.  For 
some  years  prior  to  December,  1907,  a  stop-off  privilege  for  the  pur- 
pose of  storing,  grading,  and  resacking  wool  was  allowed  at  Detroit, 
where  the  complainant  does  business  as  a  wool  merchant.  Thia 
privilege  was  cut  off  and  one  of  the  prayers  of  the  complaint  is  that 
this  sorting-in-transit  privilege  may  be  restored.  The  arguments 
for  this  contention  are  that  such  privilege  existed  in  the  past  and  the 
business  of  complainant  was  partly  built  up  under  it,  that  Omaha 
is  granted  such  privilege,  and  that  on  other  commodities,  such  as 
liunber  and  sugar,  storage-in-transit  and  milling-in-transit  privileges 
are  granted  at  Detroit,  for  the  granting  of  which  no  greater  com- 
mercial necessity  exists  than  for  the  granting  of  the  transit  privilege 
to  wool.  Without  such  privilege  the  complainant  contends  that  the 
rate  situation  from  Detroit  to  Boston  puts  it  at  such  disadvantage  as 
to  deny  to  Detroit  the  benefits  of  her  proximity  to  Boston. 

On  May  16, 1904,  a  blanket  rate  on  wool  in  the  grease  (which  coven 
practically  all  of  the  wool  from  this  territory)  was  made  from  Chicago 
and  Chicago  rate  points  on  the  west  to  a  point  near  Youngstown, 
Ohio,  on  the  east,  and  from  points  in  the  lower  peninsula  of  Michigan 
southward,  including  the  greater  part  of  Indiana  and  Ohio.  Within 
this  broad  zone  all  points  have  a  50-cent  any-quantity  rate  on  wool 
in  the  grease  to  Boston.  Chicago  and  Milwaukee  ship  for  the  same 
figure  that  Detroit  does.  St.  Louis  is  given  a  rate  of  57)  cents. 
This  50-cent  rate  to  Boston  makes  the  rate  to  New  Tork  45  ceota; 
Philadelphia,  43  cents;  and  Baltimore,  42  cents.  It  is  strongly  urged 
by  the  complainant  that  Detroit  should  have  a  78  per  cent  rating  as 
to  wool;  in  short,  that  the  blanketing  of  this  territory  does  Detroit 
an  injustice.    Prior  to  the  institution  of  this  50-cent  blanket  rate  the 
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rate  on  wool  from  Detroit  to  the  eastern  seaboard  was  fixed,  as  are 
rates  generally,  upon  the  usual  Official  Classification  percentage  basis. 
For  instance,  on  January  1,  1900,  the  rate  from  Chicago  on  wool  in 
the  grease  was  82  cents  on  less-than-carload  lots,  and  71  cents  on  car- 
loads, while  th'^  rate  from  Detroit  was  65}  cents  less  than  carloads 
and  56}  cents  on  carloads.  On  March  1,  1903,  any-quantity  rates  of 
55  cents  from  Chicago  and  44  cents  from  Detroit  were  established, 
thus  still  maintaining  the  78  per  cent  basis  as  to  Detroit.  But  on 
May  16,  1904,  the  any-quantity  rate  of  50  cents  was  established  alike 
from  Chicago  and  Detroit. 

The  justification  given  for  the  50-cent  rate  from  Chicago  is  that  it 
was  put  in  to  meet  competition  through  St.  Louis  and  the  south- 
western gateways  to  Boston.  The  carriers  serving  Chicago  claim 
that  they  were  compelled  by  reason  of  this  competition  to  make  a 
lower  rate  out  of  that  city,  but  that  it  would  be  unfair  to  take  this 
rate  as  a  basis  for  the  application  of  the  percentage  principle.  The 
competition  which  they  felt  called  upon  to  meet  at  Chicago  did  not 
exist  at  farther  eastern  points,  and  for  this  reason  they  claimed  that 
it  would  have  been  lawful  to  have  made  higher  rates  from  such  points. 
Not  desiring,  however,  to  violate  the  principle  of  the  long-and-short 
haul  provision  of  the  act,  they  extended  the  same  rate  to  these  points 
that  was  made  at  Chicago. 

We  have  given  much  consideration  to  the  several  nice  questions 
which  are  involved  in  this  proceeding.  As  to  the  institution  of  a 
transit  privilege  at  Detroit  the  complainant  is  manifestly  justified  in 
asking  the  reason  why  such  privilege  should  not  be  granted  on  wool 
when  it  is  granted  upon  other  commodities.  To  be  sure  wool  is  not 
scoured  at  Detroit.  The  value  of  the  product  is  not  added  to  by 
being  removed  from  the  cars  at  that  city  and  there  sorted  and 
reloaded.  Neither,  it  may  be  said,  is  the  value  of  sugar  added  to  by 
being  held  in  a  warehouse  at  that  point,  and  yet  the  carriers  grant 
such  transit  privilege.  Omaha  enjoys  advantages  under  the  car- 
riers' tariifs  which  Detroit  regards  herself  as  entitled  to,  but  the 
carriers  which  serve  Omaha  are  not  those  which  serve  Detroit.  The 
western  carriers  as  a  matter  of  poUcy  give  Omaha  a  certain  privilege 
«  which  the  eastern  carriers  as  a  matter  of  policy  deny  to  Detroit. 
This  affects  Detroit,  no  doubt,  injuriously  to  some  extent,  but  it  is 
difficult  to  see  how  it  can  be  remedied  (1)  because  the  carrying  lines  in- 
volved at  the  two  cities  are  not  the  same,  and  (2)  because  to  uphold 
such  claim  on  the  part  of  Detroit  would  justify,  if  not  require,  a  wide 
extension  of  the  privilege  to  other  points.  If  we  give  to  Detroit  a 
transit  privilege,  every  other  point  within  Official  Classification  terri- 
tory would  properly  feel  that  it  would  be  entitled  to  such  privilege. 
And  instead  of  extending  such  privileges  we  believe  it  should  be  our 
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policy  to  curtail  them  to  as  great  a  degree  as  may  be  consistent  with 
the  industrial  deyelopxnent  of  the  country,  for  our  investigations  show 
that  they  are  the  source  and  aggravating  cause  of  many  of  the  most 
serious  complaints  brought  to  our  notice.  We  feel  that  we  are  com- 
pelled, therefore,  upon  principle,  to  deny  the  petition  for  a  transit 
privilege  at  Detroit. 

As  to  the  rate  situation  it  is  manifest  that  Detroit  pays  more  per 
ton  per  mile  for  the  canying  of  wool  in  the  grease  to  Boston  than  does 
Chicago.  This  is  true  of  every  blanket  or  zone  rate  that  is  made.  It 
makes  a  nearby  point  pay  a  proportionally  higher  rate  than  a  more 
distant  point.  We  do  not  feel  justified  in  ordering  a  reduction  ol 
the  Detroit-Boston  any-quantity  rate  to  39  cents  per  100  pounds 
upon  a  commodity  worth  from  15  to  30  cents  per  pound.  The  present 
rate  of  50  cents  from  Detroit  is  much  lower  than  any  previous  rate, 
excepting  one  which  obtained  for  about  a  year  following  March  1, 
1903,  when  the  rate  from  Chicago  to  Boston  was  55  cents  and  from 
Detroit  to  Boston  44  cents.  The  flat  50-cent  any-quantity  rate  with- 
out doubt  allows  small  producers  and  dealers  at  many  points  to  shq> 
directly  to  Boston,  and  it  is  not  without  significance  that  the  only  com- 
plaint as  to  this  group  rate  comes  from  a  middleman  whose  arguments 
are  very  persuasive  as  to  Us  own  disadvantage  under  present  condi- 
tions, but  do  not  bring  conviction  as  to  the  disadvantage  under  ^i^ch 
either  the  wool  producer  or  the  wool  manufacturer  suffers  by  reason 
of  this  somewhat  anomalous  rate  condition. 

The  complaint  will  be  dismissed. 
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No.  3183. 

W.  L.  DOUGLAS  SHOE  COMPANY  ET  AL. 

t?. 

ADAMS  EXPRESS  COMPANY. 


Submitted  November  t,  1910,    Decided  November  U,  1910. 


1.  It  app«an  thAi  after  defendant  had  purchased  the  stock  of  a  omipeting  oipiew 

company  a  lower  rate  via  rail  and  water  from  Brockton  and  other  points  in 
Maflsachusetts  to  New  York  City  waa  withdrawn  and  the  route  abolished;  nponk 
petition  of  shippers  asking  that  the  rail-and-water  rate  and  route  be  restored 
and  praying  for  reparation;  Held,  That  the  Commission  has  not  sufficient  knoiH- 
edge  to  attempt  to  make  an  order  with  respect  to  all  the  localities  inyobred,  but 
suggests  to  defendant  that  the  original  route  and  rate  be  rostoied  or  that  an 
equivalent  rate  be  established  by  some  other  route;  if  defendant  does  not 
within  60  days  file  its  tariff  in  obedience  to  this  suggestion,  the  matter  will  be 
set  down  lot  further  investigation,  and  a  definite  order  will  be  made.  Claim 
tot  reparation  denied. 

2.  The  Commission  has  no  authority  to  order  the  rival  company  which  sold  out  te 

defendant  to  restore  this  route  and  rate.  If  such  authority  resides  anywhere, 
it  is  in  the  courts  and  not  in  this  Commission. 

Richard  J.  Donovan  and  Herbert  D.  Cohen  for  complainants, 
r.  B,  Harrison,  jr.,  for  defendant. 

RSFOBT  OF  THS  COMMISSION. 

Pboutt,  Commieeianer: 

This  complaint  was  originally  brought  by  the  Douglas  Shoe 
Company  in  conjunction  with  certain  other  shoe  companies  engaged 
in  the  manufacture  of  boots  and  shoes  at  Brockton,  Mass.,  and 
attacked  merely  the  rate  on  boots  and  shoes  from  Bnn^kton  to  New 
York  City.  Subsequently  boot  and  shoe  manufacturers  located  at 
other  points  in  that  vicinity,  and  also  firms  and  individuals  engaged 
in  various  communities  in  other  lines  of  business  became  parties,  so 
that  now  the  general  question  of  express  rates  between  this  entire 
section  of  Massachusetts  and  New  York  City  is  involved. 

The  New  York  &  Boston  Despatch  Express  Company  is  a  Massa- 
chusetts corporation  with  a  capital  stock  of  $100,000,  which  origi- 
nally transacted  an  express  business  over  the  railroads  and  steamships 
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of  the  Old  Colony  Railroad  Company.  In  1880  the  Adams  Ezpren 
Company  bought  one-half  the  capital  stock  of  the  New  Tork  A 
Boston  Company,  and  in  1888  acquired  the  balance.  Sinpe  the  latter 
date  it  has  been  and  now  is  the  owner  of  the  entire  capital  stock  of 
the  New  York  &  Boston  Company.  ^ 

The  Adams  Express  Company  operates  under  exclusive  contract 
over  the  lines  of  the  New  York,  New  Haven  &  Hartford  Railroad, 
and  this  contract  embraces  subsequently  acquired  lines.  Some 
years  ago  the  New  Haven  Company  took  over  the  railroad  lines  and 
vessels  of  the  Old  Colony  Company  and  thereupon  the  right  of  the 
Adams  Company  to  do  business  upon  those  lines,  upon  the  expira- 
tion of  the  contract  of  the  New  York  &  Boston  Company,  attadied, 
under  the  terms  of  its  contract  with  the  New  Haven  Company. 

For  some  reason  the  New  York  &  Boston  Company  continued  to 
maintain  an  independent  existence  and  to  transact  an  express 
business  from  its  original  offices  imtil  March  1,  1910,  when  it  with- 
drew from  all  business  except  the  operation  of  a  line  between  New 
York  and  Boston.  The  Adams  Company  had  maintained  offices 
in  connection  with  the  New  York  &  Boston  Company  at  some  of 
the  larger  towns  in  tins  vicinity.  On  March  1,  when  the  New 
York  &  Boston  Company  withdrew  from  business,  the  Adams  Com- 
pany took  over  its  business,  so  that  all  the  offices  of  the  New  York  ft 
Boston  Company  became  exclusive  offices  of  the  Adams  Company. 

The  Adams  Company  has  maintained  for  many  years  a  base  rata 
of  SI  per  100  poxmds  from  the  towns  in  question  to  New  York  C^ty, 
which  has  applied  all  rail.  The  New  York  &  Boston  Company  has 
maintained  a  rate  of  75  cents  from  these  towns  to  New  York  City  via 
rail  to  some  Soxmd  port,  and  thence  by  water  to  New  Yoik.  From 
Brockton,  for  example,  the  line  was  all  rail  to  Fall  River  and  from 
Fall  River  by  steamer.  When  the  New  York  &  Boston  Company 
withdrew  from  business  the  Adams  Company  did  not  reestablish  or 
continue  these  rail  and  water  rates,  and  the  result  was  to  deprive 
shippers  of  any  rate  except  the  SI  all-rail  rate.  It  will  be  seen  that 
there  was  not,  strictly  speaking,  an  advance  in  express  charges  at 
this  time,  but  simply  a  discontinuance  of  the  route  by  which  the  75- 
cent  rate  had  in  the  past  been  available. 

It  should  be  noted  that  no  attack  is  made  in  this  proceeding  upon 
the  SI  all-rail  rate.  This  has  been  for  many  years  and  now  is  the 
all-rail  rate  between  Boston  and  New  York.  Express  traffic  from 
Brockton  via  the  all-rail  route  goes  to  Boston  and  from  thence  to 
New  York.  Some  of  the  towns  in  question  are  upon  the  direct  line 
of  the  New  Haven  road  between  Boston  and  New  York,  and  the 
distance  from  these  points  is  somewhat  less  than  from  Boston,  but, 
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on  the  whole,  no  claim  is  made  that  the  SI  all-rail  rate  is  mireason- 
able;  nor  is  the  Commission  asked  to  reduce  that  rate.  The  con- 
tention of  the  complainants  is  that  the  old  route  and  the  old  rate 
should  be  restored.  Two  questions  arise:  First,  in  fairness  as 
between  these  communities  and  the  Adams  Express  Company,  ought 
the  75-cent  rate  to  be  restored  1  Second,  if  so,  has  the  Commission 
jurisdiction  to  restore  it  ? 

It  is  plain  that  as  a  result  of  these  various  transactions  In  the 
way  of  stock  purchase  and  lease  the  Adaxns  Express  Company  and 
the  New  Haven  Railroad  Company  have  acquired  a  monopoly  of  the 
express  business  in  this  section.  The  complainants  urged  that 
they  ought  not  to  be  aUowed  to  use  this  monopoly  for  the  purpose 
of  depriving  these  locaUties  of  a  facility  and  an  advantage  which 
they  would  otherwise  enjoy.  The  Adams  Express  Company  answers 
that  the  net  result  of  the  withdrawal  from  business  of  the  New 
York  &  Boston  Company  is  a  benefit  to  these  communities,  in  that 
they  pay  less  express  charges  in  gross  since  than  they  did  before. 

There  were  some  130  exclusive  offices  of  the  New  York  &  Boston 
Company.  In  New  England  there  are  some  500  exclusive  offices 
of  the  Adams  Company  and  outside  of  New  England  several  times 
that  number.  The  ordinary  method  of  constructing  express  rates 
between  an  exclusive  office  of  one  company  and  an  exclusive  office 
of  another  is  to  combine  the  s\mi  of  the  local  rates  of  the  two  com- 
panies upon  the  jimction  point,  and  this  results  in  a  higher  through 
charge  than  would  be  imposed  if  the  entire  transportation  was  over 
a  single  line.  The  effect,  therefore,  of  converting  the  New  York  & 
Boston  offices  into  Adams  offices  has  been  to  reduce  the  rates  between 
these  points  and  the  exclusive  offices  of  the  Adams  Company,  and 
tiiat  company  insists,  and  it  is  likely  true,  that  the  result  is  a  decrease 
in  the  total  amount  of  express  charges  paid. 

But  the  question  for  determination  is  upon  the  reasonableness 
of  this  particular  route  and  rate  from  these  complaining  communities 
to  the  city  of  New  York,  and  not  as  to  other  rates  to  different  points. 
If  the  complainants  are  entitled  to  this  rate,  relief  should  not  be 
denied  them  upon  the  ground  that  certain  other  communities  have 
been  benefited  or  that  the  rates  which  they  themselves  enjoy  to 
other  points  have  been  reduced. 

There  has  been  for  many  years  and  still  is  a  rail-and-water  pas- 
senger rate  from  these  points  to  New  York  City  which  is  less  than 
the  all-rail  rate.  For  many  years  previous  to  March  1,  1910,  there 
was  via  rail  and  water  an  express  service  between  these  points  upon 
a  base  rate  which  never  exceeded  75  cents  per  100  pounds.  The 
location  of  these  communities  is  such  that  they  obtain,  so  long  as 
free  play  is  allowed  to  competitive  transportation  agencies,  a  lower 
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express  rate  Tia  the  rail-^and-water  route  than  is  aooorded  by  the 
all-rail  route.  It  is  only  when  the  agencies  of  transportation  hare 
been  monopolized  by  this  defendant  and  its  partner,  tiie  New  Hmeo 
Bailroady  diat  the  rate  of  75  cents  can  be  withdrawn.  We  are  ci  tba 
opinion  that  the  route  is  a  natural  one  and  that  an  express  seiiiue 
ought  to  be  maintained  via  that  route,  or,  at  all  oTents,  that  this 
defendant  ought  not  to  be  permitted  to  deprive  these  communities 
of  the  use  of  this  route  at  a  reasonable  rate  unless  it  gives  to  them 
the  benefit  of  a  corresponding  rate  by  some  other  route. 

The  defendant  urges  that  the  rate  of  75  cents  is  unreasonal^  low, 
and  that  even  if  the  route  were  reestablished  the  rate  ought  to  be 
advanced.  The  evidence  adduced  is  twofold.  First,  it  is  said  that 
for  the  last  four  years  previous  to  its  withdrawal  from  business  the 
New  York  &  Boston  Company  lost  on  the  average  over  $34,000  per 
year.  Without  analyzing  these  figures,  but  assuming  the  fact  to  be 
as  claimed,  this  does  not  ^ow  that  the  particular  rate  in  question  was 
unreasonable.  It  was  not  denied  by  the  defendant  that  previous  to 
1906  the  New  York  &  Boston  Company  had  voluntarily  conceded  a 
rate  of  50  cents  to  the  larger  shippers  in  these  communities,  under 
which  the  bulk  of  the  traffic  moved.  Subsequent  to  the  Etepbum 
amendment  by  which  express  companies  were  brought  under  the 
jurisdiction  of  this  Commission  the  75-cent  rate  has  been  maintained. 

Secondly,  the  New  York  &  Boston  Company,  as  already  stated, 
still  maintains  an  express  service  by  rail  and  water  between  Boston 
and  New  York  upon  a  base  rate  of  75  cents,  and  tiie  defendant  showed 
that  this  business  for  the  current  year  had  resulted  in  a  considerable 
loss.  But  this  is  not  conclusive,  for  it  appears  from  the  figures  far> 
nished  by  the  defendant  that  the  cost  of  the  terminal  service  in  Boetoo 
is  much  greater  than  it  ever  has  been  in  Brockton  or  at  similar  interior 
points,  and  it  may  well  be  that  even  though  the  Boston  business  is 
handled  at  a  loss  similar  business  from  these  smaller  communitiea 
might  not  be. 

The  rate  from  Boston  has  never  exceeded  75  cents,  and  it  is  some- 
what difficult  to  beUeve,  notwithstanding  the  figures  presented  by 
the  defendant,  that  this  business  has  been  all  these  years  transacted 
at  a  loss  and  is  still  being  continued  upon  a  losing  basis. 

The  second  question  for  consideration  is,  Can  the  Commissioii 
order  a  restoration  of  this  route  and  rate  1  Plainly  it  can  not  require 
the  New  York  &  Boston  Company  to  resume  business.  If  so^ 
authority  resides  anywhere,  it  is  in  the  courts  and  not  in  this  Oom- 
mission. 

There  m  throu^  passenger  service  by  rail  from  Boston  to  FaO 
Biver,  and  thence  by  boat  to  New  York.  The  testimony  shows 
that  an  express  service  is  maintained  by  rail  between  Brockton 
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and  Fall  River  and  by  water  between  Fall  Riyer  and  New  York, 
but  apparently  there  is  no  through  service  by  this  route.  What  the 
facts  may  be  as  to  the  other  points  in  controversy  in  this  respect  is 
not  disclosed  by  the  testimony. 

We  are  of  the  opinion  that  where  an  express  service  is  already 
maintained  by  a  single  company  this  Commission  has  authority  to 
require  the  application  of  a  through  rate  by  that  company.  Certainly 
we  can  require  this  defendant  to  give  to  these  communities  a  reason- 
able rate  to  the  city  of  New  York  by  some  avenue.  If  they  have  shut 
up  and  decline  to  open  the  old  route,  they  should  be  compelled  to 
establish  the  lower  rate  by  some  other  route.  We  have  not  sufficient 
knowledge  to  attempt  to  make  an  order  with  respect  to  aU  the  locaU- 
ties  involved,  and  we  shall,  therefore,  for  the  present,  suggest  to  the 
Adams  Express  Company  that  the  original  route  and  rate  be  restored 
or  that  an  equivalent  rate  be  established  by  some  other  route.  If  that 
company  does  not  within  sixty  days  file  its  tariff  in  obedience  to  this 
suggestion,  the  matter  will  be  set  down  fof  further  investigation,  and 
a  definite  order  will  be  made. 

The  complainants  pray  for  reparation  with  respect  to  shipments 
which  have  moved  since  March  1,  1910,  under  the  aU-raU  base  rate 
of  SI;  but  it  is  difficult  to  see  upon  what  theory  such  reparation 
can  be  awarded.  These  shipments  have  taken  the  all-ridl  route, 
and  there  is  no  finding  that  the  rate  via  this  route  is  excessive. 
The  New  York  &  Boston  Company  is  not  a  party  to  this  proceeding, 
and  no  damages  could  be  assessed  against  it  if  it  were.  While  we 
now  hold  that  the  Adams  Company  ought  to  accord  these  shippers 
a  rate  of  75  cents  via  the  rail-and-water  route,  it  is  not  apparent 
that  we  could  or  should  award  damages  for  their  failure  to  do  so 
up  to  the  present  time.    The  claim  for  reparation  will  be  denied. 
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No.  2258. 
GXJLF  COAST  NAVIGATION  COMPANY 

V. 

KANSAS  CITY  SOUTHERN  RAILWAY  COMPANY  ET  AL. 


SulmUited  AprU  7,  1910.    Decided  November  H,  1910, 


A  company  engaged  in  tbe  sale  and  distribution  of  oils  and  fuel  transferred  tta 
barges  and  tagt>oat8  to  the  complainant  company,  incorporated  by  It  fbr 
tbe  purpose,  and  tbe  stocl^of  whicb  it  now  owns.  Upon  complaint  by  tbe 
latter  company  asking  for  through  routes  and  joint  rates  to  certain  land- 
'  ings  on  the  Neches  and  Sabine  rivers,  to  which  it  does  not  appear  tliat  tt 
carries  any  substantial  traffic  for  other  shippers;  ffeId,That  the  senrioe per> 
formed  by  the  complainant  for  the  oil  company  by  which  it  is  owned  is  not 
a  seryice  of  transportation,  and  the  mere  fiict  that  the  complainant  hmm 
been  Incorporated  as  a  common  carrier  and  is  able  to  pick  up  some  tralBc 
for  other  interests  gives  it  no  right  to  demand  Joint  through  rates  with  tbe 
defendants,  and  thus  to  compel  the  defendants  to  contribute  to  the  expense 
of  its  operation. 

Greer  dk  Minor  and  Charles  D.  Drayton  for  ccmiplamant 

8.  W.  Moore^  F.  H.  Moorey  and  Evans  Brovme  for  defendants. 

Report  of  thb  Commission. 

Harlan,  Commissioner: 

The  Higgins  Oil  &  Fuel  Company,  organized  under  the  general 
Uws  of  the  state  of  Texas  with  a  capital  stock  of  $2405,400,  deals 
in  oils  and  fuel.  The  record  does  not  disclose  the  extent  of  its  ao- 
tivities  or  describe  the  general  territory  in  which  it  operates.  It 
appears,  however,  that  since  the  date  of  its  organization  in  1901  it 
has  been  engaged  in  the  distribution  and  sale  of  oils  and  similar 
merchandise  in  and  around  Beaumont  and  at  other  points  on  the 
Neches  and  Sabine  rivers,  in  the  state  of  Texas,  as  well  as  at  Gal- 
veston and  other  ports  on  the  Gulf  of  Mexico. 

In  the  conduct  of  its  business  it  is  able  to  use  barges  and  towboats 
to  advantage  in  transporting  oil  along  the  Gulf  coast  between  Gal- 
veston, Morgan  City,  and  other  points,  and  to  some  extent  on  the 
rivers  above  mentioned.  It  had  therefore  equipped  itself  with  a 
number  of  such  barges  and  with  one  or  more  towboats.  When  tbe 
ship  canal  from  Port  Arthur  to  the  Neches  Biver  was  opened  in  190T 
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the  company  found  that  its  larger  deep-draft  barges,  theretofore  em- 
ployed only  on  the  waters  of  the  Oulf,  could  be  run  through  to 
Beaumont  In  order  that  its  light-draft  barges  might  be  put  to 
prc^table  use  and  for  other  and  probably  more  controlling  reasons, 
as  will  hereinafter  appear,  it  organized  under  the  Texas  laws  a  cor- 
porati<m  known  as  tiie  Gulf  Coast  Nayigation  Onnpany,  the  com- 
plainant herein,  with  a  capital  stock  of  $15,000.  In  ezdiange  for 
the  stock  the  oil  company  turned  over  to  the  new  company  one  tow- 
boat  and  three  light-draft  barges.  Of  the  stock  of  the  new  company 
the  Higgins  Oil  &  Fuel  Company  directly  owns  145  shares;  the  re- 
maining 5  shares  stand  on  the  records  of  the  complainant  company 
in  the  names  of  officers  or  stockholders  of  the  Higgins  Oil  &  Fuel 
Company,  doubtless  to  qualify  them  as  directors  of  the  complainant 
company. 

The  Gulf  Coast  Navigation  Company  is  now  before  us  seeking  an 
order  requiring  the  Kansas  City  Southern  and  its  allied  line  in  Texas, 
known  as  the  Texarkana  &  Fort  Smith  Railway  Company,  to  join 
with  it  in  the  establishment  of  through  routes  and  joint  rates  on  crude 
petroleum  oil  from  producing  points,  in  what  is  blown  as  the  Caddo 
oil  field  of  northern  Louisiana,  to  Galveston,  Sabine,  and  Orange, 
and  to  various  landings  on  the  Neches  and  Sabine  rivers  and  on  their 
tributaries  and  bayous.  All  these  points  are  in  the  state  of  Texa& 
It  also  demands  a  through  route  and  joint  rate  from  the  same  points 
in  the  oil  field  to  Morgan  City  in  the  state  of  Louisiana.  This  route, 
if  established  over  the  lines  of  the  defendants  in  connection  with  the 
complainant,  would  extend  partly  outside  the  state  of  Louisiana  and 
would  therefore  constitute  an  interstate  movement,  although  the  oil 
field  and  Morgan  City  lie  within  the  same  state. 

In  demanding  through  routes  and  joint  rates  the  complainant  also 
asks  that  the  point  of  interchange  shall  not  be  at  Beaumont,  but  at  a 
point  about  two  miles  south  of  Beaumont  on  the  line  of  the  Texarkana 
&  Fort  Smith  called  Higgins  Spur.  At  this  point  the  main  line  of 
the  defendant  is  about  1,000  feet  distant  from  the  Neches  River.  It 
seems  to  be  nothing  more  than  a  private  station  of  the  Higgins  Oil  A 
Fuel  C(»npany,  which  there  has  a  spur  track  connected  with  the 
defendant's  line.  This  track  does  not  reach  the  river  where  the 
Higgins  Oil  A  Fuel  Company  has  a  landing,  but  the  complainant 
proposes  and  offers  in  the  petition  to  transfer  the  oil  at  its  own  ex- 
pense from  the  cars  to  its  barges  by  means  of  a  pipe  line  heretofore 
constructed  by  the  Higgins  Oil  A  Fuel  C(Mnpany  from  the  end  of  the 
spur  track  to  its  boat  landing. 

In  asking  for  an  order  establishing  through  routes  and  joint  rates 
with  the  defendants  between  the  points  hereinbefore  referred  to,  the 
complainant  in  its  petition  prays  that  the  use  by  shippers  of  the  routed 
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and  rates  so  established  shall  be  limited  by  certain  terms  and  ocmdi- 
tions  which  the  Commission  is  requested  to  embody  in  its  order. 
Among  other  conditions  the  Commission  is  asked  to  require  that  con- 
signees desiring  to  take  advantage  of  the  services  of  the  ccMnplainant 
shall  have  tankage  facilities  to  receive  not  less  than  4,000  barrels  of 
oil  at  a  time;  and  not  less  than  a  4-inch  pipe  from  the  boat  Uniiing 
to  their  tanks;  and  a  safe  landing  for  boats  drawing  as  much  as 
18  feet  of  water.  We  are  also  asked  to  embody  in  the  order  a  condi- 
tion that  the  complainant  shall  not  be  compelled  to  carry  oil  to  the 
destinations  in  question,  except  in  cargo  lots  or  when  they  have  as 
much  as  a  cargo  to  move.  They  also  ask  that  shippers  shall  be  re- 
quired to  give  them  ten  days'  written  notice  prior  to  the  date  of  the 
movement,  stating  the  service  desired  and  the  quantity  of  oil  to  be 
carried.  The  petitioner  demands  also  a  provision  in  the  order  to  the 
effect  that  the  shipments  shall  be  at  the  owner's  risk  in  transit  after 
leaving  the  rail  line,  and  that  the  identity  of  the  oil  need  not  be  pre- 
served, but  that  consignees  shall  be  entitled  to  receive  at  destination 
only  the  average  grade  of  all  the  shipments  made  at  the  same  time,  the 
complainant  to  be  required  to  carry  in  bulk  only  and  the  shipper  to 
assume  the  damage  resulting  from  the  mixture  of  his  oil  with  othff 
crude  oils.  The  significance  of  these  requests  is  emphasized  by  the 
fact  that  since  the  petition  was  filed  the  complainant  has  disposed 
of  two  barges,  leaving  available  for  the  fulfillment  of  its  obligatiom 
as  a  common  carrier  but  one  barge  and  one  tugboat;  but  it  is  said 
that  to  meet  emergencies  the  complainant  may  charter  barges  from 
the  Higgins  Oil  &  Fuel  Company  or  others,  on  a  trip,  per  diem,  or 
percentage  basis.  It  was  suggested  at  the  hearing,  however,  by  the 
examiner  before  whom  the  testimony  was  taken,  that  the  complain- 
ant would  have  to  withdraw  its  demands  for  these  terms  and  condi- 
tions surrounding  the  use  of  the  through  routes  and  joint  rates  which 
it  desired  the  Commission  to  establish ;  and  it  is  understood  that  the 
complainant  now  asks  for  an  order  without  any  attendant  and  quali- 
fying conditions  of  that  character. 

It  is  insisted  that  the  complainant  company  was  organized  with 
the  bona  fide  purpose  of  doing  a  general  transportation  business  and 
for  carrying  freight  of  all  kinds  for  the  general  public  We  are 
advised  that  it  has  moved  occasional  shipments  of  railway  ties  acrofli 
the  Gulf  waters  and  between  points  on  the  Oulf.  There  are  said  to 
have  been  six  such  shipments,  aggregating  47,816  ties,  made  during 
the  five  months  ending  May  29,  1909.  We  are  also  told  that  159,611 
ties,  together  with  199,000  feet  of  lumber,  were  carried  across  the 
waters  of  the  Gulf  during  the  period  from  October  1,  1909,  to  June 
80,  1910.  It  is  asserted  that  other  movements  of  forest  products  are 
being  actively  solicited,  and  that  the  ccunplainant  is  prepared  to 
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transport,  and  has  an  assurance  of  reoeiving  for  carriage,  a  substan- 
tial quantity  of  petroleum  that  will  come  into  competition  with  the 
operations  of  the  Higgins  Oil  &  Fuel  Onnpany.  It  was  stated  upon 
the  argument  that  the  complainant  is  now  carrying  crude  oil  to  the 
extent  of  from  16,000  to  20,000  barrels  a  month  from  Sabine  and  Port 
Arthur  to  Galveston  for  other  companies.  It  is  said  that  out  of  a 
gross  revenue  of  $11,860.22  for  the  three  months  ending  December 
81,  1909,  as  much  as  $2,416.04  was  derived  on  traffic  in  which  the 
Higgins  Oil  A  Fuel  Company  had  no  interest.  The  remainder  of 
$8,944.18  was  contributed  to  the  complainant,  however,  by  the  last- 
named  company  for  petroleum  transported  on  its  own  account 

While  Sabine,  Galveston,  Morgan  City,  and  Orange  are  established 
communities,  they  are  all  well  served,  so  far  as  this  record  advises  us, 
by  the  regular  rail  lines  over  through  routes  and  under  charges  for 
the  through  movement  that  have  not  been  complained  of  so  &r  as 
now  appears.  The  two  or  three  landings  on  the  Sabine  River  to 
which  through  routes  and  joint  rates  are  desired  by  the  complainant 
are  approximately  five  miles  from  any  railroad  station,  but  they 
appear  to  be  private  landings.  Most,  if  not  all,  the  landings  on  the 
Neches  River  to  which  through  routes  and  joint  rates  are  desired  by 
the  complainant  boat  line  are  also  private  landings  appurtenant  to 
rice  or  other  plantations,  and  none  is  more  than  two  and  one-half 
miles  distant  from  regular  staticms  on  the  line  of  the  defendant ;  two 
such  points  being  shown  by  the  record  to  be  not  in  excess  of  three- 
fourths  of  a  mile  and  one  about  one-half  mile  distant  from  a  freight 
station  of  the  defendant  To  Beaumont,  Port  Arthur,  Sabine,  and 
intermediate  points  oil  is  moved  frcmi  the  Caddo  field  under  an  8-cent 
rate.  This  is  also  the  rate  to  Higgins  Spur,  at  which  point  the 
Higgins  Oil  A  Fuel  Company  has  heretofore  received  and  is  now 
receiving  from  the  Caddo  wells  oil  which  is  later  sold  and  delivered 
at  these  landings  on  the  Neches  and  Sabine  rivers  in  the  barges  of 
the  defendant  company.  The  complainant  now  asks  that  we  order 
into  effect  a  lOJ-cent  joint  through  rate  to  these  private  landings 
through  Higgins  Spur  and  establish  its  division  thereof  at  6^  cents 
per  100  pounds,  thus  diminishing  the  present  earnings  of  the  defend- 
ants by  2}  cent&  It  undertakes  under  that  division  of  the  rate  to  do 
what  it  has  heretofore  been  doing  at  its  own  expense^  namely,  to 
unload  its  oil  cars  into  its  oil  barges  and  carry  it  to  its  customers  at 
the  several  landings  that  have  been  mmticmed.  The  average  haul 
from  the  oil  field  to  Beaumont  is  from  280  to  286  miles.  The  private 
landing  on  the  Neches  River  most  distant  from  Higgins  Spur  seems 
not  to  be  more  than  10  or  11  miles  away;  those  on  the  Sabine  River 
are  probably  as  much  as  20  or  22  miles  distant  from  the  complain- 
int's  landing  at  Higgins  Spur. 
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We  do  not  find  from  the  record  that  any  sach  &ct8  have  been  dia- 
closed  as  will  warrant  the  exercise  of  the  authority  of  the  Commis- 
sion to  establish  throng^  roates  and  joint  rate&  The  Higgins  Oil 
A  Fuel  Company^  when  it  owned  and  operated  the  tog  and  barges 
which  it  later  tamed  over  to  the  cc»nplainant,  availed  itself  of  these 
two  rivers  as  an  econcxnical  method  of  distributing  its  oil  to  its 
cast(»ners,  just  as  it  may  and  probably  does  avail  itself,  as  other  ofl 
companies  generally  do,  of  the  roads  and  turnpikes  to  distribute  its 
oil  in  tank  wagons  to  customers  living  at  even  mOTe  distant  pcNstSb 
We  do  not  see  that  the  distribution  of  its  oil  to  its  customers  at 
private  landings  alcmg  the  river  is  any  more  a  service  of  transporta- 
tion now  that  it  has  transferred  its  tug  and  barges  to  a  boat  line  thai 
it  owns  than  it  was  when  it  owned  the  tug  and  barges  directly.  At 
any  rate  the  mere  tact  that  the  towboats  and  barges  of  the  Higpns 
Oil  &  Fuel  Company  have  been  turned  over  to  a  corporation  owned 
by  it  and  purporting  to  be  a  ccHnmon  carrier,  and  which  is  aUe  to 
pick  up  some  actual  transportation  for  other  interests  over  other 
waters,  is  not  conclusive  of  its  rig^t  to  compel  the  defendants  to  ooo- 
tribute  to  the  expense  of  distributing  its  oil  and  amilar  products  at 
these  private  landings  and  thus  to  impair  their  own  earnings.  Hie 
record  gives  us  no  assurance  that  there  is  any  outside  tralBc  for  this 
complainant  to  carry  frcmi  Higgins  Spur  to  the  private  landings  in 
question,  nor  does  it  give  the  shipping  public  any  assurance  that  it 
will  establish  a  regular  schedule  of  sailings  for  such  outside  traJfe 
if  any  exists.  Under  such  circumstances,  and  in  view  of  the  respon- 
sibilities attached  to  initial  lines  under  section  20  of  the  act,  we  see 
no  f oundaticm  for  an  order  in  accordance  with  the  prayer  of  the  com- 
plaint So  far  as  the  record  gives  us  any  indication  the  only  result 
flowing  from  such  an  order  will  be  to  enable  the  Higgins  Oil  A  Fuel 
Company  to  receive  its  oil  at  Higgins  Spur  at  less  than  the  pr 
rate  and  to  secure  from  the  earnings  of  the  defendants,  the 
ableness  of  which  is  not  here  attacked,  a  contribution  toward  the 
penses  of  distributing  its  oil  to  its  customers. 

The  complaint  must  be  dismissed  and  it  will  be  so  ordered. 
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No.  2146. 
NORTHERN  ANTHRACITE  COAL  COMPANY 

V. 

DELAWARE,  LACKAWANNA  &  WESTERN  RAHiROAD 

COMPANY. 


SubfmiUd  Nimmbir  1, 1910.    DmiM  frovemhir  14, 1910. 


IMeodanf  f  preBent  mptanUAy  estaUkhed  ntat  per  gron  ton  lor  the  tnuDq;>ortatioo 
of  leiiiianthncite  coal,  originating  at  Beraica,  Fa.,  from  Waverly,  N.  Y.,  to  Biof- 
hamUm,  N.  Y.,  found  unreasonable,  and  reaeonable  ratea  preecribed  lor  the  futura. 

B.  W.  Bymer^  M.  J.  Murray,  jr.,  and  M.  J.  MarHn  for  complainant. 
J.  L.  Seager,  D(mgla$  Swift,  and  A.  8.  Learcyd  for  defendant. 

RSPOBT  or  THB  CoMHiaaiON. 

Clkmknts,  Cfmimiuioner: 

Thia  case  presents  the  question  of  reasonableness  of  defendant's 
separately  established  rate  of  78  cents  per  gross  ton  for  the  transpor- 
tation from  Waverly,  N.  Y.,  to  Bing^amton,  N.  Y.,  of  carload  ship- 
ments of  semianthracite  coal  originating  at  Bemice,  Pa. 

Complainant  operates  a  coal  mine  at  Murray,  about  3}  miles  from 
Bemice,  from  which  last-named  point  the  Lehigh  Valley  Railroad 
Company  maintains  a  switch  connection  to  the  mine.  It  is  47  miles 
from  Bemice  to  Waverly,  where  coal  from  complainant's  mine  des- 
tined to  Binghamton  is  turned  over  to  the  defendant  railroad,  which 
is  the  delivering  line.  The  proportional  rates  of  the  Lehigh  VaUey 
from  Bemice  to  Waverly  aro  78  cents  on  prepared  sixes  and  60  cents 
on  pea  and  buckwheat  sixes  and  screenings  per  gross  ton.  These 
rates  include  tiie  haul  from  the  mine  to  Bemice  oyer  a  stretch  of  road 
having  many  sharp  curves  and  heavy  grades.  The  Lehigh  Valley 
delivers  the  coal  on  a  switch  siding  of  the  Delaware,  Lackawanna  & 
West^m  at  Waverly,  from  idiich  point  to  Binghamton  the  distance 
is  39  miles,  and  for  the  haul  from  Waveriy  to  Binghamton  defend- 
ant's separately  established  proportional  rate  is,  as  above  stated,  78 
cents  per  gross  ton  on  all  sixes  of  coal  and  is  the  same  to  all  stations 
between  Waveriy  and  Bioi^amton. 

The  bulk  of  the  shipments  is  of  the  pea  and  buckwheat  sixes  and 
screenings,  upon  idiich  60  cents  is  the  separately  established  pro- 
portional rate  of  the  Lehi|^  Valley  frtmi  Bemioe  to  Waveriy.    The 
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total  charge,  therefore,  on  coal  of  these  sizes  from  Bemice  to  Bmg- 
hamton  is  $1.35.  The  local  rate  6f  the  Lehigh  Valley  from  Bemioe 
to  Waverly  is  SI. 15  on  prepared  sizes  and  SI  on  pea  and  buckwheat 
sizes  and  screenings,  and  the  local  rate  from  Wayeriy  to  Binghamtosi 
by  defendant's  lines  is  S1.23  on  aU  sizes. 

This  coal  is  a  semianthradte  and  is  much  more  friable  than  either 
genuine  anthracite  or  bituminous  coal.  About  45  per  cent  of  the 
output  of  the  mine  is  screenings.  The  larger  sizes  of  this  coal  enter 
into  competition  with  genuine  anthracite,  while  the  screenings  are 
sold  in  competition  with  bituminous  coal.  The  deUvered  prices  at 
Binghamton  vaiy  from  $2.35  to  S3  per  ton  and  are  usually  from  50 
cents  to  SI. 25  less  than  that  of  the  genuine  anthracite.  Anthracite 
proper  seUs  deUvered  at  Binghamton  for  about  S5.80  a  ton,  while 
the  semiauthracite  in  the  prepared  sizes  seUs  for  about  S4.80.  The 
screenings  sell  for  about  $2.10,  while  the  bituminous  slack  sells  for 
about  $2.30.  In  order  to  use  the  semiauthracite  screenings  for  steam 
purposes  about  two  parts  thereof  are  mixed  with  one  of  bituminoas 
slack. 

From  Blossburg,  Pa.,  to  Binghamton,  N.  T.,  via  the  Erie,  Ehnira, 
and  the  Delaware,  Lackawanna  &  Western  Railroad,  a  distance  of  103 
miles,  the  rate  on  bituminous  coal  is  95  cents,  and  for  Delaware, 
Lackawanna  &  Western  deUvery  via  the  Erie,  a  distance  of  104  miles, 
the  rate  is  75  cents.  Some  of  the  coal  from  complainant's  mina 
reaches  Binghamton  via  the  Lehigh  VaUey  and  the  Erie,  the  total 
charges  being  the  same  as  when  the  traffic  moves  over  the  Lehi^ 
Valley  and  the  Delaware,  Lackawanna  &  Western,  but  the  rates 
neither  of  the  Erie  nor  of  the  Lehigh  VaUey  are  complained  against 
in  this  proceeding. 

It  is  the  finding  and  conclusion  of  the  Commission  upon  considera- 
tion of  all  the  facts,  circiunstances,  and  conditions  appearing  that  the 
defendants'  separately  established  rate  of  75  cents  per  gross  ton  for 
the  movement  of  the  traffic  here  involved  from  Waverly  to  Bing- 
hamton,  N.  Y.,  is  unreasonable  and  unjust  and  that  the  same  results 
in  the  exaction  of  imreasonable  charges  for  the  through  transportatkia 
of  coal  from  Bemice  to  Binghamton.  It  is  our  further  finding  and 
conclusion  that  the  said  rate  of  75  cents  is  unjust  and  unreasonable 
to  the  extent  that  the  same  exceeds  65  cents  per  gross  ton  on  prepared 
sizes  of  the  coal  in  question,  and  55  cents  on  the  siies  designated  as 
pea,  buckwheat,  and  smaller  sizes,  including  screenings,  and  that  tha 
futiu^  maximum  rates  to  be  charged  shall  not  exceed  thoae  last- 
above  indicated. 

An  order  will  be  entered  in  accordance  with- these  findings  and 
conclusions. 
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No.  1126. 
WTMAN,  PARTRIDQE  &  COMPANY  ET  AL. 

t?. 
BOSTON  &  MAINE  RAILROAD  ET  AL. 


8uhmiiU0d  November  g,  1910.    Beaded  November  14, 1910. 


lUparation  awarded  in  iavor  of  the  principal  complainants  against  certain  lake-Une 
defendants  for  damages  on  shipments  of  mochandise  because  of  unreasonable 
rate  advances  to  cover  marine  insurance  protection  which  was  never  given. 
JcfTUi  V.  P.  R.  R.  Co.,  17  I.  G.  G.  Rep.,  361»  cited  and  distinguished. 

Dodge  <b  Webber  for  complainants. 

Ereizinger,  Roomy  db  ErdsAnger  for  Canada-Atlantic  Transit 
Company  and  Port  Huron  &  Duluth  Line  of  Steamers. 

0.  E.  BuUerfield  and  Howard  T.  BaUard  for  Western  Transit 
Company. 

Charles  M.  HeaU  for  Mutual  Transit  Company. 

SUFPLEMBNTAL  ReFOBT  OF  THE  COHMISSIOK. 

Pboutt,  OomfnMSvmer: 

This  is  a  supplemental  petition  asking  reparation.  In  order  to 
understand  the  question  presented  it  is  necessary  to  have  in  mind 
the  original  proceedings.     13  I.  C.  C.  Rep.,  258 ;  18  lb.  577  (rehearing). 

At  the  b^inning  of  navigation  in  1907  rail  and  lake  rates  from 
the  Atlantic  seaboard  and  other  eastern  points  of  origin  to  Chicago, 
Duluth,  St.  Paul,  and  other  western  destinations  were  advanced  by 
varying  amounts,  b^inning  with  three  cents,  first  class.  Thereupon 
complaint  was  filed  by  Wyman,  Partridge  &  Company  and  other 
shippers  against  the  carriers  exacting  the  higher  charges,  for  the 
purpose  of  compelling  a  restoration  of  the  original  tariffs. 

Tlie  so-called  Barter  Act  provides  that  water  carriers  may  by  con- 
tract exempt  themselves  from  liability  for  perils  of  the  sea,  and  most 
bills  of  lading  covering  water-borne  traffic  do,  in  point  of  fact,  con- 
tain such  an  exemption.  To  secure  protection  against  loss  from 
perils  of  the  sea,  shippers  upon  the  Great  Lakes  by  these  lake  and 
rail  lines  had  been  accustomed,  previous  to  1907,  to  take  out  marine 
insurance  covering  their  individual  shipments.    The  tariffs  by  which 
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these  advanced  rates  were  established  in  the  spring  of  1907  stated 
that  insurance  against  perils  of  the  sea,  while  the  traffic  was  water- 
borne  upon  the  Great  Lakes,  would  be  provided  by,  the  carriers  for 
the  benefit  of  shippers,  and  the  carriers  claimed  that  the  purpose  of 
these  advances  was  to  cover  the  cost  of  this  marine  insurance  which 
they,  for  the  first  time,  furnished  as  a  part  of  the  rate. 

It  appeared  that  the  cost  of  the  insurance  to  the  carriers  or  to  the 
shippeiB  was  much  less  than  the  amount  of  the  advances,  but  the 
Conmiission,  upon  full  consideration,  was  of  the  opinion  that  the 
advanced  rates  should  be  permitted,  provided  the  shipper  was  given 
that  protection  against  sea  peril  which  the  tariffs  profe^ed  to  accord. 

It  was  found,  however,  that  neither  the  tariff  on  file  nor  the  biD 
of  lading  under  which  the  traffic  moved,  nor  the  insurance  which  waa 
taken  out  by  the  carrier  did  give  the  shipper  the  protection  which  he 
had  formerly  obtained  under  his  policy  of  marine  insurance,  and  the 
Commission  announced  that  unless  certain  changes  were  made  in 
tariff  and  in  bill  of  lading,  which  seemed  necessary  to  secure  to  the 
shipper  tins  protection,  the  original  rates  would  be  restored.  Certain 
changes  were  made  by  the  carriers  during  the  season  of  1908,  but  theee 
were  not  satisfactory  to  the  complainants  and  were  not  fully  approved 
by  the  Commission.  In  the  season  of  1909  the  tariffs  and  bills  of 
lading  of  the  carriers  were  brought  into  conformity  with  the  views  of 
the  Commission  and  have  since  been  in  effect. 

During  the  season  of  1907  great  uncertainty  •  prevaOed  among 
shippers  as  to  the  character  and  extent  of  the  protection  afforded  by 
the  insurance  which  the  carriers  professed  to  have  effected.  Wyman^ 
Partridge  &  Company,  who  are  large  shippers,  not  being  satisfied, 
after  inquiry,  that  they  had  any  adequate  protection,  proceeded  to 
insure  their  shipments  during  the  season  of  1907,  exactly  as  they  had 
done  during  previous  seasons.  This  petition  seeks  to  recover  by  way 
of  reparation  the  amounts  paid  by  that  company  for  this  insurance. 

The  first  ground  of  objection  is  that  these  complainants,  by  not 
having  insisted  upon  this  reparation  in  the  original  proceeding,  have 
lost  the  right  to  do  so  at  this  time  and  in  this  manner. 

The  original  complaint  alleged  that  the  advanced  rates  were 
unreasonable  and  asked  reparation  on  account  of  the  advance. 
The  Commission  held  that  the  rates  were  unreasonable  unless  the 
carriers  provided  suitable  indemnity  against  perils  of  the  sea,  and 
stated  that,  in  default  of  such  action  by  the  carriers,  the  original 
rates  would  be  restored.  It  was  not  finally  determined  whether  the 
carriers  would  take  this  action  and  whether,  therefore,  the  ratee 
would  be  aUowed  to  stand  until  the  spring  of  1909.  This  petition 
was  filed  April  27,  1909,  very  soon  after  the  final  disposition  of  the 
original  complaint  and  within  two  years  from  the  moving  of  the 
traffic  involved  and  from  the  date  of  the  payment  of  the  insurance 
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premiums.  In  view  of  theee  facts  it  would  appear  that  the  com- 
plainants have  acted  with  reasonable  diligence  in  the  presentation 
and  prosecution  of  their  claim. 

The  serious  question  is  whether  damages  of  this  kind  can  be 
awarded.  The  Commission  held  in  Jaynea  v.  P.  B.  B.  Co.,  17  I.  C.  C. 
Rep.,  361,  that  it  had  no  jurisdiction  to  give  general  damages,  but 
could  only  award  rate  damages.  Are  these  damages  rate  damages 
within  the  meaning  of  that  case  t 

The  Commission  found  that  the  rates  prescribed  by  the  defendants 
•  were  unreasonablei  for  the  reason  and  to  the  extent  that  the  carrier 
failed  to  provide  protection  against  loss  from  perils  of  the  sea.  Had 
the  defendants  by  their  tariffs  and  bills  of  lading  or  by  some  adequate 
form  of  insurance  provided  this  protection  the  rates  would  have  been 
reasonable.  In  the  opinion  of  the  Commission,  no  such  protection 
was  provided  either  by  the  tariff  or  by  the  bills  of  lading  or  by  the 
insurance  which  was  effected.  It  was  plainly  the  right  therefore  of 
Wyman,  Partridge  &  Company  to  take  out  themselves  marine  ins\u> 
ance,  and  thereby  to  secure  the  protection  to  which  they  were  entitled 
and  which  the  defendants  had  not  supplied. 

The  exact  measure  of  the  difference  between  the  rate  which  was 
exacted  and  the  rate  foimd  to  be  reasonable  by  the  Commission  was 
the  amount  paid  to  secure  this  insurance.  Clearly  by  the  exaction 
of  that  unreasonable  rate  the  complainants  have  be^  damaged  in 
precisely  this  sum. 

We  find  that  the  complainants  shipped  during  the  season  of  1907 
over  the  lines  of  the  defendants  various  consignments  of  merchandise 
which  need  not  be  stated  in  detail;  that  the  defendants  exacted  and 
the  complainants  paid  an  imreasonable  freight  charge  for  such 
service;  that  the  difference  between  the  rate  exacted  and  that  which 
should  have  been  paid  by  the  complainants  as  applied  to  the  ship- 
ments made  is  the  sums  named  below,  and  that  the  defendants,  by 
the  exaction  of  these  unreasonable  charges,  have  damaged  these 
complainants  in  those  sums. 

The  rates  in  question  are  joint  through  rates  to  which  both  the  lake 
lindl  and  the  rail  lines  are  parties.  It  is  conceded,  however,  that  the 
lake  lines  have  received  tixe  entire  advance  and  that  the  order  for 
reparation  should  issue  against  them  alone.  The  amounts  are  as 
follows: 

If utual  Transit  Comptny I76S.0S 

Wotarn  Tnnsii  Company 470.88 

Port  Huron  A  Duluth  Line  of  Steamers 48.88 

OaDada^Atlantic  Transit  Company 835.18 

Tdtal 1,824.72 

Interest  should  be  allowed  in  all  cases  from  November  1,  1907. 


leLCCBep. 
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No.  3109. 
HYDRAULIC-PRESS  BRICK  COMPANY 

V. 

ST.  LOUIS  &  SAN  FRANCISCO  RAILROAD  COMPANY  ET  AL. 


Submitud  September  19, 1910,    Decided  Decembtr  6,  1910. 


Rate  on  enameled  brick  found  unreasonable.    Reparation  awarded. 

Stewart,  Eliot ,  Chaplin  dk  Blayney,  by  W.  S.  Bedai,  forcompUinmnt. 
F.  H.  Wood,  by  Edvxird  A.  Haid,  for  defendants. 

Rbfobt  of  the  Commission* 

Clabk,  CommiaBumtr: 

Complainant  is  a  corporation  engaged  in  the  manufacture  and  sale 
of  brick,  with  principal  office  at  St.  Louis,  Mo.  The  complaint  alleges 
that  the  rate  of  15.1  cents  per  100  pounds  charged  on  seven  car- 
loads of  enameled  brick,  weighing  402,500  pounds,  dipped  between 
April  22,  and  November  12, 1908,  from  Cheltenham,  Mo*.,  to  Clucago, 
III.,  was  imjust,  unreasonable,  imduly  discriminatory,  and  prejudicial 
to  the  extent  that  it  exceeded  8  cents  per  100  poimds,  and  reparation 
in  the  sum  of  $285.77  is  asked. 

Defendants  admit  that  the  shipments  were  made  as  alleged  in  the 
petition. 

Prior  to  April  20, 1908,  the  rate  on  enameled  brick  from  St.  Louis, 
Mo.  (applicable  from  Cheltenham,  which  is  within  the  switchuig 
limits  of  St.  Louis,  by  absorption  of  switching  charges),  was  7  cants 
per  100  pounds.  When  shipments  were  made  there  was  no  com- 
modity rate  in  effect  and  a  class  rate  of  15.1  cents  per  100  pounds 
was  charged.  Effective  March  15,  1909,  a  commodity  rate  of  8  cants 
per  100  pounds,  applicable  to  enameled  brick,  carioads,  was  estab- 
lished. Defendants  all^e,  however,  that  the  commodity  rata  was 
forced  by  competition  and  is  unreasonably  low. 

Complainant  rests  its  case  on  the  fact  that  there  was  no  commodity 
rate  at  the  time  of  shipment,  the  fact  of  the  volimtary  reductioii  of 
the  rate  to  8  cents,  and  the  fact  that  the  rate  on  premed  brick 
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oontmuously  during  the  time  within  which  these  shipments  were 
made,  and  is  now,  7  cents  per  100  poimds. 

The  conmiercial  value  of  enameled  brick  is  greater  than  that  of 
pressed  brick,  but  owing  to  the  care  with  which  the  former  are  loaded 
into  the  cars,  they  are  less  liable  to  damage.  The  rates  on  enameled 
brick  are  generally  higher  than  on  preyed  brick.  In  some  cases, 
however,  the  rates  are  equal.  From  the  whole  record,  we  are  of  the 
opinion  that  the  rate  of  15.1  cents  per  100  poimds  on  these  shipments 
was  unjust  and  unreasonable  to  the  extent  that  it  exceeded  8  cents 
per  100  pounds,  and  that  complainant  is  entitled  to  reparation  in 
the  sum  of  $285.77,  with  interest  from  November  12,  1908. 

We  are  also  of  the  opinion  that  for  the  future  the  rate  on  enameled 
brick,  carloads,  from  Cheltenham,  Mo.,  to  Chicago,  HI.,  via  the  lines 
of  deifendants,  should  not  exceed  8  cents  per  100  poimds. 

It  will  be  so  ordered. 

lOLaCBep. 
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Na8208. 
PROCTER  A  GAMBLE  COMPANY 

CINCINNATI,  HAMILTON  A  DAYTON  RAILWAY 
COMPANY  ET  AL. 


Bubmiiied  October  19, 1910.    Decided  November  14, 191$. 


Oomplalnant  objects  to  defendants*  rule  as  to  demurrage  charges  tn  so  tmr  as 
It  provides  for  demorrage  on  prlyate  cars  while  standing  on  prlrate  tracks 
and  particularly  to  the  provision  that  If  private  cars  are  returned  nndar 
load  the  railroad  service  Is  not  at  an  end  until  the  lading  is  removed ;  JTsK 
That  defendants  are  within  their  lawful  rights  fan  establishing  and  maintain- 
ing the  rule  complained  of. 

Oeorge  H.  Warrington  for  complainant 

Herbert  SeovtUe  for  Indian  Refining  Company,  intervener. 

Edward  Barton  for  Baltimore  A  Ohio  Southwestern  Railroad  Com- 
pany and  Staten  Island  Rapid  Transit  Railway  Company. 

B.  Walton  Moore  for  Norfolk  A  Western  Railway  Company. 

Evane  Browne  for  Kansas  City  Southern  Railway  Company  and 
Kansas  City  Terminal  Company. 

Report  of  thb  Comhissiok. 

Clask,  Oommieeioner: 

Complainant  owns  large  industrial  plants  at  Ivorydale,  Ohio,  Pdfi 
lyory,  N.  T.,  and  Kansas  City,  Kans.  In  each  of  these  plants  it  ownti 
maintains,  and  operates  private  tracks  located  upon  its  own  land  for 
use  in,  and  for  the  purpose  of,  switching  cars  between  the  intar- 
change  tracks  connecting  with  the  lines  of  defendants  and  the  varioot 
loading  and  unloading  places  within  the  plants.  At  Ivorydale  and 
at  Port  Ivory  compl/tinant  owns  its  own  locomotives  and  performs 
the  entire  switching  service  within  the  plants.  At  the  Kansas  City 
plant  all  internal  switching  service  is  performed  by  a  railroad  com- 
pany. 

Complainant  owns  and  has  in  service  for  the  transportation  of 
commodities  used  by  it  in  its  business  some  500  oil-tank  cars,  whidi 
are  used  by  defendants  imder  a  tariff  which  provides,  among  othor 
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things,  that  when  tank  cars  are  famished  by  shippers  or  owners, 
mileage  at  the  rate  of  three-fourths  of  one  cent  per  mile  will  be 
allowed  by  defendants  for  the  use  of  such  tank  cars,  loaded  or  empty. 
Defendants'  tariffs  of  demurrage  charges  contain  the  following 
rule,  which  this  complaint  alleges  to  be  unreasonable  and  unjust: 

Note.— PriTftte  cars  whUe  in  railroad  serrice,  whether  on  carrier's  or  prlTate 
tracks,  are  subject  to  these  demurrage  rules  to  the  same  extent  as  cars  of  rail- 
road ownership. 

(BmpCj  priyate  cars  are  In  railroad  serrloe  from  the  time  tbej  are  placed  bf 
the  carrier  for  loading  or  tendered  for  loading  on  the  orders  of  a  shii^er. 
Priyate  cars  under  lading  are  in  railroad  service  untU  the  lading  is  remored 
and  cars  are  regularly  released.  Gars  which  belong  to  an  industry  perfdrmlng 
Its  own  switching  service  are  in  railroad  service  from  the  time  they  are  placed 
by  the  industry  upon  designated  interchange  tracks,  and  thereby  tendered  to  the 
carrier  for  movement  If  such  cars  are  subsequently  returned  empty,  they  are 
out  of  service  when  withdrawn  by  the  industry  from  the  intarchanfe;  If 
returned  under  load,  railroad  service  is  not  at  an  end  until  the  lading  is  duly 
ranored.) 

C<HnpIainant  objects  to  the  rule  quoted,  in  so  far  as  it  prorides  for 
demurrage  on  private  cars  while  standing  on  private  tracks,  and  par- 
ticularly to  the  provision  that  if  private  cars  are  returned  under  load 
railroad  service  is  not  at  an  end  imtil  the  lading  is  removed.  It  con- 
tends that  after  such  cars  have  been  removed  from  the  interchange 
tracks  and  placed  upon  private  tracks  they  are  no  longer  in  railroad 
service,  but  are  private  property  in  the  possession  of  the  owner,  to 
be  used  as  he  wills;  that  the  railroads  have  no  interest  in  the  tracks 
upon  which  the  car  then  stands;  that  they  have  ceased  to  pay  rental 
or  mileage  for  the  use  of  the  car;  that  they  are  in  no  way  responsi- 
ble for  the  car,  and  can  have  no  interest  in  it  until  it  is  again  placed 
on  the  interchange  tracks  and  tendered  for  shipment ;  that  they  can 
not  require  the  owner  to  place  the  car  again  in  service,  and  that  the 
owner  receives  nothing  from  the  railroad  for  the  use  of  the  car  ex- 
cept when  it  is  actually  upon  the  railroad  company's  tracka  It  is 
stated  that  upon  arrival  of  car  under  load  it  may  be  unloaded  and 
the  railroad  company  be  notified  that  car  has  been  unloaded,  and  if 
owner  so  elects  he  may  again  load  the  car  and  use  it  for  st<Hrage  pur- 
poses as  long  as  he  chooses,  and  that  no  possible  benefit  comes  to 
either  the  carrier  or  the  public  through  the  performance  of  this 
unnecessary  hhcr. 

Complainant  alleges  that  the  railroads  do  not  attempt  to  provide 
themselves  with  tank  cars,  and  that  the  shipper  is  therefore  forced 
to  provide  tank  cars  himself  or  ship  in  barrels  in  the  railroad^ 
equipment  It  calls  attention  to  the  &ct  that  on  outbound  loads  de- 
fendants' rules  and  practices  take  no  cognizance  of  the  private  car 
until  it  is  placed  upon  the  interchange  track  for  movement  by  de- 
fendants, while  on  inbound  loads  they  provide  for  the  collection  of 
letaaBep. 
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demurrage  after  the  car  has  been  taken  from  the  interchange  tmds 
to  the  owner's  tracks  within  the  plant 

The  Indian  Refining  Company,  a  corporation  engaged  in  the  manu- 
facture and  sale  of  petroleum  and  its  products,  with  principal  oflBces 
at  Cincinnati,  Ohio,  and  refineries  and  distributing  plants  at  several 
points  in  various  states,  intervened  in  support  of  complainant^ 
contention. 

There  is  no  controversy  as  to  the  facts.  Defendants  argue  that  tbe 
demurrage  rules  as  a  whole  have  received  careful  and  exhaustive 
consideration  at  the  hands  of  those  best  qualified  to  pass  upon  them; 
that  no  obligation  rests  upon  complainant  to  furnish  cars,  and  that 
if  he  elects  to  do  so,  such  cars  must  be  subject  to  such  reasonable 
rules  and  regulations  as  may  be  fixed  by  the  carriers  or  the  Conmiis- 
sion,  or  by  statute. 

In  Interstate  Commerce  Cammiasion  v.  /.  0.  B.  R.  Oo.^  216  X7.  S^ 
452,  it  was  held  that  this  Commission  has  the  power  to  require  that 
private  cars  be  taken  into  account  by  carriers  in  determining  an 
equitable  distribution  of  cars  among  shippers.  The  Commission^ 
finding  that  if  the  private  cars  or  specially  consigned  cars  delivered 
to  the  owner  or  consignee  equal  or  exceed  his  pro  rata  share  of  the 
available  equipment  at  that  time  he  may  not  be  given  additional 
ears  from  the  carrier's  equipment  was  upheld.  Surely  any  arrange- 
ment for  the  use  of  private  cars  which  causes,  or  results  in,  undue 
preference  or  unjust  discrimination  is  repugnant  to  the  underlying 
principle,  as  well  as  in  conflict  with  the  terms,  of  the  act. 

Defendants  contend,  and  with  much  force,  that  the  decisicm  of  the 
Supreme  Court  above  referred  to  fully  sustains  the  demurrage  rule 
here  complained  of;  that  otherwise  an  industry  having  a  supply  of 
its  own  cars  could  insist  that  when  such  cars  went  on  its  private 
tracks  they  were  entirely  out  of  service  and  might  not  be  considered 
as  any  part  of  the  equipment,  and  it  could  therefore  demand  from  the 
railroad  company  an  additional  supply  of  cars,  contending  that  its 
own  should  not  be  treated  as  cars  in  ccnnmerce,  but  as  buildings  for 
storage,  and,  having  so  secured  the  desired  equipment  from  the  rail- 
road company,  it  could  again  put  its  own  cars  into  service,  and  thus 
defeat  the  operation  of  any  fair  rule  for  distribution  of  equipment. 

Defendants  urge  that  complainant  voluntarily  provided  itself  with 
these  cars;  that  it  has  put  them  into  the  service  of  the  carriers  under 
defendants'  tariff  rules  which  provide,  on  the  one  hand,  for  the  pay- 
ment to  complainant  of  mileage  on  its  cars,  and,  on  the  other  hand, 
for  demurrage  on  said  cars,  and  that  complainant  may  not  accq^ 
one  provision  of  the  tariff  and  reject  the  other. 

Defendants'  demurrage  rules  are  what  are  commonly  termed  the 
^  Uniform  Demurrage  Bules."  They  were  prepared  by  a  committss 
of  the  National  Association  of  Railway  Commissioners,  composed 

i9i.aaB«|i. 
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of  a  representative  from  each  state  that  has  a  railroad  commission, 
and  a  member  of  the  Interstate  Commerce  Commission.  The  roles 
were  fully  considered  and  then  adopted  by  the  convention  of  the 
association,  and  were  later  approved,  but  not  prescribed,  by  this  Com- 
mission.  In  its  report  to  the  convention  this  committee  said  that  the 
rule  here  complained  of  ^  Is  our  unequivocal  reply  to  the  demand 
that  private  cars  be  accorded  special  privileges  and  inmiunities," 
and — 

Tbe  utterly  diaotic  condition  in  which  we  found  ttie  prlTateK*ar  problem  calls 
for  a  carefal  and  dispassionate  Inquiry  into  fundamental  principles.  Beyond  all 
doubt,  the  present  confusion  is  to  be  charged  directly  te  what  a  distinguished 
railroad  official  naively  terms  **  those  exceedingly  indefinite  arrangements  between 
carriers  and  shippers  respecting  employment  of  priTSte  cars."  It  is  a  standing 
reproach  to  the  railroad  world  that  these  contracts  for  the  use  of  private  can 
should  be  so  indefinite  that  the  part(^  can  dispute  endlessly  as  to  their  terma 
The  situation  would  be  ridiculous  were  it  not  so  fraught  with  evlL  Your  com- 
mittee is  agreed  that  the  carriers'  regularly  published  tariffs  should  set  forth  In 
detail  the  terms  under  which  private  cars  wUl  be  employed,  and  they  should 
expressly  stipulate  that  private  cars  while  in  railroad  service  shaU  be  subject 
to  the  same  demurrage  rules  as  the  carriers*  regular  equipment 

In  a  report  made  by  the  Committee  on  Car  Distribution  and  Car 
Shortage  to  the  preceding  convention  of  the  National  Association  of 
Railway  Commissioners,  the  position  that  had  been  taken  by  the 
courts  and  by  the  Interstate  Commerce  Commission  was  epitomized  as 
follows: 

It  is  the  carrier's  duty  to  furnish  aU  fadUties  of  transportation,  and  it  can 
not  (lermit  the  presence  of  any  equipment  upon  the  line  to  work  a  discrimlnatioD 
as  between  shippers. 

Referring  to  the  above  quotation,  the  committee  which  formulated 
the  demurrage  rules  said : 

That  this  is  and  ought  to  be  the  law  will  scarcely  be  disputed.  Here,  then.  Is 
the  criterion  by  which  the  merits  of  any  private-car  rule  must  be  determined. 
*  *  *  It  is  urged  that  private  cars  be  exempt  when  standing  on  private  sid- 
ings. If  this  suggestion  were  adopted,  the  coal  dealer  who  derives  his  supply 
from  mines  which  ship  in  private  equipment  could  hold  the  cars  for  days,  if 
need  be,  and  team  directly  to  his  customers,  while  his  competitor  who  is  served 
by  railroad  cars  must  unload  prompUy  or  suffer  the  demurrage  poialty.  The 
rule  not  only  gives  unlawful  advantage  to  the  consignee  who  receives  his  freight 
in  cars  of  private  ownership,  but  by  putting  a  premium  upon  the  use  of  private 
cars  unduly  prefers  the  consignor.  *  *  ^  It  is  next  suggested  that  private 
cars  on  private  sidings  be  exempt  from  demurrage  when  the  owners  of  the  cars 
give  their  consent  This  suggestion  has  aU  the  vices  of  the  one  preceding  it» 
with  the  additional  fault  peculiarly  its  own>-it  puts  it  within  the  power  of 
the  car  owner  to  discriminate  as  kietween  consignees. 

•  •••••• 

When  a  private  car  is  employed  by  a  carrier  in  lieu  of  its  own  equipment  as 
an  instrumentality  of  transportation  it  is  thenceforth  not  a  private  car,  but  a 
raUroad  car;  it  does  not  regain  its  status  as  a  private  car  nntil,  after  trana- 
portation  is  concluded,  it  leaves  the  carrier's  service.    •    •    • 

19 1.  C.  C.  Rep. 
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The  contract  under  which  the  car  enters  the  carries  aerrlce  la  a  thing  alto- 
fether  apart  from  the  carrler'a  undertaking  to  transport  the  owner'a  freight.  Ib 
the  one  case  the  car  owner  hy  supplying  the  Instramentallty  of  transportatloii 
assists  the  carrier  to  discharge  Its  pnhllc  fonctlon;  In  the  other  his  statna  te 
that  of  an  ordinary  consignor  or  consignee. 

•  •••••• 

A  car  owner  can  dalm  no  advantage  as  a  shipper  that  would  not  accrue  to 
him  If  the  car  were  owned  by  a  dUferent  person  harlng  no  Interest  In  tbe 
freight 

The  State  of  New  York  Public  Service  Commission,  second  dis- 
trict, recently  held  that  the  rule  complained  of  was,  in  the  instance 
under  consideration,  unreasonable,  but  it  said: 

We  decide  simply  that  the  private  car  returning  to  the  home  plant  under  load 
Is  not  subject  to  demurrage  after  the  loaded  car  has  been  delivered  to  the 
owning  Industrial  company  and  been  taken  by  that  company  upon  Its  exclusive 
owned  and  operated  tracks. 

Complainant  goes  further  than  to  assert  its  right  to  be  reUeved 
from  demurrage  on  its  own  cars  when  standing  upon  its  own  tracks 
within  its  own  works,  and  asserts  that  a  privately  owned  car  while 
standing  upon  a  privately  owned  track  should  be  free  from  demur- 
rage, even  though  the  car  were  owned  by  one  private  interest  and  the 
track  by  another  private  interest  In  other  words,  that  owners  of 
private  tracks  and  owners  of  private  cars  should  be  permitted  to 
exchange  courtesies,  and  by  mutual  consent  so  relieve  cars  from  the 
demurrage  rules  of  the  carriers.  It  seems  obvious  that  the  accept- 
ance and  application  of  that  theory  would  involve  all  of  the  dements 
of  undue  preference  and  unjust  discrimination. 

The  rule  which  defendants  apply  to  complainant's  cars  is  the  same 
as  that  applied  to  all  other  privately  owned  tank  cars,  and  the  only 
question  seems  to  be  whether  or  not  the  demurrage  rule  is  a  condi- 
tion attached  to  the  use  of  the  privately  owned  cars,  which  defend- 
ants may  lawfully  maintain. 

Manifestly,  the  law  does  not  impose  upon  defendants  the  obliga- 
tion of  hauling  complainant's  private  cars.  If  used,  it  must  be  under 
an  arrangement  which  is  subscribed  to  by  both,  and  which  is  stated 
definitely  in  defendants'  tariffs.  These  defendants  have  said  in  their 
tariffs  that  they  will  use  the  privately  owned  cars  and  pay  three- 
fourths  of  one  cent  per  mile  for  such  use,  and  will  subject  them  to  the 
demurrage  rules.  Ccnnplainant,  having  its  cars  in  use  under  those 
conditions,  now  asks  that  we  relieve  it  from  one  of  the  conditions, 
which  defendants  are  unwilling  to  relinquish. 

We  are  of  the  opinion  that  defendants  are  within  their  lawful  rights 
in  establishing  and  maintaining  the  rule  complained  of. 

The  complaint  will  be  dismissed. 
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No.  3149. 
CROMBIE  &  COMPANY  ET  AL. 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


SubmUUd  November  Ji,  1910.    Decided  December  6, 1910. 


A  dawificadon  named  same  rating  on  "pepper"  as  on  "chile  pepper.'^  Snbee- 
quently  a  commodity  rate  on  "pepper"  was  established;  H$ld,  That  commodity 
rates  should  be  strictly  applied  and  that  such  a  rating  on  "pepper  "  does  not  take 
out  of  the  classification  any  other  article  specifically  named  therein,  however 
analagous,  such  as  "chile  pepper." 

Rufus  B.  Daniel  for  complainants. 

Baker,  BatU,  Parker  dk  Qarwood,  F.  C.  DiMard,  E.  S.  Ives,  WtUiam 
F.  Herrin,  P.  F.  Dunne,  C.  W.  Dnrbraw,  and  B.  8.  StiM>$  for 
defendants. 

rsfobt  of  the  cohkission. 

Bt  the  Commission: 

Complainants,  who  are  severally  engaged  in  the  wholesale  gro- 
cery, wholesale  fruit,  or  wholesale  produce  business  at  EI  Paso,  Tex., 
allege  that  they  paid  $342.28  in  excess  of  the  tariff  rate  on  numerous 
less-than-carload  shipments  of  whole  and  ground  chile  pepper  from 
San  Francisco,  Los  Angeles,  Tustin,  and  Anaheim,  Cal.,  to  El  Paso, 
Tex.,  during  the  period  from  March  7,  1908,  to  November  12,  1909. 
Complaint  was  filed  March  4,  1910.  The  rate  charged  was  $2  per 
100  pounds,  the  second  class  rate  under  Western  Classification. 
Complainants  claim  that  a  commodity  rate  of  $1.25  per  100  pounds 
on  pepper  in  less  than  carloads  should  have  been  applied,  their  con- 
tention being  that  the  term  pepper  is  broad  enough  to  cover  all  kinds 
of  pepper  including  chile  pepper. 

The  Western  Classification,  within  the  territorial  jurisdiction  of 
which  all  the  shipments  in  question  moved,  specifically  applies  second- 
class  rating  upon  pepper;  also  upon  chile,  ground,  or  in  natural  state, 
and  upon  chile  powder.  This  classification  of  each  of  the  commodi- 
ties in  question  under  the  same  class  rating  was  in  effect  during,  and 
has  remained  in  effect  since,  the  period  covered  by  complaint.    The 
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carriers  had  also  established  a  specific  commodity  rate  on  pepper  be- 
tween California  points  and  El  Paso,  and  the  Commission  has  ruled 
that  the  publication  of  a  commodity  rate  removes  the  commodity 
from  the  application  of  the  classification.  No  specific  commodity 
rate  has  been  published  for  the  transportation  of  chile  or  chile  powder 
as  such.  Therefore,  charges  upon  shipments  of  the  latter  commodity, 
in  whatever  form,  were  correctly  assessed  under  the  classification 
rating  at  $2  per  100  pounds.  ^ 

Some  testimony  was  adduced  to  prove  that  chile  is  merely  a 
species  of  the  genus  pepper  and  that,  therefore,  the  commodity  rate 
should  have  been  applied  indifferently.  But  a  commodity  rate  should* 
be  applied  strictly;  and  where,  in  the  original  classification,  provisicm 
IS  separately  made  for  two  articles,  closely  resembling  each  other  in 
form  and  nature,  and  a  commodity  rate  is  subsequently  established 
naming  one  of  such  articles,  the  commodity  rate  so  established  can 
not  be  applied  on  the  similar  article  specifically  named  in  the  daasi- 
fication,  but  not  specifically  named  in  the  commodity  tariff. 

The  petition  allegiBS  in  respect  of  the  $2  rate  on  chile  that  ''said 

rate  was  when  exacted,  ever  since  has  been  and  still  is,  excessiTe. 

unreasonable,  and  unjust,  and  that  a  just  and  reasonable  rate  for 

such  transportation  would  not  exceed  a  rate  of  $1.25  per  100  pounds;" 

but  no  testimony  was  offered  in  support  thereof.    The  complaint  is 

dismissed  with  the  finding  that  complainants  were  charged  the  legal 

rate. 
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No.  8226. 

JOHN  T.  BOWLES  AND  JESSE  McCANDLESS,  PARTNERS, 

DOINQ  BUSINESS  AS  BOWLES  A  McCANDLESS, 

r. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY. 


S«i5maiMl  OeU>her  n,  1910.    Decided  December  6,  1910. 


SeparattoQ  awarded  complainants  for  damages  caused  by  defendant's  publi- 
cation and  maintenance  of  an  unlawful  and  excessive  rate  for  tbe  transpor* 
tadon  of  sbeep  in  double-deck  cars  from  LoulsYllle,  Ky^  to  Columbia,  Tenn. 

Oearge  Weiseinger  Smith  for  complainants. 
W.  A.  Northcutt  for  defendant 

Rkpost  of  thb  Cokmtsstok, 

Knapp,  Chairman: 

Complainants  are  partners  dealing  at  Louisville,  Ey.,  in  cattle 
and  sheep.  In  their  complaint  (filed  April  8, 1910)  they  ask  repara- 
tion because  of  damage  said  to  have  been  suffered  by  them  in  con- 
nection with  certain  shipments  of  sheep  over  defendant's  line  from 
Louisville,  Ky.,  to  Columbia,  Tenn.  The  material  facts  are  undis- 
puted and  may  be  briefly  sununarized  as  follows: 

Defendant's  rate  on  sheep,  in  single  or  double  deck  cars,  from 
Louisville  to  Columbia,  was  $40  per  car  from  June  9,  1901,  to  Sep- 
tember 4,  1907,  as  published  in  its  tariff,  I.  C.  C.  No.  A-8551.  On 
the  latter  date,  by  amendment  No.  48  to  said  tariff,  the  rates  in  ques- 
tion were  increased  to  $44  for  a  single-deck  car  and  $134  for  a 
double-deck  car.  The  publication  of  the  $134  rate  is  admitted  by 
defendant  to  have  been  an  error  on  the  part  of  those  in  charge  of 
its  tariff  publication,  which  escaped  notice  and  was  not  corrected 
until  the  issue  of  its  tariff,  I.  C.  C.  No.  A-11282,  effective  January  28, 
1910,  which  restored  the  $40  rate  upon  both  classes  of  equipment. 

On  June  22, 1908,  complainants  shipped  2,  on  June  29,  1908,  2,  on 
July  12, 1908,  2,  and  on  June  18, 1909,  4  single-deck  carloads  of  sheep 
from  Louisville  to  Columbia.    Complainants  allege  and  defendant 
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admits  that  the  10  carloads  of  sheep  could  have  been  loaded  into  5 
double-deck  cars.  The  evidence  is  undisputed  that  complainants 
asked  to  have  their  shipments  transported  in  double-deck  cars  at  the 
$44  rate;  that  defendant  was  able  and  willing  to  furnish  double-deck 
cars,  but  informed  complainants  that  the  charge  would  be  $134  per 
car,  in  accordance  with  its  tariff;  and  that  complainants  elected  to 
ship  in  2  single-deck  cars,  at  a  total  expense  of  $88  for  2  carloads,  what 
they  desired  to  ship  in  a  double-deck  car  under  a  $44  rate.  Reparation 
is  asked  in  the  difference  between  the  total  charges  paid  by  complain- 
ants on  the  10  carloads  apd  the  amount  which  they  would  have  paid 
had  the  sheep  been  carried  in  double-deck  cars  at  the  rate  applicable 
t6  that  equipment  prior  to  September  4,  1907,  and  subsequent  to 
January  23, 1910. 

Upon  all  the  facts  and  circumstances  disclosed  by  our  investigm- 
tion  we  are  of  opinion  that  complainants  are  entitled  to  reparation. 
It  is  true  that  no  complaint  is  made  respecting  the  single-deck  rate 
per  8€j  and  that  complainants  did  not  pay  the  double-deck  rate. 
Nevertheless  in  electing  to  ship  in  single-deck  cars  complainants 
adopted  the  only  feasible  method  of  avoiding  an  unconscionable  and 
admittedly  unlawful  charge,  and  even  then  they  were  obliged  to  pay 
double  the  amount  for  which  they  ought  to  have  obtained  the  desired 
transportation.  We  are  convinced  that  but  for  the  unlawful  act  of 
defendant  in  maintaining  an  exorbitant  rate  complainants  would 
have  shipped  their  sheep  in  double-deck  cars.  The  damage  suffered 
by  complainants  was  the  direct  consequence  of  a  violation  of  the  act 
to  regulate  commerce  and  may  be  measured  by  the  difference  in  rates. 
It  follows  that  the  reparation  asked  is  such  as  may  be  awarded  by 
the  Commission. 

Complainants  paid  aggregate  freight  charges  upon  the  shipments 
above  mentioned  of  $440.  We  find  that  a  reasonable  charge  for 
transportation  of  the  sheep  in  the  class  of  equipment  requested  by 
complainants  would  have  been  $220  (5  double-deck  cars  at  $44  per 
car),  and  that  complainants  are  entitled  to  reparation  in  the  sum  of 
$220,  with  interest  from  June  30,  1909.  An  order  will  be  entered 
accordingly* 
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No.  2541. 
S.  RUNNING 

V. 

CHICAGO,  ST.  PAUL,  MINNEAPOLIS  A  OMAHA  RAILWAY 

COMPANY. 


BubmUied  Octoher  tt,  1910,    Decided  December  5,  1910, 


Complainant  aflka  reparation  in  the  amount  represented  by  tbe  difference 
between  tbe  published  rate  chnrged  on  his  shipments  of  strawberries  from 
Menomonie  Junction,  Wis.,  to  St  Paul,  fiiinn.,  and  the  rate  which  he  under- 
stood to  be  in  force ;  but  in  the  absence  of  any  proof  that  the  rate  exacted 
was  or  is  unreasonable  for  the  excluslTe  use  of  an  iced  refrigerator  cir 
between  the  points  of  shipment  and  destination,  the  complaint  mnsr  be 
dismissed. 

S.  Running  for  complainant  in  person. 
E.  B.  Ober  for  defendant 

Repost  of  thb  Commission. 

Knapp,  Chairman: 

Complainant  is  engaged  in  farming  and  fruit  growing  at  Ni>rtli 
Menomonie,  Wis.    By  complaint  filed  June  2,  1909,  he  questions 
the  reasonableness  of  the  charges  exacted  by  defendant  for  the  trans 
portation  of  five  shipments  of  strawberries  during  June  and  July, 
1908,  from  Menomonie  Junction,  Wis.,  to  St  Paul,  MiniL 

The  controversy  which  resulted  in  this  proceeding  was  due  to  a 
misunderstanding  by  complainant  of  the  rates  applicable  to  his 
shipments.  He  received  the  impression  that  his  less-than-carload 
shipments  of  berries  would  be  carried  to  St  Paul  in  a  refrigerator 
car  by  fast  freight  at  a  rate  of  20  cents  per  100  pounds,  assessed 
upon  a  minimum  weight  of  10,000  pounds,  or  $20  per  car.  \s  a  mat- 
ter of  fact,  the  rate  charged,  in  accordance  with  defendant's  tariff 
was  85  cents  per  100  pounds  upon  a  10,000-potmd  minimum,  or  $3/ 
per  car.  Complainant  asks  reparation  in  tbe  amount  represented  by 
the  difference  between  tbe  published  rate  and  the  rate  which  I  e 
understood  to  be  in  force. 

Western  Classification  rates  berries  in  carloads  third  class,  miia- 
mum  carload  weight  20,000  pounds,  and  in  less  than  carloads  fii«t 
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class.  The  first  and  third  class  rates  from  Menomonie  Junction  to 
St.  Paul  are,  respectively,  35  and  20  cents.  Western  Trunk  Line 
Tariff,  I.  C.  C.  No.  A-1,  in  force  at  the  time  of  movement  of  these 
shipments  and  applicable  thereto,  contains  the  following  rule: 

When  shippers  can  not  avail  themselves  of  the  regularly  scheduled  refrigera- 
tor-car service,  refrigerator  cars  may  be  furnished,  provided  10,000  pounds  or 
more  are  loaded  therein,  at  the  less-tlian-carload  rate.  Under  such  clrtrum- 
stances  no  charge  will  be  made  for  initial  Icing  or  reiclng. 

A  so-called  "  way  freight "  was  scheduled  to  leave  Menomonie  at 
9.50  a.  m.,  reaching  St.  Paul  at  4.05  the  same  day ;  but  this  senice 
was  unsatisfactory  to  complainant  because  he  desired  to  pick  his 
berries  in  the  afternoon  and  have  them  in  the  St.  Paul  market  the 
following  morning.  Had  the  berries  been  transported  on  the  way 
freight  they  would  not  have  reached  St.  Paul  until  the  second  day 
after  they  were  picked.  The  refrigerator  cars  placed  for  complain- 
ant's use  were  picked  up  at  night  by  a  through  train  and  delivered  in 
St.  Paul  in  time  for  market  the  following  morning.  Complainant 
was  satisfied  with  the  service  rendered  by  the  carrier,  and  appar- 
ently was  willing  to  pay  $20  per  car  as  compensation ;  but  in  view 
of  the  fact  that  his  shipments  ranged  in  weight  from  1,826  to  4,246 
pounds  each,  he  would  have  found  it  less  expensive  to  ship  them  by 
express,  and  would  have  done  so  had  he  known  ihe  charge  would  be 
$35  per  car. 

It  is  certain  that  complainant  misunderstood  the  application  of 
the  rate  and  the  conditions  attached  thereto.  Errors  of  this  nature 
are  unfortunate,  but  they  do  not  afford  a  basis  for  reparation.  In 
the  absence  of  any  proof  that  the  rate  exacted  was  or  is  unreasonable 
for  the  exclusive  use  of  an  iced  refrigerator  car  between  the  points 
of  shipment  and  destination  the  complaint  must  be  dismissed,  and 
it  will  be  so  ordered. 
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No.  8116. 
HENRY  A.  KLYCE  COMPANY 

V. 

ILLINOIS  CENTRAL  RAILROAD  COMPANY  ET  AK 


Submitted  Auffusi  t4,  1910.    Decided  December  6,  1910. 


When  bankruptcy  proceedings  diBconUnoed  operation  of  a  milling  plant  tbat 
was  aslng  a  transit  privilege,  it  developed  that  there  were  on  hand  large 
nnnibers  of  int>oand  expense  bills  and  practically  no  corresponding  tonnage 
of  grain  or  grain  products  entitled  to  transit  rates;  Held,  That  soch  old 
exiiense  bills  were  worthless  for  reshipping  purposes  In  connection  with 
tonnage  that  moved  into  the  plant  after  complainant  had  resomed  boslness 
at  the  snroe  plant,  first  as  a  lessee,  and  later  as  a  corporation;  Held  oteo. 
That  complainant  is  entitled  to  use  for  transit  purposes  inbound  Expense 
bni8  reprepenting  grain  moved  Into  the  plant  subsequent  to  resumption  of 
business  under  lea^e,  and  to  reparation  on  certain  shipments  in  connection 
with  which  confusion  as  to  the  proper  manner  of  surrender  of  expense  bills 
was  contributed  to  by  both  defendant  and  complainant 

Draper  dk  Rice  for  complainant 

Charles  N.  Burch  for  Illinois  Central  Railroad  Company. 

Report  of  the  Commission. 

Clark,  Cammiseioner: 

This  case  involves  the  milling-iii-transit  rates  at  Dyersburg,  Tenn. 
Complainant,  in  instituting  the  proceeding,  sought  reparation  in 
the  sum  of  $5,854.51,  because  the  principal  defendant  refused  to  per- 
mit the  application  of  certain  inbound-expense  bills  upon  outgoing 
shipments,  such  refusal  being  based  upon  the  ground  that  to  so 
apply  such  expense  bills  would  be  to  permit  unlawful  substitution 
of  tonnage  at  that  transit  point  The  result  of  this  refusal  was  to 
impose  upon  certain  shipments  the  proportional  rates  to  Dyersbnrg 
plus  the  local  rates  out  of  Dyersburg,  instead  of  the  through  rates 
from  pmnts  of  origin  to  points  of  ultimate  destination.  At  the 
hearing  complainant  reduced  its  claim  for  reparation  to  $3,679.07, 
this  amount  being  made  up  of  claim  for  $1,558.82  tmder  the  expense 
bills  which  were  on  hand  at  the  time  of  the  bankruptcy,  and  whidi 
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are  hereinafter  referred  to  as  the  old  expense  bills*  and  $2^25^  on 
account  of  shipments  made  under  expense  bills  originating  subse- 
quently to  the  bankruptcy,  which  expense  bills  will  be  herein  referred 
to  as  the  new  expense  bills. 

Complainant,  the  Henry  A,  Klyce  Company,  is  a  corporation  hav- 
ing its  principal  place  of  business  and  milling  plant  on  the  line  of  the 
Illinois  Central  Railroad  at  Dyersburg,  Tenn.  Complainant,  under 
a  slightly  different  firm  name,  had  operated  the  plant  for  some  years, 
when,  on  May  7, 1909,  involuntary  bankruptcy  proceedings  suspended 
its  work.  Prior  to  that  date  complainant  handled  large  volumes  of 
grain  which  came  from  points  of  origin  in  the  west  and  middle  west 
to  Dyersburg  under  proportional,  or  milling-in-transit,  tariff  rates. 
These  tariffs  provided  for  the  milling,  sorting,  grading,  etc.,  of  such 
grain  at  Dyersburg,  and  for  the  forwarding  of  the  products  to  points 
in  Mississippi  Valley  Territory  and  in  Southeastern  Territory  under 
the  through  rates  from  points  of  origin  to  points  of  ultimate 
destination. 

Prior  to  February  22, 1909,  the  procedure  whereby  the  through  rate 
was  applied  was  substantially  as  follows:  The  inbound  grain  moved 
under  proportional  rates  to  Dyersburg,  where,  after  elevation  or  mill- 
ing, it  was  reshipped  to  points  in  the  Mississippi  Valley  at  the  local 
rates  from  Dyersburg.  Upon  surrender  of  the  inbound  expense  bills 
the  charges  were  corrected  to  equal  the  through  rates  from  points  of 
origin  to  pointe  of  destination.  Where  the  product  was  shipped 
from  Dyersburg  to  pointe  in  Southeastern  Territory,  such  as  Atlanta, 
no  such  correction  was  necessary,  as  the  rates  under  which  transit  at 
Dyersburg  was  permitted  consisted  of  the  proportional  rates  frcMn 
pointe  of  origin  to  Dyersburg  plus  the  local  rates  from  Dyersburg. 

As  these  shipments  to  Southeastern  Territory  required  no  surrender 
of  inbound  expense  bills,  such  expense  bills  accumulated  in  the  hands 
of  complainant  and  were  used  to  defeat  the  rates  on  shipmente  to  the 
Mississippi  Valley.  Beginning  February  22, 1909,  the  through  mill- 
ing-in-transit rates  to  the  southeast,  as  well  as  to  the  Mississippi  Val- 
ley, required  the  surrender  of  inbound  expense  bills,  and  thus  the 
application  of  proper  rates  was  better  protected  than  had  be^i  the 
case  before  that  date. 

Prior  to  this  change  complainant  had  accumulated  inbound  expense 
bills  representing  several  millions  of  pounds,  and  as  the  time  limit 
specified  in  the  tariffs  for  the  use  of  such  expense  bills  was  six  months, 
and  as  complainant  used  the  oldest  and  most  advantageous  expense 
bill  available  on  any  shipment,  the  surplus  of  expense  bills  acquired 
under  the  old  teriffs  was  maintained  in  large  part  until  the  bank- 
ruptcy proceedings  of  May  7,  1909. 

When  the  trustee  in  bankruptcy  took  charge  of  the  plant  he  foond 
therein  no  grain  of  any  kind.    There  was  in  the  mill  about  500X)00 
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pounds  of  com  shucks,  which  under  the  tariffs  were  not  entitled  to 
transit  privile^res;  about  225,000  pounds  of  corncob  meal,  and  ap- 
proximately 3,000,000  pounds  of  unmanufactured  cobs.  The  corncob 
meal  was  listed  in  the  trustee^s  inventory,  but  the  corncobs  were  not 
considered  of  sufficient  importance  to  be  listed.  It  appears  also  that 
this  pile  of  cobs  had  been  accumulating  since  some  time  in  1908,  and 
therefore  a  very  substantial  but  wholly  indefinite  portion  of  them 
had  been  in  the  plant  longer  than  the  six  months  permitted  under 
the  transit  rules.  These  commodities  remained  in  the  mill  undis- 
turbed by  the  trustee  in  bankruptcy  and  complainant  received  them 
from  him,  together  with  the  old  expense  bills,  on  August  18,  1909, 
when  the  bankruptcy  proceedings  were  terminated. 

From  July  28,  1909,  Henry  A.  Elyoe  as  an  individual  leased  the 
plant  until  the  termination  of  the  bankruptcy.  His  dealings  during 
that  period  had  no  reference  to  the  corn-cob  meal  or  the  unmanufac- 
tured cobs  in  the  mill.  Upon  taking  possession  of  the  plant  on  August 
18, 1909,  complainant,  the  Henry  A.  Elyoe  Company,  endeavored  to 
apply  the  old  inbound-expense  bills  on  shipments  moving  out  of  the 
plant  subsequent  to  that  date,  such  shipments  being  grain  or  the 
products  of  grain  that  moved  in  subsequently  to  the  appointment  of 
the  trustee,  at  which  time,  as  has  been  seen,  there  was  no  grain  and 
no  grain  product  in  the  plant  other  than  the  cob  meal  and  the  cobs. 
During  the  bankruptcy  proceedings  the  Illinois  Central  Railroad 
Company  had  become  aware  of  the  fact  that  there  was  no  grain  in 
the  plant  About  this  time,  also,  the  carriers  had  had  their  attention 
directed  to  the  abuses  of  transit  privileges  by  various  shippers,  and 
the  dispute  between  complainant  and  the  chief  defendant  in  this  case 
as  to  the  application  of  the  old  expense  bills  on  shipments  moving 
out  from  the  plant  subsequent  to  August  18, 1909,  was  referred  to  this 
Commission.  The  matter  was  not  in  such  shape  that  any  order  or 
finding  could  be  made,  and  formal  complaint  was  filed. 

The  testimony  in  this  case  was  taken  April  22, 1910,  and  the  Com- 
mission on  May  8, 1910,  issued  its  report  In  the  Matter  of  the  Sub- 
itUution  of  Tormage  at  Transit  Points,  18  I.  C.  C.  Rep.,  280.  That 
report  followed  exhaustive  hearings  at  various  places,  including 
Memphis,  Tenn.,  and  the  situation  at  Dyersburg  was  before  the 
Commission. 

Ihe  record  indicates  that  of  these  old  expense  bills  only  so  many 
of  them  as  represented  the  inbound  movement  of  867,070  pounds  were 
for  snap  com  or  ear  com  and  in  date.  Of  this  weight  only  20  per 
cent 'would  be  cobs,  or  71,414  pounds.  Therefore,  under  any  cir- 
cumstances only  so  many  of  these  expense  bills  could  have  been  used 
in  forwarding  any  part  of  the  cob  meal  as  represented  71,414  pounds, 
and  even  to  that  extent  they  could  not  have  been  used  except  for  the 
outgoing  movement  of  commercial  feed  made  not  only  of  cobs  but  of 
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the  offal  of  other  grains  that  moved  in  under  transit  rates,  of  which 
there  were  none  on  hand.  Complainant  argues  that  in  the  past  de- 
fendants have  never  made  the  point  that  mills  and  elevators  that  were 
empty  at  certain  seasons  were  not  entitled  to  thereafter  use  expense 
bills  which  were  in  possession  of  shippers  who  had  no  corresponding 
tonnage  on  hand.  This  contention  is  probably  true.  As  has  been 
seen  in  previous  investigations,  general  laxity  and  irregularity  pre- 
vailed in  the  matter  of  transit  privileges  and  cancellation  of  inbound 
expense  bills,  but  the  fact  that  that  was  so  in  the  past  affords  no 
warrant  for  now  approving  or  continuing  it.  We  find  no  justification 
for  any  such  use  of  these  old  expense  bills  as  is  contended  for  by 
complainant. 

Defendant's  tariff  governing  outbound  i^ipments  to  Mississippi 
Valley  points  contains  the  following  provisions: 

Grain  reshlpped,  or  the  milled  or  shelled  products  shipped  to  destinations 
shown  in  section  3,  page  16,  wUl  be  waybilled  from  the  reshipping  or  milling 
point  at  the  remainder  of  the  through  rate,  as  provided  in  Application  of  Rates, 
page  7.    •    •    • 

Original  paid  freight  biUs,  showing  points  of  origin  and  charges  to  the  re- 
shipping  or  milling  point,  most  be  surrendered  to  the  agent  of  the  L  C  R.  R.  at 
time  of  slilpment  from  the  reshipping  or  mUIing  point    •    •    • 

When  bills  of  lading  are  issued  the  agent  must  cancel  and  retain  the  original 
paid  freight  bUl  surrendered,  indorse  thereon  the  destination^  wei|^t»  and  rate 
applied  on  the  reshipments.  He  must  also  give  the  paid  freight  blU*B  numben» 
which  must  be  shown  on  the  bills  of  lading  and  waybUl,  and  must  also  show  oo 
waybills  the  points  of  origin  of  the  grain. 

After  the  bankruptcy  proceedings  referred  to,  one  officer  of  def aid- 
ant Illinois  Central  Sailroad  instructed  the  agent  at  Dyersburg  that 
the  use  of  old  expense  bills  would  be  proper.  This  erroneous  advice 
was  promptly  countermanded  in  writing  by  proper  officer  of  defend- 
ant, and  the  agent  was  instructed  that  the  old  expense  bills  had  ex- 
pired for  reshipping  purposes  and  that  grain  reshipped  from  Dyers- 
burg subsequent  to  resumption  of  operations  by  Mr.  EHyce  must  be 
handled  at  Dyersburg  proper  rates  or  in  accordance  with  tariffs  gov- 
erning expense  bills  for  grain  bix)ught  in  since  complainant  resumed 
operation.  It  appears  that  complainant  was  advised  of  these  in- 
structions. Complainant  continued  forwarding  shipments  from 
Dyersburg  and  made  claim  for  application  of  the  throu^  rates 
through  claims  filed  with  defendant  Illinois^  Central,  accmnpanied  by 
proper  and  valid  inbound  expense  bills. 

Defendant,  caUing  attention  to  the  fact  that  tariff  requires  that 
these  bills  shall  be  surrendered  to  the  assent  at  Dyersburg,  who  will 
thereupon  bill  the  shipments  at  the  remainder  of  the  through  rate, 
and  to  the  fact  that  this  procedure  was  not  strictly  followed  by  com- 
plainant, says  that  as  to  those  claims  to  which  the  only  objection  is 
that  expense  bill  was  filed  with  freight  claim  agent  instead  of  with 
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the  agent  at  Dyersburg  it  is  willing  to  make  settlement,  with  the 
consent  and  approval  of  the  Commission. 

It  appears  that  between  May  7  and  August  18,  1909,  Henry  A. 
Klyce  individually  carried  on  some  business  of  selling  and  reshipping 
grain  at  Dyersburg,  and  that  on  July  28,  1909,  the  same  Henry  A. 
Klyce,  as  an  individual,  leased  the  plant  which  at  the  time  of  the  ter- 
mination of  the  bankruptcy  on  August  18, 1909,  passed  into  his  pos- 
session in  the  name  of  the  Henry  A.  Klyce  Company.  Defendant 
argues  that  the  individual  and  the  corporation  are  two  different  en- 
tities, and  that  the  Henry  A.  Klyce  Company  has  no  right  to  use  the 
expense  bills  of  Henry  A.  Klyce  the  individual.  Carried  to  its  logical 
conclusion,  this  contention  would  mean  that  if  a  milling  plant  using 
transit  privileges  extended  by  a  carrier,  and  full  of  grain  and  grain 
products,  were  to  change  ownership  without  stopping  the  wheels  of 
the  mill,  or  if  the  firm  should  change  by  the  retirement  or  admission 
of  a  partner,  all  of  the  product  then  on  hand  and  in  transit  for  that  • 
plant  would  be  automatically  deprived  of  the  transit  privilege,  a  con- 
clusion which  we  are  not  prepared  to  sustain.  If,  however,  Henry  A. 
Klyce  as  an  individual,  between  May  7, 1909,  when  this  plant  passed 
out  of  his  possession  into  the  hands  of  the  trustee,  and  July  28, 1909, 
upon  which  date  he  assumed  operation  of  the  plant  under  lease,  ac- 
quired inbound-expense  bills  for  shipments  which  did  not  pass 
through  and  were  not  handled  at  this  plant,  they  could  not  properly 
be  recognized  and  applied  in  connection  with  outbound  shipments 
from  the  plant  subsequent  to  Mr.  Klyoe's  installation  as  lessee. 

As  to  the  claim  under  the  new  expense  bills,  we  are  of  the  opinion 
that  complainant  should  have  reparation  on  shipments  handled 
through  this  plant  and  forwarded  subsequent  to  the  date  of  the  lease, 
July  28,  1909,  and  as  to  which  valid  inbound  expense  bills  of  that 
or  subsequent  date  were  surrendered,  in  the  difference  between  the 
amounts  paid  and  the  through  rates  from  points  of  origin  to  points 
of  destination.  It  is  not  contended  and  it  does  not  seem  reasonable 
to  believe  that  defendant's  agent  at  Dyersburg  was  not  fully  aware 
of  the  fact  that  these  shipments  were  intended  by  complainant  as 
reshipments  under  the  transit  rates  and  rules.  There  was  confusion 
and  misunderstanding  on  both  sides  as  to  the  use  of  the  expense  bills 
and  the  manner  of  securing  application  of  through  rates  thereunder. 

Complainant  may  present  to  defendant  Illinois  Central  Railroad 
Company  an  itemized  list  of  claims  under  new  expense  bills  in  ac- 
cordance with  these  views,  which  statement  said  defendant  will 
ohecJc,  and  upon  presentation  to  the  Commission  of  an  agreed  state- 
ment as  to  the  amount  of  reparation  due  thereunder,  proper  order 
will  be  entered 
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No.  3884. 
B.  PRAHLOW 

INDIANA  HARBOR  BELT  RAILROAD  COMPANY  ET  AI- 


aubnUtied  November  11,  1910,    Decided  December  5,  1910. 


1.  Inasmadi  as  the  record  does  not  discloM  a  through  rate  Ui  ezceas  of  the  < 

blnutfon  of  locals,  nor  a  caae  of  mlirontlng,  complalnanf  a  contentioD  thftt 
the  rates  exacted  were  unreasonable  is  not  sustained. 

2.  Although  the  Commission  adheres  to  the  principle  as  to  weighing  announced 

in  Romona  Oolitic  Stone  Co.  v.  Vandalia  R.  R.  Co.,  13  I.  C.  C.  Rep.,  115. 
it  is  not  of  opinion  that  substantial  justice  requires  Its  application  to 
the  switching  service  here  involved.    Oomplaint  dismissed. 

0.  M.  Rogers  for  oomplainant. 
H.  T.  Bckard  for  defendants. 

RSPOBT  OF  THB  COMMISSION. 

Kkapp,  Chairman: 

Complainant  is  an  ice  dealer  engaged  in  business  at  Wolf  Lake, 
Lake  County,  Ind.  By  complaint  filed  June  16, 1910,  he  attacks  the 
reasonableness  of  certain  charges  exacted  by  defendants  for  the  trans- 
portation of  eight  carloads  of  ice  during  February,  1910,  from  Wolf 
Lake,  Ind.,  to  the  plant  of  the  Gk>ttfried  Brewing  Company,  in  South 
Chicago,  ni.  The  complaint  assails  both  the  reasonableness  of  the 
rates  and  weights  upon  which  they  were  assessed. 

The  shipments  in  question  moved  over  the  Indiana  Harbor  Belt 
Railroad  from  Wolf  Lake  to  Indiana  Harbor,  Ind.,  and  thence  over 
the  Lake  Shore  &  Michigan  Southern  Railway  to  South  Chicago. 
The  charges  assessed  were  the  separately  established  rates  of  the 
defendants  for  what  amounts  in  substance  to  a  switching  service^ 
and  were  made  up  in  the  following  manner:  Indiana  Harbor  Belt 
Railroad  Tariff,  L  C.  C.  No.  150,  effective  June  1, 1909,  named  a  rate 
on  all  freight  (except  stone)  from  Wolf  Lake,  Ind.,  to  the  Lake 
Shore  &  Michigan  Southern  tracks  at  Indiana  Harbw  (when  des- 
tined to  South  Chicago)  of  $5.26  per  car  of  60,000  pounds  or  less, 
additional  weight  above  60,000  pounds  at  18  cents  per  ton.  Lake 
Shore  &  Michigan  Southern  Tariff,  L  C.  C.  No.  A-2362,  effective 
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December  21,  1908,  named  a  rate  on  all  freight,  in  carloads,  from 
the  Indiana  Harbor  Belt  Railroad  at  Indiana  Harbor  to  the  plant 
of  the  Gottfried  Brewing  Company  and  certain  other  industries  in 
South  Chicago  of  $6  per  car,  80,000  pounds  maximum,  excess  weight 
in  proportion,  or  2  cents  per  100  pounds.  The  tariffs  of  both  roads 
provide  that  the  rates  shall  be  based  upon  the  marked  capacity  of 
the  cars  when  weights  are  not  furnished  by  shippers.  Of  the  eight 
cars  shipped  by  complainant,  one  had  60,000  pounds  capacity.  Upon 
it  the  Indiana  Harbor  Belt  Railroad  assessed  $5.26  per  car  and  the 
Lake  Shore  $10,  or  a  total  of  $16.26  for  the  movement  Four  of  the 
cars  were  of  60,000  pounds  capacity,  resulting  in  total  charges  of 
$17.26  per  car.  The  remaining  three  cars  were  of  80,000  pounds 
capacity,  and  upon  them  a  total  charge  of  $22.26  per  car  was  assessed. 

Complainant's  claim  for  reparation,  so  far  as  the  rates  are  con- 
cerned, is  based  upon  the  allegation  that  a  lower  combination  was  in 
force  over  defendants'  lines  via  Whiting,  Ind.  The  facts  in  respect 
thereto  are  as  follows:  Indiana  Harbor  Belt  Tariff,  I.  C.  C.  No.  160, 
above  mentioned,  named  a  rate  from  Wolf  Lake,  Ind.,  to  industries 
and  team  tracks  on  the  Indiana  Harbor  Belt  Railroad  at  Whiting, 
Ind.,  of  $5.60  per  car  of  60,000  pounds,  excess  weight  in  proportion. 
Lake  Shore  &  Michigan  Southern  Tariff,  I.  C  C.  No.  A-2862,  named 
a  rate  from  Whiting  to  South  Chicago  of  $6  per  car  of  60,000  pounds, 
excess  weight  in  proportion.  By  reference  to  the  rates  above  men- 
tioned complainant  asserts  that  the  combination  on  Whiting  was 
$11.50  per  car  and  asks  reparation  upon  that  basis.  It  appears  from 
the  record,  however,  that  no  combination  upon  Whiting  was  possible. 
The  Indiana  Harbor  Belt  rate  to  Whiting  was  a  purely  local  rate,  re- 
stricted to  industries  and  team  tracks  on  its  own  line  at  Whiting,  and 
this  road  does  not  interchange  traffic  with  the  Lake  Shore  at  that 
point  For  convenience  in  operation  the  defendants  have  arranged 
for  interchange  of  traffic  at  Indiana  Harbor  only,  and  the  rates  in 
question  were  not  applicable  via  Whiting.  By  its  tariff,  I.  C.  C.  No. 
A-2658,  effective  November  15,  1910,  the  Lake  Shore  has  increased 
its  rate  from  Wliiting  to  South  Chicago  to  $6  per  car  of  80,000 
pounds  or  less,  excess  weight  in  proportion  (amounting  to  2  cents  per 
100  pounds) ;  so  that  at  present,  even  if  the  combination  via  Whit- 
ing were  available,  it  would  be  the  same  as  the  Indiana  Harbor  com- 
bination. 

No  evidence  was  introduced  relating  to  the  reasonableness  of  the 
Indiana  Harbor  combination  except  the  alleged  combination  on 
Whiting,  which,  as  has  been  noted,  was  not  available  for  a  throu^^ 
shipment.  For  the  reasons  stated,  the  record  does  not  disclose  a 
through  rate  in  excess  of  the  combination  of  locals,  nor  does  it  pre- 
sent a  case  of  misrouting,  inasmuch  as  the  cars  were  forwarded  via 
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the  only  available  junction  point.    Therefore  we  can  not  sustain  com- 
plainant's contention  that  the  rates  exacted  were  unreasonable. 

Complainant  also  asserts  that  the  assessm^it  of  rates  upon  the 
marked  capacity  of  the  three  80,000-pound  cars  was  unreasonable, 
because  it  was  impossible  to  load  into  the  cars  an  amount  of  ice 
approaching  in  weight  the  marked  capacity.  Upon  this  point  the 
record  is  so  unsatisfactory  that  no  finding  can  be  made.  Complain- 
ant testified  that  he  loaded  three  tiers  of  ice  in  each  car,  but  admitted 
upon  cross-examination  that  it  would  have  been  physically  possible 
to  load  five  tiers  of  ice.  Complainant  did  not  biow  Qie  actual 
weight  of  the  ice  in  any  of  the  cars,  but  he  argues  in  his  brief  that 
it  would  not  be  practical  to  load  ice  five  tiers  high,  because  if  that 
were  done  the  lading  would  exceed  the  capacity  of  the  car.  Defend- 
ants do  not  weigh  cars  upon  which  a  flat  switching  rate  applies,  for 
the  reason  that  the  labor  involved  in  switching  cars  to  and  from 
scales  would  add  appreciably  to  the  cost  of  the  movement  In 
Romona  Oolitic  Stone  Co.  v.  Vandalia  R.  R.  Co.j  18  I.  C.  C  Rep., 
115,  the  Commission  condemned  a  practice  by  which  shipments  of 
stone  from  nonscale  points  were  billed  at  weights  equal  to  the  marked 
capacity  of  the  cars.  The  weights  in  that  case  were  applied  to  a 
line  haul  and  the  practice  resulted  in  frequent  overcharges.  Although 
we  adhere  to  the  principle  announced  in  that  decision,  we  are  not  of 
opinion  that  substantial  justice  requires  its  application  to  the  switch- 
ing service  which  is  the  subject  of  this  controversy.  An  order  will 
be  entered  dismissing  the  complaint 
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No.  3302. 
DuMEE,  SON  &  COMPANY 

V. 

ALABAMA,  TENNESSEE  &  NORTHERN    RAILROAD  COM- 

PANY  ET  AL. 


SubmiUed  October  5,  1910.     Decided  December  6,  1910. 


Defendants'  rates  on  compressed  cotton  lintera  in  carloads,  released  to  a  valuation 
of  2  cents  per  pound,  from  Alioeville,  Ala.,  to  Philadelphia,  Pa.,  found  unrea- 
sonable, and  reparation  awarded. 

Edward  J.  DuMee  for  complainants. 

R.  Walton  Moore  for  Southern  Railway  Company  and  Mobile  & 
Ohio  Railroad  Company. 

Report  of  the  Commission. 

Lane,  Commissioner: 

The  complainants  are  cotton  merchants,  having  their  principal  place 
of  business  in  Philadelphia,  Pa.  The  fietition  herein  was  filed  on  May 
2^y  1910,  and  puts  in  issue  the  reasonableness  of  the  rate  exacted  by 
the  defendants  for  the  movement  of  three  carloads  of  compressed  cot- 
ton linters,  released  to  a  valuation  of  2  cents  per  pound,  from  Alice- 
ville,  Ala.,  to  Philadelphia,  Pa.,  on  July  23  and  26,  1909.  The  ship- 
ments in  question  aggre^rated  87,500  pounds  in  weight,  and  moved  via 
the  line  of  the  Alabama,  Tennessee  &  Northern  Railroad  Company 
from  Aliceville,  Ala.,  to  Reform,  Ala.,  thence  via  the  line  of  the  Mo- 
bile &  Ohio  Railroad  Company  to  Columbus,  Miss.,  and  thence  via  the 
Southern  Railway  and  the  Philadelphia,  Baltimore  &  Washington 
Railroad  to  Philadelphia.  In  the  absence  of  a  joint  through  rate  on 
c*otton  linters  from  point  of  origin  to  destination,  charges  were  assessed 
at  the  rate  of  90  cents  per  100  pounds,  made  up  of  the  combination 
upon  Columbus,  Miss.,  the  total  amount  collected  being  $339.50.  The 
rate  applied  is  alleged  to  be  exces.>ive  and  discriminatory  and  out  of 
harmony  with  the  rates  from  points  in  contiguous  and  more  distant 
territory.     Reixtration  is  asked. 
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There  can  be  no  question  that  the  rates  on  cotton  linters  applying 
from  various  points  in  Alabama,  Mississippi,  Louisiana,  and  even 
Texas,  to  Philadelphia,  are  lower  than  the  rate  subjected  to  attack 
in  this  proceeding.  For  example,  Mobile,  Ala.,  enjoys  a  rate  of  42 
cents  per  100  pounds;  Meridian,  Miss.,  a  rate  of  61  cents  per  HjO 
pounds;  Laurel,  Miss.,  63  cents  per  100  pounds;  Newton,  Miss.^  63 
cents  per  100  pounds;  Macon,  Miss.,  60  cents  per  100  pounds;  Bas- 
trop, La,,  73  cents  per  100  pounds;  Hearne,  Tex.,  82^  cents  per  llH) 
pounds;  Dallas,  Tex,,  88  cents  per  100  pounds.  It  appears,  however, 
that  the  originating  carrier,  the  Alabama,  Tennessee  &  Northern 
Railroad  Company,  is  a  newly  constructed  line  with  a  comparatively 
meager  traffic,  while  the  points  to  which  reference  is  made  are  served 
directly  by  extensive  railroad  systems.  Under  the  circumstances  we 
do  not  feel  justified  in  requiring  the  Alabama,  Tennessee  &  Northern 
Kailroad  Company  to  join  in  the  establishment  of  rates  as  low  as  those 
applying  from  points  located  on  the  rails  of  carriers  more  firmly 
established.  The  complainants'  representative  stated  at  the  hearing 
that  the  company  would  be  satisfied  with  the  establishment  of  a  rate 
of  82  cents  per  100  pounds  and  an  award  of  reparation  upon  that 
basis.  The  defendants  have  indicated  their  willingness  to  join  in  this 
adjustment. 

We  find  accordingly  that  the  rate  of  90  cents  per  100  pounds  assessed 
and  collected  for  the  movement  of  the  shipments  giving  rise  to  the 
complaint  is  unjust  and  unreasonable  to  the  extent  that  it  exceeds  S2 
cents  per  100  pounds,  and  that  the  rate  for  the  future  should  not 
exceed  that  figure.  Reparation  will  be  awarded  in  the  amount  of 
130,  with  interest  from  July  30, 1909.     It  will  be  ordered  accordingly. 
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No.  2866.  ^ 

J.  H.  DAY  COMPANY 

V. 

BALTIMORE  &  OfflO  SOUTHWESTERN  RAILROAD  COM- 
PANY ET  AL. 


StUmitUd  Stptemher  SO,  1910,    Decided  December  5, 1910. 


Reparation  awarded  on  complainant's  ihipmenta  of  iron  drying  racka  from  Brig^toa^ 
Ohio,  to  St.  Louis,  Mo.,  on  account  of  improper  classification. 

0.  M.  Stephen  for  complainant. 

Robert  8.  Alcorn  for  Baltimore  &  Ohio  Southwestern  RaUroad  Com- 
pany. 

Report  of  the  Commission. 

Lane,  Commiarioner: 

The  complainant  corporation  is  enga(2:ed  at  Cincinnati,  Ohio,  in  the 
manufacture  of  various  classes  of  articles,  and  in  a  complaint  filed 
September  11,  1909,  claims  reparation  on  three  shipments  of  iron 
drying  racks  from  Brighton,  Ohio,  to  St.  Louis,  Mo.,  on  August  9, 19, 
and  24,  1907,  respectively.  The  claim  first  was  informally  presented 
to  the  Commission  on  July  26,  1909.  These  racks,  which  are  about 
H  feet  long,  3^  feet  wide,  and  5^  feet  high,  consist  merely  of  a  frame- 
work divided  in  the  middle  by  a  verticsJ  skeleton  partition  into  two 
compartments,  into  each  of  which,  resting  upon  narrow  ledges,  may 
be  placed  a  number  of  shallow  pans  for  use  in  drying  or  otherwise 
treating  articles.  The  first  two  shipments  consisted  of  12  racks 
each,  weighing  in  the  aggregate  16,600  pounds;  the  third,  of  7  racks, 
weighing  4,660  pounds. 

One  item  in  the  Official  Classification  (No.  30,  Item  16)  in  effect  at 
the  time  these  shipments  moved,  rates  "drying  racks''  double  first 
class  in  less  than  carloads,  no  provision  being  made  for  carload  ship- 
ments. The  first  class  rate  from  Brighton  to  St.  Louis  was  41  cents 
per  100  poimds,  necessitating  the  payment  of  82  cents  per  100  pounds 
upon  these  shipments.  Another  item  (No.  22)  of  the  same  classifi- 
cation rates  "racks,  n.  o.  s.,"  double  first  class  in  less  than  carioads, 
but  carload  shipments,  minimum  weight  10,000  pounds,  are  rated 
second  class,  which  made  a  rate  of  35  cents  per  100  pounds  from 
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Brighton  to  St.  Louis.  Complainant's  contention  is  that  the  rate 
should  not  have  exceeded  that  on  ''racks,  n.  o.  s./'  in  carloads. 

It  is  explained  by  the  complainant  that  the  use  for  which  racks 
were  intended  determined  in  large  measure  the  rating  under  this 
classification,  and  that  as  these  particular  racks  were  to  be  used  in 
diying  macaroni  it  was  believed  to  be  necessary  to  ship  them  as 
"drying  racks."  Otherwise  they  might  have  been  shipped  as  ''racks, 
n.  o.  s."  But  whatever  question  might  then  have  arisen  on  tiiat 
subject,  the  classification  in  effect  since  January  1,  1910,  has  con- 
tained no  provision  whatever  for  "drying  racks,"  the  rating  now 
applicable  on  racks  of  all  descriptions  being  that  for  "racks,  n.  o.  s." 
The  second  class  rate  from  Brighton  to  St.  Louis  b  now  34)  centa. 
The  Western  Classification  in  effect  since  April  1,  1907,  also  pre- 
scribes the  second  class  rate  on  "drying  racks"  in  carloads,  minimum 
10,000  pounds. 

It  is  our  conclusion  that  complainant  was  entitled  to  the  second 
class  rate  on  these  shipments,  subject  to  a  minimum  of  10,000  pounds, 
and  that  reparation  should  be  awarded  in  the  sum  of  $60.23,  as 
claimed.  The  complainant  at  the  hearing  having  abandoned  its 
request  for  a  future  rating,  and  it  appearing  that  since  January  1, 
1910,  the  second  class  rate  has  been  effective  on  this  class  of  goods, 
it  is  not  deemed  necessary  to  make  an  order  in  respect  thereto. 

An  order  will  be  entered  for  reparation  in  the  sum  of  $60.23,  with 
interest  from  September  1,  1907. 
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No.  3162. 
GEORGE  N.  PIERCE  COMPANY 

V. 

NEW  YORK  CENTRAL  &  HUDSON  RIVER  RAILROAD 

COMPANY. 


8yimiit9d0d6b€ri4,t910.    Dtadtd IhomXm 6,  t910. 


1.  The  chAiges  collected  by  defencbnt  for  the  timnsfer  of  five  ctn  of  lew-than-cirhMid 
freight,  originating  without  the  state  of  New  York,  from  the  Black  Rock  freig^ 
station  in  Buffalo,  N.  Y.,  to  the  private  siding  of  complainant  in  said  city* 
found  unlawful  and  unduly  discriminatory  by  reason  of  the  fact  that  similar 
service  was  accorded  by  defendant  without  charge  to  other  consignees  whose 
traflk  was  handled  under  similar  conditions.    Reparation  awarded. 

S.  The  practice  of  naming  specific  consign<»s  and  consignees  as  entitled  to  certain 
sovice  is  objectionable  not  only  (m  account  of  form  but  because  it  may  often 
effect,  as  in  the  present  instance,  an  actual  discriminati<m  between  penons 
similariy  situated  and  equally  entitled  to  the  carrier's  service. 

Almon  W.  LyUe  for  complainant. 
0.  E.  BuUerfield  for  defendant. 

Rkpobt  of  thb  Cohhissiov. 

Lane,  Oammiuumer: 

The  complainant  is  a  corporation  engaged  in  the  manufacture  and 
sale  of  motor  vehicles^  having  its  principal  place  of  business  in  the 
city  of  Buffalo,  N.  Y.  By  its  petition,  filed  on  March  4,  1910,  repa- 
ration is  sought  in  the  amoimt  of  the  charges  paid  for  the  transfer  of 
67  carloads  of  freight  from  the  Black  Rock  freight  station  of  the 
defendant  in  Buffalo,  N.  Y.,  to  the  private  siding  reaching  the  com- 
plainant's plant.  The  cars  in  question  contained  less-than-carload 
freight  originating  at  yarious  points  both  within  and  without  the 
state  of  New  York,  and  charges  were  collected  for  the  transfer 
aerrice  at  the  rate  of  $3.50  per  car.  These  charges  are  alleged  to  be 
unlawful  by  reason  of  the  fact  that  the  defendant  had  in  effect  con- 
temporaneously a  tariff  providing  for  free  "ferry  car  service"  (as  the 
transfer  of  less-than-carload  frei^^t  between  the  defendant's  frei^^t 
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station  and  industrial  sidings  is  styled)  to  yarious  specified  indus- 
tries. The  pertinent  proyisions  of  the  tariff  in  question  read  as 
follows: 

VBBBT  GAB  SBBTIOS. 

Oan  containing  frei^t  which  has  been  received  at  or  is  to  be  forwarded  irom  sta- 
tions named  herein  via  the  lines  of  this  company,  subject  to  frei^t  chatges,  wiQ  be 
moved'  to  ot  from  our  station  freight  houses  from  or  to  industries  named  herein  having 
direct  track  connection  with  rails  of  this  company  within  station  limits  under  tfia 
following  conditions: 

1.  Gars  must  contain  only  such  frei^t  as  may  under  current  rules  be  accepted 
for  transportation. 

2.  This  arrangement  will  not  apply  to  freight  in  switching  movement  to  or  from  a 
connecting  carrier  nor  from  one  cdding  to  another  siding  within  the  jurisdictioii  of 
(me  agency. 

WITHOUT  CHABOB. 

When  cars  contain  5,000  pounds  or  mare  or  when  can  are  loaded  to  their  full  cubic 
capacity,  free  of  charge. 

As  the  tariff  indicates,  it  is  the  practice  of  the  defendant,  when 
the  requisite  amount  of  less-than-carload  freight  has  accumulated  at 
the  freight  station,  to  place  it  in  a  so-called  ''ferry  car"  and  switch 
it  to  the  siding  of  the  consignee.  The  complainant's  name  was 
not  included  in  the  list  of  industries  carried  in  the  tariff  by  reason 
of  the  fact  that  a  private  sidetrack  had  not  been  constructed  into 
the  plant  at  the  time  the  tariff  was  issued.  On  March  4,  1907, 
the  private  siding  was  installed  and,  by  amendment  to  the  tariff, 
effective  September  14,  1907,  the  complainant's  plant  was  added 
to  the  industries  enjoying  the  ferry  car  service.  During  the  interim 
the  cars  giving  rise  to  the  complaint  were  transferred  and  chaiges 
collected  as  above  set  forth. 

This  claim  was  originally  presented  to  the  Commission  on  March 
13,  1909,  and  is,  therefore,  not  barred  by  the  statute  of  limitations. 

The  cars  covered  by  the  petition  contained  not  only  frei^t  origi- 
nating at  points  outside  of  the  state  of  New  York  and  on  the 
line  of  the  New  York  Central  Railroad  Company,  but  freight  coming 
from  points  within  the  state  of  New  York,  as  well  as  over  the  lines 
of  other  carriers  than  the  New  York  Central  Railroad  Company. 
Only  five  of  the  cars  contained  solely  interstate  freight  originating 
on  the  Une  of  the  New  York  Central  Railroad  Company,  and  it  is 
self-evident  that  the  jurisdiction  of  the  Commission  does  not  extend 
beyond  these  particular  transactions.  If  the  Conmiission  were  to 
require  a  refimd  of  the  charges  collected  in  any  other  instance,  the 
award  would  necessarily  cover  the  movement  of  freight  not  subject 
to  the  act  to  regulate  commerce. 

We  may  observe  that  the  Commission  does  not  approve  of  tariffs 
constructed  upon  the  plan  of  the  defendant's  ''Ferry  Car  Service" 
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tariff  under  consideration  in  this  proceeding.  The  practice  of  nam- 
ing specific  consignors  and  consignees  as  entitled  to  a  certain  service 
is  objectionable  not  alone  on  account  of  form  but  because  it  may 
often  effect,  as  in  the  present  instance,  an  actual  discrimination 
as  between  persons  similarly  situated  and  equally  entitled  to  the 
carrier's  service.  This  complaint  would  never  have  arisen  if  the 
defendant's  tariff  had  provided  that  the  ferry  car  service  would  be 
effective  within  a  certain  defined  area. 

We  find  that  the  charges  collected  by  the  defendant  for  the 
transfer  of  five  cars  of  less-than-carload  freight,  originating  on  the 
line  of  the  New  York  Central  Railroad  Company  without  the  state 
of  New  York,  from  the  Black  Rock  freight  station  in  the  city  of 
Buffalo  to  the  private  siding  of  the  complainant,  between  May  10 
and  July  17,  1907,  inclusive,  were  unlawful  and  discriminatory 
by  reason  of  the  fact  that  similar  service  was  accorded  by  the  defend- 
ant without  chaise  to  other  consignees  whose  traffic  was  handled 
under  similar  conditions.  Reparation  will  be  awarded  in  the  amount 
of  $17.50,  with  interest  from  July  17,  1909. 

It  will  be  ordered  accordingly. 
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No8.  3140  and  3141. 

PABST  BREWING  COMPANY 

t\ 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPANY 

ET  AL. 


No.  3246. 
JOS.  SCHLITZ  BREWING  COMPANY 

V. 

SAME. 


SubmkUd  October  17, 1910.    Decided  December  6, 1910. 


FoVLoiriDgLiebold  Co.  v.  D.,L.  ds  W.  R.  R.  Co.,  17  I.  G.  G.  Rep.,  503,  complainanti' 
claimB  for  reparatioa  on  variouB  shipraents  of  beer  from  Milwaukee,  Wis.,  to 
pointa  on  the  Pacific  coast  and  in  Colorado,  Wyoming,  western  Nebraska,  and 
*  New  Mexico  are  denied.    Complaints  diismiflsed. 

Oharlea  ZieOce  for  Pabst  Brewing  Company. 

0.  J.  Bertschy  for  Jos.  Schlitz  Brewing  Company. 

F.  0.  WrigTU  for  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. 

Hale  Holden  for  Chicago,  Burlington  &  Quincy  Railroad  Company. 

8.  A.  Ljfnde  for  Chicago  &  North  Western  Railway  Company. 

James  0.  Jeffery  for  Denver  &  Rio  Grande  Railroad  Company  and 
Missouri  Pacific  Railway  Company. 

IF.  F.  Dickinson  and  A.  B.  Enoch  for  Chicago,  Rock  Island  & 
Pacific  Railway  Company. 

D.  L.  Meyers  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

Report  of  the  Commission. 

Lane,  Commissioner: 

Tlie  complainants  are  corporations  engaged  in  the  manufacture 
and  sale  of  beer  and  malt  products,  having  their  principal  places  of 
businass  in  the  city  of  Milwaukee,  Wis.     By  petitions  filed  on  March 

'  April  22,  1910,  and  amendments  subsequently  presented,  the 

lants  contest  the  reasonableness  of  the  rates  charged  by  the 
its  for  the  movement  of  various  carload  shipments  of  beer 
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in  order  to  enable  the  complainants  to  meet  this  local  market  com- 
petition with  success.  This  circumstance  tends  to  rebut  any  pre- 
sumption of  unreasonableness  which  may  arise  from  the  history  of 
the  rates;  it  argues  strongly  in  favor  of  the  carriers'  contention  that 
the  lower  standard  was  reestablished  because  of  competitive  condi- 
tions and  not  because  of  a  conviction  that  the  increased  rates  were 
excessive. 

These  cases  seem  to  be  controlled  by  the  decision  of  the  Commission 
in  tiie  case  of  Liebold  Co.  v.  D.,  L.  <fc  W.  R.  R.  Co.,  17  I.  C.  C.  Rep., 
603.  In  that  proceeding  the  Commission  was  unable  to  find  that 
a  rate  of  SI. 10  per  100  pounds  for  the  transportation  of  beer  from 
the  Mississippi  River  and  points  east  thereof  to  San  Francisco,  Cal., 
under  a  30,0()0-pound  minimum  was  unjust  and  imreasonable,  and 
declined  to  allow  reparation  on  account  of  shipments  made  while 
that  rate  was  in  effect.  This  decision  directly  controls  the  issue 
with  respect  to  tiie  shipments  moving  from  Milwaukee  to  Pacific 
coast  points,  and,  by  necessary  impUcation,  disposes  of  the  com- 
plaints covering  the  shipments  to  Colorado,  Wyoming,  western 
Nebraska,  and  New  Mexico  points  as  well.  We  can  not  find  that 
the  rates  of  which  complaint  is  made  are  unreasonable.  An  order 
of  dismissal  will  therefore  be  entered. 
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No.  3284. 
CLEART  BROTHERS  COMPANY 

V. 

CHICAGO  &  NORTH  WESTERN  RALLWAY  COMPANY  ET  AL. 


Submitted  October  10, 1910.    Decided  December  6, 1910. 


Rates  on  beer  and  other  beveragee  from  Milwaukee,  Wis.,  to  Gladstone  and  Kacanaha 
Mich.,  found  unreasonable,  and  reparation  awarded. 

0.  M.  StepTien  for  complainant. 

8.  A.  Lynde  for  Chicago  &  North  Western  Railway  Company. 

Refobt  of  the  Commibsiok. 

Lake,  Gommissioner: 

The  complainant  is  a  Michigan  corporation  engaged  in  the  purchase 
and  sale  of  liquors  and  kindred  commodities,  having  its  principal 
place  of  business  in  Escanaba,  Mich.  By  its  petition  filed  on  May  13, 
1910,  it  challenges  the  reasonableness  of  the  rates  exacted  by  the 
defendants  for  the  movement  of  53  carloads  of  beer  and  other  bev- 
erages from  Milwaukee,  Wis.,  to  Escanaba  and  Gladstone,  Midi.,  on 
various  dates  ranging  from  January  5,  1909,  to  January  4,  1910, 
inclusive.  Of  the  foregoing  shipments  21  carloads,  aggregating 
650,365  pounds  in  weight,  moved  from  liiGlwaukee  to  Elscanaba,  via 
the  line  of  the  Chicago  &  North  Western  Railway  Company,  charges 
being  collected  at  the  rate  of  22  cents  per  100  pounds,  or  in  the  total 
amoimt  of  SI, 427.32.  The  remaining  shipments,  or  32  carioads, 
aggregating  973,260  poimds  in  weight,  moved  from  Ifilwaukee  to 
Gladstone,  via  the  lines  of  the  Chicago,  l^Iilwaukee  &  St.  Paul  Rail- 
way Company  and  the  ^linneapoUs,  St.  Paul  &  Sault  Ste.  Marie  Rail- 
way Company,  charges  being  collected  at  the  rate  of  22  cents  per  100 
pounds,  or  in  the  total  amount  of  S2,092.56.  The  22-cent  rate  ss 
assessed  is  aUeged  to  be  unjust  and  unreasonable  to  the  extent  that  it 
exceeds  a' rate  of  19  cents  per  100  pounds  based  upon  a  minimifm 
weight  of  30,000  pounds,  and  reparation  is  asked  upon  that  basis. 

The  defendants  deny  that  the  rate  of  which  complaint  is  made  ii 
excessive  and  resist  the  demand  for  reparation. 
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It  appears  that  at  the  time  the  shipments  in  question  moved, 
there  was  in  effect  a  rate  of  19  cents  per  100  pounds  on  beer  in  car- 
loads from  such  points  as  Springfield,  Kankakee,  and  Peoria,  HI., 
and  Fort  Madison,  Dubuque,  and  Clinton,  Iowa,  to  Escanaba,  and 
this  rate  extended  to  such  northerly  points  as  Ashland,  Wis.,  and 
Duluth,  Ifinn.  A  glance  at  the  map  will  make  it  clear  that  much  of 
the  traffic  originating  in  this  territory  must  pass  through  Milwaukee 
en  route  to  Escanaba  while  the  length  of  haul  is  materially  greater 
than  the  distance  from  Milwaukee  to  either  Escanaba  or  Gladstone. 

On  August  20,  1909,  the  19-cent  rate  was  made  effective  from 
Milwaukee  to  Escanaba  and  Gladstone.  More  recently  an  effort 
has  been  made  to  advance  the  Escanaba  rate  to  21  cents  per  100 
pounds,  but  the  tariff  carrying  the  increase  has  been  suspended  by 
order  of  the  Commission. 

The  Chicago  &  North  Western  Railway  Company  does  not  now 
resist  the  demand  for  reparation  upon  the  shipments  in  which  it  is 
interested  but  opposes  an  order  requiring  the  future  maintenance  of 
the  19-cent  rate.  No  appearance  was  entered  either  for  the  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company  or  the  Minneapolis,  St. 
Paul  &  Sault  Ste.  Marie  Railway  Company  at  the  hearing,  but  the 
general  counsel  of  the  latter  carrier,  by  letter  filed  at  the  hearing, 
consented  to  submit  the  case  for  decision  upon  the  pleadings. 

We  find  that  the  22-cent  rate  assessed  and  coUected  by  the  defend- 
ant Chicago  &  North  Western  Railway  Company  for  the  movement 
of  beer  and  other  beverages  in  carloads  from  Milwaukee,  Wis.,  to 
Elscanaba,  Mich.,  was  unjust  and  unreasonable  to  the  extent  that  it 
exceeded  19  cents  per  100  pounds,  and  that  the  complainant  is 
entitled  to  reparation  in  the  amount  of  S191.63,  with  interest  from 
August  24,  1909.  We  find  further  that  the  rate  assessed  and  col- 
lected by  the  defendants,  the  Chicago,  Milwaukee  &  St.  Paul  Railway 
Company  and  the  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway 
Company  for  the  movement  of  beer  and  other  beverages  in  carloads 
from  Milwaukee  to  Gladstone,  Mich.,  was  unjust  and  unreasonable 
to  the  extent  that  it  exceeded  19  cents  per  100  pounds,  and  that  the 
complainant  is  entitled  to  reparation  in  the  amount  of  S243.37,  with 
interest  from  January  4,  1910. 

The  establishment  of  proper  rates  for  the  future  will  be  reserved 
for  further  consideration. 

It  will  be  ordered  accordingly, 

10 1,  a  a  Rei». 
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No.  8216. 
FRED  MILLER  BREWING  COMPANY 

V. 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPANY 

ETAL. 


SubmiJtted  Odober  n,  1910.    Beaded  December  5, 1910. 


A  20,000-poiind  minimum  is  exoeasive  as  applied  to  conmgnmenta  of  empty  beer  kcgi 
in  refrigerator  cars,  bat  is  not  excessive  with  respect  to  empty  kegs  and  boltle^ 
mixed,  or  to  strai|];ht  shipments  of  empty  bottles.  Reparation  awarded  oa  coei- 
plainant's  shipments  of  empty  beer  kegs. 

Charles  E.  Canright  for  complainant. 

F.  G.  Wright  for  Chicago,  Milwaukee  &  St  Fkol  Railway  Com- 
pany. 

James  C.  Jefferyiox  Texas  &  Pacific  Railway  Company;  Little  Rock, 
Hot  Springs  &  Western  Railroad  Company;  and  St  Louis,  Iron  Moun- 
tain &  Southern  Railway  Company. 

W.  F.  Dickinson  and  A.  B.  Enoch  for  Chicago,  Rock  Island  A 
Pacific  Railway  Company. 

D.  Z.  Meyers  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company 
and  Gulf,  Colorado  &  Santa  Fe  Railway  Company. 

Report  of  the  Commission. 

Lane,  Commissioner: 

The  complainant  is  a  corporation,  engaged  in  tiie  manufacture  and 
sale  of  beer  and  malt  products,  having  its  principal  place  of  business 
in  the  city  of  Milwaukee,  Wis.  The  petition  herein  was  filed  on  April 
6,  1910,  and  asks  reparation  for  the  collection  of  alleged  unreasonable 
charges  for  the  movement  of  various  shipments  of  empty  beer  pack- 
ages  in  ref  rigemtor  cars  from  points  in  Texas,  Loubiana,and  Arkansas 
to  Milwaukee,  between  May  25, 1908,  and  January  26, 1909,  inclusive. 
In  each  instance  charges  were  collected  in  accordance  with  the  lawfully 
established  rate  in  conjunction  with  the  carload  minimum  weight  of 
20,000  pounds.  No  complaint  is  made  against  the  rates  charged,  but 
the  carload  minimum  is  alleged  to  be  unjust  and  unreasonable  to  the 
extent  that  it  exceeds  a  minimum  of  16,000  pounds,  as  subsequently 
established. 
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The  testimony  taken  at  the  hearing  seemA  to  establish  the  fact  that  it 
b  impossible  to  load  refrigerator  cars  with  empty  beer  kegs,  or  kegs 
and  bottles  mixed,  to  the  20,000-pound  minimum  effective  at  the  tima 
the  shipments  in  question  moved.  The  complainants  witness  testified, 
however,  that  it  is  practicable  to  load  empty  bottles  to  the  full  20,000- 
pound  minimum,  and  stated  that  no  objection  could  be  made  to  the 
Commission's  sanctioning  that  minimum  as  applied  to  shipments  of 
this  character.  The  complainant  was  thereupon  requested  to  file  a 
supplementary  statement  with  the  Commission,  setting  forth  separately 
the  shipments  consisting  of  straight  carloads  of  empty  bottles  and 
shipments  comprising  kegs,  or  kegs  and  bottles  mixed.  This  state- 
ment has  not  been  furnished^  but  a  letter  has  been  received  stating 
that  the  complainant  desires  to  recede  from  the  position  taken  at  the 
hearing  and  claims  reparation  upon  all  the  shipments  set  forth  in  its 
petition. 

We  think  we  may  fairly  find  from  the  record  that  a  20,000-pound 
minimum  is  excessive  as  applied  to  consignments  of  empty  beer  kegs 
in  refrigerator  cars,  but  we  can  not  in  justice  reach  the  same  conclusion 
with  respect  to  empty  kegs  and  bottles,  mixed,  or  to  straight  ship- 
ments of  empty  bottles.  In  our  judgment  the  complainant  is  entitled 
to  reparation  only  in  the  case  of  shipments  of  the  former  character. 
The  Commission  suggests  that  a  statement  setting  forth  in  detail  the 
shipments  which  consisted  of  empty  beer  kegs,  together  with  the 
charges  collected  and  the  reparation  properly  to  be  awarded  under 
these  findings,  be  prepared  by  the  complainant  and  submitted  to  the 
defendants  for  verification.  When  the  Commission  is  in  receipt  of 
such  a  statement,  properly  checked,  an  order  awarding  reparation 
will  be  issued. 

i»LaaB«p. 
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No.  3386. 
ANACONDA  COPPER  MINING  COMPANY 

V. 

CHICAGO  &  ERIE  RAILROAD  COMPANY  ET  AL.,  AND  8 
OTHER  CASES  DISPOSED  OF  IN  THE  ORDER  ENTERED 
HEREIN,  WHEREIN  THE  PARTIES  ARE  NAMED,  WHICH 
CASES  ARE  INDICATED  BY  DOCKET  NUMBERS  AS  FOL- 
LOWS: 2207,  2208,  2209,  2210,  2211,  2383,  2384,  AND  3386. 


SubmUUd  December  S,  1909.    Decided  December  If,  19 JO. 


Complainants,  who  smelt  copper  at  Anaconda  and  Black  Eagle,  Mont,  shipped  ooke 
on  the  separately  established  or  joint  through  rates  from  the  West  Virginia- 
Pennsylvania  ovens  to  Chicago,  plus  the  rates  beyond  to  the  smelters.  At 
the  time  covered  by  these  complaints  the  defendants  maintained  two  rates  npoii 
coke  from  the  ovens  to  Chicago,  a  rate  of  $2.65  per  net  ton  on  ooke  and  a  rate 
of  $2.36  per  net  ton  "  on  coke  for  use  in  blast  fomaces  for  smelting  iroo  from 
the  ores."  There  were  no  joint  through  rates  in  effect  from  the  ovens  to 
Montana.  No  complaint  was  made  of  the  rates  from  Chicago  to  Montana,  but 
complainants  asked  reparation  apon  the  ground  that  the  maintenance  of  the 
two  separate  rates  upon  the  same  commodity  at  the  same  time  from  the  oveos 
to  Chicago  was  a  discrimination  that  was  undue  and  that  the  high»  rate  was 
nnjust  and  unreasonable.  Reparation  was  demanded  in  the  amount  of  the 
difference  between  the  two  rates.  Complainants  also  asked  that  the  Com- 
mission find  "  that  the  charging  to  complainants  the  excessive  and  illegal  or 
unreasonable  rates  on  coke  for  five  year$  next  preceding  the  filing  of  thta 
petition  be  declared  unjust,  unreasonable,  and  illegal;"  Held: 

1.  That  following  the  spirit,  as  well  as  the  letter,  of  the  limitation  clause  oontained 

in  section  16  of  the  act,  the  Commission  believes  it  is  without  jurisdi^tkm  over 
shipments  or  the  rates  and  charges  assessed  thereon  for  a  period  exceeding 
that  named  in  the  statute. 

2.  That  the  rate  of  $2.65  per  net  ton  applying  on  ooke  was  and  is  a  low  rate  for  the 

services  performed  and  that  the  maintenance  of  a  lower  rate  "  on  coke  for  ose 
in  blast  furnaces  for  smelting  iron  from  the  ores"  while  improper  did  not  sub- 
ject the  complainants  to  undue  discrimination  and  is  not  the  ba^  for  awards 
of  damage  in  these  cases. 
8.  That  smelters  of  copper  and  of  iron  do  not  compete  in  any  proper  or  ordinary 
sense  of  the  term  and  OMnplainants  have  suffered  no  damage. 

WtUmm  A.  Glasgow^  ;>.,  and  Charles  D.  Drayton  for  oomplainantfi. 

William  Ainsworth  Parker  for  Baltimore  &  Ohio  Railroad  Com- 

pany. 

19  L  a  a  Be|k 
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C.  B.  Femald  for  Pennsylvania  Company. 

George  Stuart  Patter$an  for  Pennsylvania  Railroad  Company  and 
Monongahela  Railroad  Company. 

Clyde  Brown  and  O,  E.  BtUterfidd  for  New  York  Central  Lines. 
R.  Walton  Moore  for  Norfolk  &  Western  Railway  Company. 
Budcner  Clay  for  Coal  &  Coke  Railway  Company. 

Report  of  the  Commission. 

CocKRELL,  Commisnoner: 

These  cases,  by  stipulation,  were  heard  together,  and  disposition 
will  be  made  of  them  in  one  report.  The  complainant  corporations 
are  affiliated  as  subsidiary  companies  of  the  Amalgamated  Cop- 
per Company.  The  Anaconda  Copper  Mining  Company  has  its  smelter 
at  Anaconda,  and  the  Boston  &  Montana  Consolidated  Copper  and 
Silver  Mining  Company  has  its  smelter  at  Black  E^le,  in  the  state  of 
Montana.  Five  of  the  complaints  of  the  Anaconda  Company  were 
filed  March  11, 1909.  The  complaint  in  Docket  No.  2386  and  the  three 
complaints  of  tiie  Boston  &  Montana  Company  were  filed  April  21, 
1909.  The  subject-matter  and  phraseology  of  all  the  complaints  are 
alike,  and  set  forth  the  following  facts: 

(a)  That  the  complainants,  in  the  state  of  Montana,  are  engaged  in 
smelting  ores  containing  copper,  silver,  gold,  and  iron. 

{h)  That  the  defendant  carriers  have  tariffs  in  accordance  with  which 
they  charge  from  the  ovens  in  West  Virginia  and  Pennsylvania  to 
Chicago,  and  certain  Chicago  points,  a  rate  of  $2.35  per  net  ton  on  coke 
when  used  for  smelting  iron  from  the  ores. 

(c)  That  defendant  carriers  under  other  tariffs  charge  for  the 
transportation  of  coke  between  the  points  named,  when  used  for  other 
purposes  than  the  smelting  of  iron  from  the  ores,  a  rate  of  $2.66  per 
net  ton. 

The  complaints  allege  that  ^4t  is  illegal,  unlawful,  and  contrary  to 
the  act  to  regulate  commerce  for  said  defendants  to  charge  a  different 
or  greater  rate  for  the  transportation  of  coke  as  aforesaid,  basing  said 
charge  on  the  purposes  for  which  said  coke  is  used; ''  that  complainants 
have  shipped  large  amounts  of  coke  from  the  ovens  in  West  Virginia 
and  Pennsylvania  to  Chicago,  or  to  Chicago-rate  junctions,  upon  which 
the  dofendantH  have  exacted  the  rate  of  $2.65  per  net  ton;  that  such 
rate  on  coke  for  other  uses  than  the  smelting  of  iron  from  the  ores 
was  and  is  unjust  and  unreasonable,  and  was  and  is  discriminatory 
against  the  complainants,  and  subjected  the  complainants  to  exces- 
sive charges  of  30  cents  per  net  ton  on  all  the  coke  transported  for 
them;  and  that  this  Commission  should  require  that  the  defendants 
transport  all  coke,  without  regard  to  the  uses  to  which  it  may  Iv* 
put,  for  a  charge  of  $2.85  per  net  ton.  Each  complaint  is  accom- 
panied by  exhibits  setting  forth  in  detail  the  weighta  and  charges 
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applied  to  specific  shipments,  as  well  as  tiie  amoant  claimed  as  repara- 
tion for  the  alleged  overcharges. 

The  prayers  of  these  complainants  ask  not  only  reparation,  but  for 
the  establishment  of  a  rate  for  the  future,  and  certain  of  them  request 
that  this  Commission  find  ^'that  the  charging  to  complainant  the  ex- 
cessive and  illegal  or  unreasonable  rates  on  coke  aforesaid  for  jwe 
years  next  preceding  the  filing  of  this  petition  be  declared  unjust, 
unreasonable,  and  illegal,'^  and  that  the  complainant  may  have  other 
and  further  relief. 

The  defendants  admit  that  they  have  had  and  still  have  two  separate 
tariff  schedules  prescribing  two  rates  on  coke  from  the  ovens  to  Chicago: 
One,  applying  on  foundry  and  other  than  furnace  coke,  $2.66  per  net 
ton,  and  the  other  ^^  applying  only  on  coke  for  use  in  blast  furnaces 
for  smelting  iron  from  the  ores,''  $2.85  per  net  ton.  They  claim  that 
such  rates  are  just  and  reasonable,  have  been  duly  published  and  filed^ 
and  are  legal.  They  deny  that  such  rates,  or  either  of  them,  discrimi- 
nate against  complainants  or  that  complainants  are  entitled  to  any 
reparation. 

The  shipments  embraced  in  these  cases  moved  between  December 
8,  1906,  and  January  11,  1909.  The  earliest  payments  of  freight 
charges  appear  to  have  been  made  in  February,  1907.  Several  of  the 
complaints  embrace  shipments  therefore  which  are  clearly  barred  by 
limitation.  In  this  report  only  such  shipments  will  be  considered  as 
moved  within  two  years  from  the  time  the  complaint  embracing  them 
was  filed,  and  with  respect  to  shipments  moving  prior  to  such  two-year 
period  we  think  it  proper  to  state  that,  following  the  spirit  as  well  as 
the  letter  of  the  limitation  clause  contained  in  section  16  of  the  act,  we 
believe  we  are  without  jurisdiction,  and  therefore  we  will  not  make 
any  finding  whatever  concerning  such  shipments  or  the  rates  and 
charges  assessed  thereon,  neither  will  we  make  any  finding  or  express 
any  opinion  concerning  the  rates  on  coke  ^'for  five  years  next  preced- 
ing the  filing  "  of  these  petitions. 

The  rates  assessed  upon  all  the  shipments  herein  considered  were  the 
separately  established  or  joint  through  rates  from  the  West  Virginia- 
Pennsylvania  ovens  to  Chicago  plus  the  rates  beyond  to  Anaconda  or 
Black  Eagle  in  Montana.  At  no  time  covered  by  these  complaints 
was  there  a  joint  through  rate  on  coke  by  way  of  Chicago  from  the 
West  Virginia-Pennsylvania  ovens  to  either  of  these  destinations.  The 
testimony  indicates  that  while  some  shipments  were  made  from  the 
ovens  to  Montana  direct,  most  of  the  coke  moved  from  the  ovens  to 
Chicago,  where  it  was  reconsigned  to  the  complainants.  In  either 
case,  however,  the  method  of  assessing  the  freight  charges  and  of  pay- 
ing the  same  was  identical — that  is,  the  coke  rate  from  the  ovens  to 
Chicago  was  carried  forward  and  paid  at  destination  as  advanced 

charges. 
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The  testimony  shows  that  the  commodity  to  which  the  two  rates  are 
applied  is  one  and  the  same  thing — coke.  Nothing  was  shown  to  dis- 
tinguish between  the  kind  of  coke  used  by  blast  furnaces  for  smelting 
iron  from  the  ores  and  the  kind  of  coke  used  by  smelters  or  iron 
foundries  further  than  to  show  the  difference  in  the  equipment  used 
and  the  weights  of  carloads.  No  practical  difference  was  shown  to 
exist  between  48-hour  coke  and  72-hour  coke.  While  72-hour  coke  is 
ordinarily  considered  a  higher  grade  than  that  which  has  been  burned 
48  hours,  because  it  contains  less  sulphur,  and  therefore  for  some 
metallurgical  purposes  may  be  more  desirable  and  hence  bring  a  higher 
price,  the  testimony  shows  that  both  grades  are  used  in  blast  furnaces 
for  smeltmg  iron  from  the  ores  and  are  also  used  in  the  copper 
smelters. 

The  coke  moving  from  the  West  Virginia-Pennsylvania  coking  ovens 
to  Chicago  over  the  Pennsylvania  lines  amounts  to  about  2,225,000 
tons  per  annum,  of  which  only  150,000  tons  are  destined  beyond  Chi- 
cago and  the  balance  is  consumed  at  that  place.  The  proportions 
for  Chicago  and  for  beyond  seem  not  materially  to  vary  on  the  lines 
of  the  other  defendants,  though  the  total  amounts  carried  do  differ. 
Almost  all  the  coke  consumed  in  Chicago  is  transported  in  hopper 
cars  of  large  capacity  and  is  for  use  in  blast  furnaces  for  smelting 
iron  from  the  ores.  These  hopper  cars  are  furnished  in  part  by 
the  carriers  and  in  part  are  owned  by  the  industries  using  the  coke. 
This  special  equipment,  used  for  moving  coke  from  the  ovens  to 
the  blast  furnaces,  is  not  permitted  by  the  carriers  to  go  beyond 
Chicago,  for  the  reason  that  experience  has  shown  that  the  western 
connections  find  employment  for  such  cars  in  their  local  trafiBc  and 
great  delay  occurs  before  they  are  returned.  Coke  destined  be- 
yond the  Chicago  gateway  is  ordinarily  loaded  in  box  or  stock  cars 
belonging  to  the  western  roads,  and  thus  furnishes  them  return  load- 
ing and  protects  tiie  special  coke  equipment  of  the  initial  carriers  from 
prolonged  detention  by  their  western  connections.  The  testimony 
shows  that  while  the  blast-furnace  coke  loaded  in  hopper  cars  does  not 
go  beyond  Chicago,  the  foundry  coke  loaded  in  box  cars  is  sometimes 
used  by  the  blast  furnaces  at  or  near  Chicago,  and  when  so  used  the 
rate  is  corrected  from  $2.65  per  net  ton  to  $2.86  per  net  ton.  The 
minimum  weight  prescribed  in  each  of  the  said  tariffs  is  30,000  pounds. 

The  defendants  claim  and  strongly  urge  in  their  briefs* and  argu- 
ments that  the  trafiBc  in  coke  for  use  in  blast  furnaces  for  smelting 
iron  from  its  ores  is  not  the  same  traffic  as  the  foundry-coke  traffic 
and  that  the  same  does  not  move  under  substantially  similar  circum- 
stances and  conditions.  They  cite  in  support  of  these  contentions  the 
Party  Rate  oaseSj  the  Import  Rate  oaae^  and  many  other  decisions  of 
the  courts  which  distinguish  between  the  kinds  of  traffic  and  the 
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circumstances  and  conditions  under  which  similar  articles  moving 
between  the  same  points  may  take  different  rates.  They  set  forth  the 
various  traffic  and  conmiercial  conditions  which  induced  them  to  estab- 
lish the  two  rates  from  the  ovens  to  Chicago  and  defend  those  rates  as 
the  outgrowth  of  circumstances  rather  than  as  arbitrary  actions  of 
their  own.  Stress  was  laid  upon  the  coke  for  the  blast  furnaces  mov- 
ing in  train  loads,  while  the  other  coke  ordinarily  moves  in  carload 
lots  only,  and  that  a  larger  tonnage  was  carried  in  most  of  the  cars  used 
in  transporting  coke  to  the  blast  furnaces  in  Chicago.  The  defendants 
also  urge  that  unless  very  low  rates  are  given  the  blast  furnaces  at 
Chicago  they  can  not  compete  with  southern  blast  furnaces  which 
are  close  to  other  coking  ovens;  and  that  if  a  very  low  rate  on  coke 
was  not  made  from  the  West  Virginia-Pennsylvania  coking  ovens 
to  Chicago  they  might  lose  the  traffic,  because  for  seven  months  in 
the  year  it  is  possible  to  move  bituminous  coal  from  the  mines  in  West 
Virginia  and  Pennsylvania  to  Buffalo  or  Erie  and  thence  by  the  Lakes 
to  Chicago  and  convert  the  same  into  coke  in  by-product  ovens  at  the 
plants. 

Whatever  difference  there  may  be  in  the  cost  to  the  carrier  between 
traffic  in  train  loads  and  traffic  in  carloads,  it  appears  from  the  general 
course  of  legislation  with  respect  to  commerce  between  the  states, 
from  the  debates  and  reports  of  the  various  committees  in  Congress 
when  the  act  to  regulate  interstate  commerce  was  under  consideration, 
from  the  better  considered  court  opinions,  and  from  the  reports  and 
opinions  of  this  Commission,  that  to  give  greater  consideration  to 
train-load  traffic  than  to  carload  traffic  would  create  preference  in  favor 
of  large  shippers  and  be  to  the  prejudice  of  small  shippers  and  the 
public. 

This  Commission  has  always  held  that  it  is  improper  for  the  carriers 
to  base  their  charges  upon  the  use  to  which  a  commodity  may  be  put, 
and  while  the  statements  and  arguments  presented  by  the  defendants 
are  persuasive,  they  do  not  convince  the  Commission  that  our  position 
heretofore  taken  in  this  regard  should  be  changed. 

The  question  remains  to  be  determined  whether  the  complainants 
are  entitled  to  reparation,  regardless  of  whether  the  $2.65  rate  was  or 
is  unjust  or  unreasonable  in  and  of  itself.  The  complainants  contend 
that  it  is  illegal,  unlawful,  and  contrary  to  the  act  for  said  defendants 
to  charge  a  different  or  greater  rate  for  transporting  coke  based  upon 
its  use,  and  that  the  $2.65  rate  was  unjust,  unreasonable,  and  dis- 
criminatory. They  offered  no  evidence  whatever  to  show  or  prove 
that  the  $2.65  rate  was  in  and  of  itself  unjust,  unreasonable,  or  dis- 
criminatory, save  what  appeared  on  the  face  of  the  tariffs,  and  left  the 
unjustness,  the  unreasonableness,  and  discrimination  to  be  deduced  or 
inferred  as  a  matter  of  law.    The  freight  ti*affic  managers  of  the  defend- 
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ants  testified  that  the  $2.35  rate  was  a  very  low  rate  and  that  the  $2.66 
rate  was  a  just  and  reasonable  rate  for  the  service  performed  and  was 
not  in  any  manner  excessive.  The  average  distance  from  the  ovens 
to  Chicago  by  the  lines  of  the  defendants  is  about  575  miles,  and  the 
$2.65  rate  yields  an  average  revenue  of  4.6  mills  per  ton  per  mile. 

Since  July,  1903,  the  open  rate  on  coke  over  all  lines  from  the  ovens 
in  Pennsylvania  and  West  Virginia  to  Chicago  has  been  $2.65  per  net 
ton.  This  rate  has  been  and  is  the  basing  rate  from  said  points  of 
origin  to  Chicago,  and  for  all  territory  both  east  and  west  thereof,  and 
has  been  paid  by  all  consumers  of  foundry  and  other  than  furnace  coke 
continuously  during  the  past  seven  years,  and  no  complaint  has  ever 
been  made  against  it  until  these  proceedings  were  instituted  for  repara- 
tion. The  lower  rate  of  $2.35  per  net  ton  for  use  in  blast  furnaces 
for  smelting  iron  from  the  ores  was  a  tariff  reduction,  effective  not 
earlier  than  July,  1905,  and  has  been  applied  only  to  Chicago  and 
vicinity,  and  is  a  very  low  rate  for  the  service  performed,  and  in  and 
of  itself  is  not  deemed  conclusive  evidence  of  the  unjustness  or  unrea- 
sonableness of  the  $2.65  rate. 

Copper  and  iron  can  not  fairly  be  said  to  compete  with  each  other 
in  view  of  the  fact  that  iron  sells  for  less  than  $20  per  ton  and 
copper  for  anything  between  $200  and  $500  per  ton.  There  is  no 
pretense  in  this  case  that  the  complainants  were  engaged  in  smelting 
iron  from  its  ores.  The  allegation  in  some  of  the  petitions  that  the 
complainants  are  engaged  in  smelting  ores  containing  copper,  silver, 
gold,  and  iron  does  not  place  them  under  the  terms  of  the  tariffs  pro- 
viding for  the  rate  on  blast-furnace  coke,  and  no  effort  was  made  on 
the  part  of  the  complainants  to  show  that  they  ever  actually  smelted 
iron  from  its  ores. 

In  view  of  all  the  facts  and  circumstances  in  these  cases  we  are  not 
convinced  that  the  rate  of  $2.65  per  net  ton  charged  the  complainants 
was  either  unjust  or  unreasonable  for  the  services  rendered  by  the 
defendants. 

The  complaints  will  be  dismissed* 
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No.  2768. 
BREESE-TRENTON  MINING  CX)MPANY  ET  AL. 

V. 

WABASH  RAILROAD  COMPANY  ET  AL. 


SvhmiUed  November  t,  1910.    Decided  December  12, 1910. 


1.  A  carrier  may  for  competitive  reasons  establish  a  rate  lower  than  it  could  justly 

be  compelled  by  the  C!ommisaion  to  establish,  and  when  it  has  done  so  the  main- 
tenance of  such  rate  under  former  and  different  conditions  (not  altered  by 
any  illegal  act  of  its  own)  than  those  existing  when  the  rate  is  later  advanced 
has  not  the  same  weight  and  force  as  proof  in  the  nature  of  an  admission  of  the 
reasonableness  of  the  former  rate  as  ordinarily  attaches  to  the  long  continuance 
of  a  rate  voluntarily  established  and  maintained  under  other  conditions. 

2.  Defendants'  rate  on  bituminous  coal  from  East  St.  Louis,  111.,  to  Omaha  and 

South  Omaha,  Nebr.,  not  found  to  be  unreasonable.    Complaint  diflmiased. 

WiMam  E.  WJieder  for  complainants. 

E.  J.  McVann  for  Commercial  Club  of  Omaha,  intervener. 

N,  S.  Brown  and  H.  E.  WcUta  for  Wabash  Railroad  Company. 

B.  M.  Flippin,  James  0.  Jeffery,  and  M.  L.  Clardy  for  Missoiiri 
Pacific  Railway  Company. 

0.  M.  Spencer  and  Oearge  H.  Crosby  for  Chicago,  Burlington  & 
Quincy  Railroad  Company. 

Report  of  the  Commission. 

CLEifENTS,  Commissioner: 

This  complaint  questions  the  reasonableness  of  defendants'  carload 
rate  of  S2  per  ton  from  East  St.  Louis,  111.,  to  Omaha  and  South 
Omaha,  Nebr.,  on  soft  coal  originating  in  Dlkiois,  and  seeks  the 
restoration  of  the  former  rate  of  SI  .80,  which  it  is  alleged  was,  prior 
to  April  25,  1909,  in  effect  for  a  niunber  of  years  via  one  or  more  of 
defendants'  lines. 

While  the  former  rate  was  carried  in  defendants'  tariffs  in  different 
ways — sometimes  as  a  local — ^it  was  in  effect  a  proportional  rate, 
established  to  apply  on  coal  originating  beyond  East  St.  Louis,  no  coal 
being  produced  at  that  point.  At  the  present  time  the  SI. 80  rate  is 
effective  only  on  coal  originating  east  of  the  Ohio-Lidiana  state 
line. 

The  Commercial  Club  of  Omaha  intervened  in  behalf  of  the 

*%inants. 
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There  are  a  number  of  minee  in  'southern  Illinois  from  which  coal 
moves  into  East  St.  Louis  upon  either  local  or  proportional  rates, 
which  are  fixed  with  reference  to  a  division  of  such  mines  into  two 
groups,  referred  to  in  the  record  as  the  inner  and  outer  groups.  It 
is  not  clear  what  causes  brought  about  this  grouping,  whether  quaUty 
of  the  coal  or  distance,  but  it  appears  that  the  mines  in  the  inner 
group  are  for  the  most  part  located  within  a  radius  of  50  miles  from 
East  St.  Louis,  and  those  in  the  outer  group  are  farther  distant 
therefoim. 

The  mines  of  complainants  are  in  the  inner  group.  Those  of  the 
Breese-Trenton  Mining  Company  are  located  in  St.  Clair  and  Clin- 
ton coimties,  HI.,  on  the  Baltimore  &  Ohio  Southwestern,  their  mine 
most  affected  by  the  rate  complained  of  being  at  Trenton,  a  distance 
of  about  25  miles  from  East  St.  Louis.  The  other  complainant,  the 
Lumaghi  Coal  Company,  has  two  mines  near  CoUinsville,  HI.,  on  the 
Vandalia,  about  10  or  12  miles  from  East  St.  Louis. 

The  mines  in  the  inner  group  are  reached  by  a  number  of  roads, 
including  the  Baltimore  &  Ohio  Southwestern;  Vandalia;  Southern; 
Illinois  Central;  Mobile  &  Ohio;  LouisviUe  &  Nashville;  St.  Louis, 
Troy  &  Eastern;  St.  Louis  &  OTallon;  and  Belleville  Electric,  and 
owing  to  the  keen  competition  of  the  electric  roads  there  have  been 
frequent  and  marked  fluctuations  in  the  rates  to  East  St.  Louis.  At 
times  they  have  been  as  low  as  S2,  and  even  SI,  per  car.  However, 
from  June,  1906,  imtil  January,  1909,  the  rate  was  40  and  then  42 
cents  per  ton,  which  made  through  charges  from  the  mines  to  Omaha 
of  S2.20  and  S2.22,  respectively.  There  was  during  this  period, 
and  is  at  present,  a  differential  between  the  two  groups  ranging 
from  7^  to  17^  cents  per  ton  via  the  various  lines.  In  January  and 
February,  1909,  the  rates  from  both  groups  were  reduced,  a  25-cent 
rate  being  established  from  the  inner  group  by  most  of  the  lines, 
which  rate  is  effective  at  the  present  time,  making  a  through  charge 
of  S2.25  per  ton  to  Omaha. 

The  total  through  charges  from  the  mines  to  destination  are  not  in 
their  entirety  directly  challenged,  the  lines  canying  the  coal  into 
East  St.  Louis  not  being  made  parties  to  this  proceeding,  but  com- 
plainants contend  that  inasmuch  as  the  rate  of  SI. 80  from  East  St. 
Louis  had  been  maintained  for  a  large  part  of  the  time  during  a 
period  of  some  years,  this  rate  should  be  held  reasonable  and  the 
advance  condemned.  They  allege  that  the  advance  was  brought 
about  because  of  the  reduction  in  the  local  rates  from  the  mines  to 
East  St.  Louis,  which  resulted  in  lower  combined  charges  to  Omaha 
than  had  formerly  existed;  that  this  reduction  in  the  local  rates  to 
East  St.  Louis  was  caused  by  competition  between  the  roads  carrying 
coal  from  the  mines  to  that  point,  and  that  complainant  shippers  and 
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consumers  at  Omaha  are  denied  the  benefits  of  this  competition  by 
the  action  of  the  defendant  carriers. 

It  is  shown  by  the  defendants  that  there  is  a  natural  relationship 
between  through  rates  from  points  on  their  lines  in  the  state  of  Illinois 
to  Omaha  and  the  through  charges  from  the  mines  in  the  inner  and 
outer  groups,  and  that  the  continuance  of  the  SI. 80  rate  from  East 
St.  Louis  to  Omaha  in  conjunction  with  the  reduced  local  rates  to 
East  St.  Louis  would  of  necessity  compel  reductions  to  Omaha  over 
direct  lines  from  points  in  lUinois  as  far  north  as  Chicago,  and  would, 
in  fact,  result  in  the  necessity  for  a  general  readjustment  of  coal 
rates  to  Missouri  River  points.  Defendants  lay  particular  stress  on 
their  contention  that  the  charges  from  the  mines  to  Omaha  are  rea- 
sonable and  but  a  few  cents  higher  than  the  through  charges  during 
the  periods  when  the  SI. 80  rate  was  in  effect. 

It  is  manifest  that  the  rate  from  East  St.  Louis  to  Omaha  on 
Illinois  coal  has  at  all  tiines  had  reference  to  competitive  conditions, 
including  those  affecting  rates  to  East  St.  Louis,  and  since  it  has 
often  been  held,  and  properly,  as  we  think,  that  a  carrier  may  estab- 
lish rates  of  this  kind  for  competitive  reasons  lower  than  it  could 
justly  be  compelled  to  establish,  it  does  not  seem  to  us  that  the  long 
existence  of  a  rate  established  and  maintained  under  former  and 
different  conditions  (not  altered  by  any  illegal  act  of  its  own)  than 
those  now  existing  should  have  the  same  weight  and  force  as  proof 
in  the  nature  of  an  admission  of  reasonableness  of  the  former  rate  as 
would  ordinarily  attach  to  the  long  continuance  of  a  rate  voluntarily 
established  and  maintained  under  other  conditions. 

We  are  therefore  brought  to  a  consideration  of  the  reasonableness 
of  the  rate  of  %2  from  East  St.  Louis  to  Omaha,  which  is  carried  as  a 
local.  Via  the  Wabash,  with  its  short-line  mileage  of  413  miles,  the 
revenue  per  ton-imle  is  4.84  mills,  but  out  of  this  must  be  paid  a 
bridge  charge  of  20  cents  per  ton  across  the  Mississippi  and  S4  per 
car  across  the  Missouri  River.  The  mileage  via  the  Ikfissouri  Pacific 
is  487,  which  yields  a  revenue  per  ton-mile  of  4.10  mills,  out  of  which 
a  bridge  charge  of  20  cents  per  ton  must  be  deducted.  The  Chicago, 
Burlington  &  Quincy  has  two  routes,  its  west-side  line  having  a 
mileage  of  466.5  and  its  east-side  line  of  507.2,  yielding  revenue  of 
4.28  and  3.94  miUs,  respectively.  Via  the  west-side  line,  however, 
there  is  a  bridge  charge  of  20  cents  per  ton.  All  of  the  defendants 
absorb  switching  charges  at  Omaha  and  South  Omaha  when  coal  k 
consigned  to  parties  located  on  other  roads,  which  furthw  reduces 
their  revenue. 

A  consideration  of  all  the  facts,  circumstances,  and  conditions 
appearing  fails  to  convince  us  that  the  rate  complained  of  is  unreason- 
able.   The  complaint  will  therefore  be  dismissed. 
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712.  Fabrab  Lumber  Company  v.  Southern  Railway  Company 

ET  AL. — Rates  on  lumber  from  Dalton,  Ga.,  to  Wytheville  and  otlier 

points  in  Virginia.     Chamblias  dh  Chawbliaa  for  complainant.     Fair- 

fax  Harrison^  (7.  B,  NoriJirop,  and  Ed  Baxter  for  defendants.    June  10, 

1910.     Dismissed.     Parties  agreed  as  to  claim  for  reparation. 

769.  National  Wholesale  Liquor  Dealers'  Association  op 
America  v.  Atchison,  Topeka  &  Santa  Fe  Railway  Company  et 
AL. — Rates  on  whisky  from  New  York,  Boston,  Pittsburg,  Buffalo, 
and  other  points  to  Pacific  coast  terminals.  E,  P.  Wilson  and  Tf.  M. 
Hough  for  complainant.  Ed  Baxter y  W.  X.  Henderson,  R,  A,  Jack- 
son,  Elmer  H.  Wood,  C.  M.  Dawes,  L.  F.  Parker,  J.  0,  Egan,  M.  L. 
Clardy,  Edw.  Barton,  M,  D,  Graver,  W.  L.  Martin,  T,  M.  Schumacher, 
C.  W.  Bunn,  Fred  A.  Wann,  T.  J.  Freeman,  W.  W.  Cotton,  James 
Hagerman,  J.  M,  Bryson,  Oeo.  R.  Peck,  S.  McBimey,  Wm.  F.  Herrin, 
Henry  T.  Rogers,  Robert  Dunlap,  Ijiwrence  Maxwell,  jr.,  Edw.  Colston, 
S.  0.  Bayless,  and  P.  F.  Dunne  for  defendants.  June  15,  1910.  Dis- 
missed for  want  pf  prosecution. 

1253.  Jackson  Lumber  Company  v.  Central  op  Georgia  Rail- 
way Company  et  al. — Rates  on  yellow-pine  lumber  from  South- 
western Freight  Association  territory  and  the  Mississippi  Valley 
Southeastern  territory  via  Pinners  Point,  Va.,  to  all  points  in  New 
York,  Pennsylvania,  New  Jersey,  and  the  New  England  States. 
Edunn  AUan  Swingle,  W.  W.  Floumcy,  and  B.  T.  Strauss  for  com- 
plainant. John  0.  Wilson,  Geo.  Stuart  Patterson,  Geo.  V.  Massey, 
Ed  Baxter,  T.  H.  WiOcoz,  C.  B.  Northrop,  R.  Walton  Moore,  C.  T. 
Airey,  and  Henry  Wolf  Bikle  for  defendants.  June  10,  1910.  Dis- 
missed for  want  of  prosecution. 

1264.  Hysham  &  McPherson  v.  Chicago,  Burlington  &  Quincy 
Railway  Company. — Terminal  charge  on  cattle  at  Chicago  from 
Wyoming  and  Montana.  Hysham  and  McPherson  for  complainant 
in  person.     Hale  Holden  for  defendant.    June  10,  1910.     Dismissed. 

1505.  Sun  River  Stock  &  Land  Company  v.  Great  Northern 
Railway  Company  et  al. — Terminal  charge  on  cattle  at  Chicago, 
111.  Henry  N.  Blake  for  complainant.  Hale  Holden,  Wm.  R.  Begg, 
and  Winston,  Payiu,  Strawn  dk  Shaw  for  defendants.  June  10,  1910. 
Dismissed. 

1651.  Ira  E.  Crampton  &  Son  v.  Cincinnati  Northern  Rail- 
road Company. — Refusal  to  establish  switch  connection  at  Celina, 
Ohio.     J.  D.  Johnson  for  complainant.     L.  J.  Hackney,  B.  B.  Nelson, 
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and  Framk  L,  Littleton  for  defendants.    October  4,  1910.    Dismisaed 
on  motion  of  complainant;  complaint  satisfied. 

2094.  The  Ault  &  Jaokson  Company  v.  St.  Louis  Southwestern 
Railway  Cob^pany. — ^Rates  on  lumber  from  St.  Francis,  Ark.  8.  H. 
West  for  defendant.  October  12,  1910.  Dismissed,  following 
No.  1438. 

2095.  E.  L.  Edwabds  v.  Louisiana  &  Arkansas  Railway  Com- 
pany ET  AL. — Rates  on  yellow-pine  lumber.  F.  S,  Bright  for  com- 
plainant. June  43,  1910.  Dismissed  on  motion  of  complainuit; 
claims  are  included  in  individual  petitions  filed  against  the  several 
carriers. 

2184.  E.  L.  Edwards  t;.  St.  Louis  Southwestern  Railway  Com- 
pany.— ^Unreasonable  advance  in  lumber  rates.  F.  8.  Bright  for 
complainant.    October  12,  1910.    Dismissed,  foUowing  No.  1438. 

2216.  Delray  Salt  Company  v.  Wabash  Railroad  Company 
ET  AL. — ^Rates  on  salt  from  Detroit,  Mich.,  to  East  St.  Louis,  lU., 
and  all  other  rates  on  commodities  contained  in  I.  C.  C.  No.  95. 
Moore  <k  Moore  for  complainant.  0.  E.  Bvtterfldi,  Clyde  Brawny 
Chaa.  A.  8chme(UtaUf  N.  8.  Brown,  and  W.  H.  Wylie  for  defendants. 
November  7,  1910.    Dismissed  on  motion  of  complainant. 

2257.  O'Brien  Commercial  Company  t;.  Atchison,  Topbka  & 
Santa  Fe  Railway  Company  et  al. — ^Rates  on  bedroom  furniture 
from  Thomasville,  N.  C,  to  San  Francisco,  Cal.  J.  0.  Bn^en  for 
complainant.  Ed  Boater,  C.  B.  Northrop,  R.  WdUon  Moore,  Robert 
DurUap,  James  Ha^german,  Jos.  M.  Bryson,  8.  A.  Lynde,  F.  C.  DiUard, 
a  F.  Durbrow,  P.  F.  Dunne,  T.  J.  Norton,  E.  W.  Camp,  and  N.  P. 
Bundy  for  defendants.  November  8,  1910.  Dismissed;  following 
No.  1934. 

2593.  Wisconsin  Pulp  &  Paper  Manufacturers  v.  Pkrs  Mar- 
quette Railroad  Company  et  al. — ^Rates  on  iron  cores  from  Grand 
Rapids,  Mich.,  to  Grand  Rapids,  Wis.  W.  D.  HurUmrt  for  com- 
plainant. McPherson,  Bills  cfe  8treeter,  H.  E.  Pierpont,  and  Wm.  EQis 
for  defendants.  June  1,  1910.  Transferred  to  Special  Docket  for 
adjustment. 

2660.  F.  M.  FiNLEY  &  Son  v.  Washington,  Alexandria  &  Mount 
Vernon  Railway  Coi^pany. — Rates  on  soda  and  mineral  waters  from 
Washington,  D.  C,  to  Alexandria,  Va.  (and  retium  of  empty  bottles). 
Moore,  Barbour  <k  Keith,  R.  Walton  Moore  and  James  R.  Colon  for 
defendant.     October  12,  1910.     Dismissed  for  want  of  prosecution. 

2679.  Murray's  Line  v.  Delaware  &  Hudson  Company. — 
Cancellation  of  through  rates.  Wm.  J.  <k  Wm.  C.  Roche  for  com- 
plainant. Lewis  E.  Carr  and  John  E.  MacLean  for  defendant.  July 
19, 1910.     Dismissed  without  prejudice  on  appUcation  of  complainant. 

2714.  T.  W.  Keeyeny  Lumber  Company  v.  Mobile,  Jackson  & 
ELiNSAS  Ctty  Railroad  Company  et  al. — Rates  on  poplar  lumber 
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from  Laurel,  Miss.,  to  Cincinnati,  Ohio.  Ccldren  <k  Fenning  for 
complainant.  E.  B.  Peirce  and  M.  B.  WaiU  for  defendants.  De- 
cember 5,  1910.    Dismissed.    Straight  overcharge  to  be  refunded. 

2747.  Blodgett  Millino  Company  t;.  Chicago,  Milwauebe  & 
St.  Paxtl  Railway  Company  et  al. — Rates  on  flour  from  Janes- 
Tille,  Wis.,  to  Denver,  Colo.  Frank  H.  Blodgett  for  complainant. 
N.  H.  LoomiSf  Wm.  EUia,  Bohert  DurJap,  T.  J.  Norton,  James  L. 
Coleman,  F.  C.  DiHard,  L.  T.  Wilcox,  F.  0.  Wright  and  D.  L.  Meyers 
for  defendants.  September  6,  1910.  Dismissed  on  motion  of  com- 
plainant. 

2767.  Jaokson  Iron  &  Steel  Company  et  al.  v.  Norfolk  & 
Western  Railroad  Company  et  al. — Rates  on  coke  from  Poca- 
hontas District  to  Wellston  and  Jackson,  Ohio.  Samuel  0.  Bayleea 
for  complainant.  Ed  Baxter,  B.  Walton  Moore,  Edw.  Colston,  Edw. 
Barton  and  W.  B.  Waite  for  defendants.  October  3,  1910.  Dis- 
missed on  motion  of  complainant;  complaint  satisfied.  Repara- 
tion, $1,140.05. 

2867.  Independent  Oil  Company  t;.  PrrrsBURO  &  Lake  Erie 
Railroad  Company  et  al. — Rates  on  oil  from  Coraopolis,  Pa.,  to 
San  Francisco,  CaL  J.  0.  Bracken  for  complainant.  Wm.  Ellis,  0. 
E.  BuUerUdd,  F.  C.  DiHard,  C  W.  Durbrow,  and  P.  F.  Dunne  for 
defendants.  August  17,  1910.  Dismissed  on  motion  of  com- 
plainant. 

2927.  VoGELER  Seed  &  Produob  Company  v.  Atchison,  Topeka 
A  Santa  Fe  Railway  Company  et  al. — Rates  on  alfalfa  seed  from 
Lamar,  Colo.,  to  San  Francisco,  Cal.     Smith  dk  Pue  for  complainant. 

E.  N.  Clark,  T.  L.  Philips,  Bobert  Dunlap,  T.  J.  Norton,  J.  L.  Coleman, 

F.  C.  DiOard,  P.  F.  Dunne,  C  W.  Durbrow,  Wm.  F.  Herrin,  and  P.  L. 
Williams  for  defendants.     December  6,  1910.     Dismissed  on  motion 

of  complainant;  complaint  satisfied. 

2932.  McCloud  River  Lumber  Company  et  al.  v.  Southern  Pacifio 
CoBfPANY  ET  AL. — Ratcs  OR  lumber  from  Sisson,  Cal.,  to  various  points 
in  Kansas,  Nebraska,  Missouri,  Iowa,  Texas,  and  Oklahoma.  PiMs- 
bury,  Madison  dk  Sutro  and  CJias.  L.  Brown  for  comy  lainant  and 
interveners.     E.  L.  Sargent,  J.  S.  Steams,  E.  N.  Clark,  T.  L.  Philips, 

E,  B.  Peirce,  Wm.  Ellis,  Bobert  Dunlap,  T.  J.  Norton,  J.  L.  Coleman, 
A,  W.  Houston,  Hawkins  dk  Franklin,  A.  P.  Humburg,  S.  A.  Lynde, 

F.  C.  DiUard,  P.  F.  Dunne,  C  W.  Durbrow,  Wm.  F.  Herrin,  Jos.  F. 
Kiany^  Warren  Olney,  jr.,  E.  G.  Buckland,  James  Hagerman,  Jos.  M. 
Bryson,  M.  F.  Watts,  M.  L.  Clardy,  Jas.  C.  Jeffery,  Spoontz,  Thomp- 
son dc  Barwise,  F.  E.  WhiUed,  Wm.  Hodgdon,  0.  B.  Femald,  D.  M. 
Strobe,  D.  L.  Oray,  H.  A.  Taylor,  H.  Murray  Andrews,  Claude  Pollard, 

Wilson^    Warren  dc    ChUd,  Ed  Baxter,    C.  B.  Northrop,  Lindabury, 
Depue  dk  FauOcs,   Wm.  C.  Coleman,   W.   W.  Cotton,   W.  A.  Bobbins, 
Chas.  Heebner,  S.  H.    West,  Boy  F.  Britton,  F.   W.  BeaUy,    Wm.  J. 
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TameTy  John  U.  darke,  0.  E.  Bvtterfield,  Clyde  Brown,  Win^&n, 
Payne  J  Strawn  cfe  Shaw,  C.  0.  Hunter,  and  M.  R.  Waite  for  defendants. 
June  16,  1910.    Transferred  to  Special  Docket  for  adjustment. 

3013.  Weed  Lumber  Company  v.  Denver  &  Rio  Grande  Rail- 
road Company  bt  al. — Rates  on  doors  from  Weed,  Cal.,  to  Trinidad, 
Colo.  PiMshury,  Madison  <k  Sutro  and  C.  L.  Brown  for  complainant. 
E.  N.  Clark,  J.  0.  McMurry,  F.  C.  DiOard,  P.  F.  Dunne,  C.  W. 
Durhrow,  Wm.  F.  Herrin,  and  Nathan  P.  Bundy  for  defendants. 
November  8, 1910.  Dismissed  on  motion  of  complainant;  complaint 
satisfied. 

3059.  IsBELL  Brown  Company  v.  Lake  Shore  &  Mictbioan 
Southern  Railway  Company  et  al. — Rates  on  dried  beans  from 
Dimondale,  Mich.,  to  Plaquemine,  La.  Wm.  N.  IsbeU  for  com- 
plainant. E.  L.  Sargent,  Ed  Baxter,  R.  Walton  Moore,  0.  E.  Butter- 
field,  Clyde  Brown  for  defendants.  October  11,  1910.  Dismissed  on 
motion  of  complainant.    Overcharge  of  $14.87  refunded. 

3080.  Tennessee  Central  Railroad  Company  t;.  Alabama 
Great  Southern  Railroad  Company  et  al. — Cancellation  of  joint 
through  rates.  S.  W.  Fordyce,  jr.,  Byrne  cfe  Cutcheon,  and  A,  B. 
NeweU  for  complainant.  5.  F.  Andrews,  R.  Walton  Moore,  C.  jB. 
NoHhrop,  S.  S.  Perry,  F.  C.  Bryan,  C.  D.  Norton,  and  F.  W.  OwatJir 
mey  for  defendants.  June  16,  1910.  Dismissed  on  motion  of  com- 
plainant. 

3092.  Northern  Hardware  &  Supply  Company  v.  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company  et  al. — Rates  on  steel 
wire  from  Cuyahoga  Falls,  Ohio,  to  Menominee,  Mich.  R.  L.  Vamey 
for  complainant.  Wm.  EUis  and  Bills  dk  Streeter  for  defendants. 
Jime  27,  1910.  Dismissed  on  motion  of  complainant;  complaint 
satisfied. 

3102.  C.  W.  RisDEN  V.  Boston  &  Albany  Railroad  Company 
ET  AL. — Rates  on  motorcycles  to  Los  Angeles  firom  Denver,  Colo., 
Springfield,  Mass.,  Scandia,  Kans.,  and  Mertztown,  Pa.  J.  0. 
Bracken  for  complainant.  H.  A.  Tan/lor,  T.  H.  Burgess,  Roheri 
Dunlap,  T.  J.  Norton,  James  L.  Coleman,  Charles  Heebner,  E.  G. 
Buckland,  M.  L.  Rett,  0.  E.  Butterjldd,  Clyde  Brown,  F.  C.  DiOard, 
P.  F.  Dunne,  C.  W.  Durhrow,  and  Wm.  F.  Herrin  for  defendants. 
September  12,  1910.     Dismissed  on  motion  of  complainant. 

3106.  Shannon  Copper  Company  v.  Colorado  &  Southern 
Railway  Company  bt  al. — Misrouting  of  coal  firom  Colorado  mines 
to  Clifton,  Ariz.  David  A.  EUis  for  complainant.  Robert  Dunlap, 
T.  J.  Norton,  E.  E.  Whitted,  Robert  H.  Widdicomhe,  P.  F.  Dunne,  F.  C. 
DiUard,  C  W.  Durbrow,  Wm.  F.  Herrin,  M.  J.  Egan,  HaukinM  A 
Franklin  and  CaldweU  Yeaman  for  defendants.  July  25,  1910. 
Dismissed  on  motion  of  complainant;  complaint  satisfied. 
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3107.  Shannon  Copper  Company  v.  Southern  Pacific  Company 
ET  AL. — Misrouting  and  rates  on  lumber  to  Clifton,  Ariz.,  from  Cali- 
fornia, Texas,  and  Louisiana  points.  David  A.  EUis  for  complain- 
ant. Baker,  Batts,  Parker  <k  Garwood,  F.  C.  DiUard,  E.  L.  Sargent, 
P.  F.  Dunne,  C.  F.  Durbrow,  Wm.  F.  Ilerrin,  M.  J.  Egan,  and 
Hawkins  <k  Franklin  for  defendants.  July  25,  1910.  Dismissed  on 
motion  of  complainant;  complaint  satisfied. 

3108.  Shannon  Cc»>per  Company  v.  Southern  Pacific  Company 
^T  AL. — ^Rates  on  fuel  oil  from  Bakersfield  district,  Cal.,  and  Gates, 
Tex.,  to  Clifton,  Ariz.  DoAAd  A.  EUis  for  complainant.  E.  L. 
Sargent,  Baker,  Botts,  Parker  db  Garwood,  F.  C.  DiMard,  P.  F.  Dunne, 
C.  W.  Durbrow,  Wm.  F.  Herrin,  Hawkins  <k  Franklin,  and  M.  J. 
Egan  for  defendants.  July  25,  1910.  Dismissed  on  motion  of 
complainant;  complaint  satisfied. 

3111.  Anton  Carlson  v.  Northern  Pacific  Railway  Company 
ET  AL. — Passenger  colonist  tickets  from  Rhinelander,  Wis.,  to  Coeur 
d'Alene,  Idaho,  via  St.  Paul,  Minn.  l^Naughtan  <k  Berg  for  com- 
plainant. A.  H.  Bright  and  Charles  DonneOy  for  defendants.  October 
10,  1910.    Dismissed  on  motion  of  complainant. 

3134.  Pioneer  Company  v.  Lake  Shore  &  Michigan  Southern 
Railway  Company  et  al. — Rates  on  buckwheat  from  Plainwell, 
Mich.,  to  Freeport,  111.  Frank  H.  Blodgett  for  complainant.  Wm. 
EUis,  0.  E.  BiiUerfidd,  F.  H.  SekmiU,  and  F.  G.  Wright  for  defend- 
ants.   July  11,  1910.    Transferred  to  special  docket  for  adjustment. 

3157.  Sam  T.  Youno  v.  Louisville  &  Nashville  Railroad  Com- 
pany ET  AL. — Rates  on  emigrant  outfit  from  Allensville,  Ey.,  to 
Bovina,  Tex.  S.  J.  Dodson  for  complainant.  Ed  Baxter,  if.  L.  BeU, 
Robert  Dunlap,  T.  J.  Norton,  James L.  Coleman,  A.  B.  Spencer,  C,  E. 
Gustavus,  and  /.  Brinker  for  defendants.  November  14,  1910.  Dis- 
missed for  want  of  prosecution. 

3173.  The  R.  A.  Kelly  Company  v.  PrrrsBURO,  Cincinnati, 
Chicago  &  St.  Louis  Railway  Company  et  al. — Rates  on  coil  rope 
from  Xenia,  Ohio,  to  Eros,  La.  Marcvs  Shoup  for  complainant.  Af.  L. 
BiU,  Grisham  and  Oglesby  dk  Siennis  for  defendants.  September  23, 
1910.     Transferred  to  special  docket  for  adjustment. 

3175.  UNrrED  States  op  America  v.  Oregon  Railroad  &  Navi- 
gation Company  et  al. — Rates  on  horses  from  Walla  Walla,  Wash., 
to  Fort  Duchesne,  Utah,  via  Dragon,  Utah.  Hon.  J.  M.  Dickinson, 
Secretary  of  War,  for  complainant.  W.  W.  Cotton,  F.  C.  DiUard, 
P.  L.  Wmiams,  and  M.  W.  CooUy  for  defendants.  October  6,  1910. 
Dismissed  on  motion  of  complainant;  straight  overcharge  of  $60 
refimded. 

3181.  Massillon  Iron  &  Steel  Company  v.  Chicago,  Milwaukee 
&  St.  Paul  Railway  Company  et  al. — Rates  on  iron  pipe  from 
Massillon,  Ohio,  to  Bagley,  Iowa.      Wm.  EUis,  Wm.  Hodgdon,  A.  P. 
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Burgwiuy  and   F,  0.   Wright  for  defendants.    December  6,  1910. 
Dismissed  for  want  of  prosecution. 

3206.  Philip  Kxein  v.  Texas  &  Pacipio  Railway  CoifPANT 
BT  AL. — ^Rates  on  sugar  from  Plaquemine,  La.,  to  EvansviUe,  Ind. 
PJiUip  Klein  for  complainant  in  person.  September  23,  1910. 
Transferred  to  special  docket  for  adjustment. 

3255.  S.  C.  Rees  v.  Quinot,  Omaha  &  Kansas  Cmr  Railboad 
Company  bt  al. — Rates  on  green  apples  from  Stahl,  Mo.,  to  Kokomo,  ^ 
Ind.     Herbert  Haase,  J.  0.  Trimble,  Hale  Holden,  0.  E.  BuUerfiLdi* 
and  Clyde  Brown  for  defendants.    December  5,  1910.    Dismissed 
for  want  of  prosecution. 

3269.  Beown-Camp  Habdwabe  Company  v.  St.  Paul  &  Dbs 
Moines  Railroad  Company  et  al. — Rates  on  agricultural  imple- 
ments from  Ashtabula,  Ohio,  to  Des  Moines,  Iowa.  G.  M.  Stephen. 
for  complainant.  A.  P.  Humburg,  Blewett  Lee,  0.  E.  Butterfidd, 
Clyde  Brown,  and  J.  H.  Furik  for  defendants.  July  6, 1910.  Ttmi*- 
ferred  to  special  docket  for  adjustment. 

3278.  Wabben  Dilly  Tie  &  Timbeb  Company,  Did.,  v.  Louisyiux 
&  Nashville  Railboad  Company. — ^Rates  on  cross-ties  from  Wave- 
land,  Miss.,  to  New  Orleans,  La.  Leckie,  FuUon  dh  Cox  and  Dart, 
Keman  <k  Dart  for  complainants.  TTm.  O.  Bearing  tar  defendant. 
October  26,  1910.    Transferred  to  special  docket  for  adjustment. 

3287.  C.  EoEHLEB  Company  et  al.  v.  Chioaoo,  Bublinoton  & 
QuiNOY  Railboad  Company. — ^Rates  on  soft  coal  from  Colorado 
points  to  points  in  Nebraska.  John  M.  Ragan  for  complainant. 
Hale  Holden,  J.  E.  Kdby,  and  O.  E.  Spens  for  defendants.  Decem- 
ber 5,  1910.    Dismissed  for  want  of  prosecution. 

3292.  Delbay  Salt  Company  v.  Miohioan  Cbntbal  Railboad 
Company  et  al. — Rates  on  salt  from  Detroit,  Mich.,  to  Cincinnati, 
Ohio.  Jos.  P.  Tracy  for  complainant.  0.  E.  BuUerfidi,  Clyde 
Brown,  and  M.  R.  Waite  for  defendants.  November  14,  1910. 
Dismissed  for  want  of  prosecution. 

3331.  City  op  Santa  Monica,  Cal.,  v.  Southebn  Paoipio  Ocac- 
PANY  BT  AL. — Cancellation  of  through  routes.  Harris  W.  Toft  and 
Tanner,  Taft  <Sk  OdeU  for  complainant.  Robert  Dunlap,  T.  J.  Norton, 
James  L.  Coleman,  0.  E.  Newlin,  F.  C.  DiOard,  P.  F  Dunne,  C.  W. 
Durbrow,  Wm.  F.  Herrin,  Frank  Earr,  and  J.  M.  MeKinley  for 
defendants.  November  8,  1910.  Dismissed  on  motion  of  com- 
plainant; complaint  satisfied. 

3338.  C.  C.  FoLLMEB  &  Company  v.  Lehioh  Valley  Railboad 
Company. — ^Unreasonable  cooperage,  insurance,  and  storage  charges 
on  lumber  from  Pacific  coast  to  Astoria,  N.  Y.  0.  0.  FoUmer  for 
complainant.  July  26,  1910.  Dismissed  on  motion  of  complainant; 
complaint  satisfied. 
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3339.  Ababol  Makxtfaotubing  Compant  v.  South  Bbookltk 
Railway  Compant. — ^Misrouting  of  shipment  of  starch  from  Brook- 
lyn, N.  Y.,  to  Chicago,  HI.  0.  W.  Darling  for  complainant.  July  18, 
1910.    Dismissed  on  motion  of  complainant;  complaint  satisfied. 

3367.  Richardson  Shoe  Company  t;.  New  Yobk,  New  Haven  & 
Habtfobd  Rahjioad  Company. — ^Misrouting  of  shipment  of  scrap 
leather  from  Brockton,  Mass.,  to  Menominee,  Mich.  jB.  L.  Vametf 
for  complainant.  September  27,  1910.  Dismissed  on  motion  of 
complainant;  complaint  satisfied ;  reparation,  $6.12. 

3369.  William  K.  Noble  v.  Mabyland,  Delawabe  &  Vibqinia 
Railway  Company  bt  al. — Demurrage  on  carload  of  staves  from 
Hickman,  Del.,  to  Cortland,  N.  Y.  R.  B.  CoapsHck  for  complainant. 
Geo.  Stuart  Patterson  for  defendants.  August  4,  1910.  Dismissed 
on  motion  of  complainant;  complaint  satisfied. 

3392.  VoLLMAB  &  Below  Company  v.  Nobthebn  Pacipio  Rail- 
way Company  et  al. — Rates  on  traction  engine  and  parts  from 
Stillwater,  Minn.,  to  Medford,  Wis.  F.  VoUmar  for  complainant* 
C.  W.  Bunn  and  CJuxrlea  DonneUy  for  N.  P.  Ry.  Co.  September  12, 
1910.    Dismissed  on  motion  of  complainant. 

3423.  John  H.  Eaiseb  Lubtbeb  Company  v.  Chicago,  St.  Paul, 
Minneapolis  &  Omaha  Railway  Company  et  al. — Rates  on  lumber 
from  Eau  Claire,  Wis.,  to  Rochester,  Minn.  0.  M.  Roger  for  com- 
plainant. September  13,  1910.  Dismissed  on  motion  of  com- 
plainant. 

3428.  Westebn  Stonewabe  Company  v.  Illinois  Centbal  Rail- 
BOAD  Company  et  al. — Rates  on  stoneware  from  Monmouth,  HI.,  to 
Memphis,  Tenn.  H.  H.  Bonner  for  complainant.  S.  F.  Andrews^ 
Geo.  TF.  Seevers,  Hale  Holden,  Martin  L.  Clardy,  James  C.  Jeffery, 
M.  P.  Calloway  and  C.  C.  P.  Rausch  for  defendants.  November  14, 
1910.  Dismissed  on  motion  of  complainant.  Straight  overcharge 
to  be  refunded. 

3457.  Bbimstonb  Railboad  &  Canal  Company  v.  Kansas  Ctfy 
Southebn  Railway  Company  et  al. — Rates  on  sulphur  and  brim- 
stone from  Sulphur  Mine,  La.,  to  Chicago,  111.  CJias.  H.  Blatchford 
for  complainant.  F.  C.  DiUard,  J.  P.  Blair,  R.  Walton  Moore,  S.  W. 
Moore,  F,  H.  Moore,  and  Winston,  Payne,  Strawn  <k  Shaw  for  de- 
fendants. November  7,1910.  Dismissed  on  motion  of  complainant; 
complaint  satisfied. 

3473.  Hydbaclic-Pbess  Bbick  Company  v.  Toledo,  St.  Louis 
&  Westebn  Railboad  Company. — Rates  on  brick  from  St.  Louis, 
Mo.,  to  Chicago,  HI.  Stewart,  Eliot,  Chaplin  <Sk  Blayney  and  Wm. 
S.  Bedal  for  complainant.  September  13,  1910.  Dismissed  on 
motion  of  complainant. 

3490.  The  Cobby  Company,  Inc.,  t;.  Baltimobb  &  Omo  Raid- 
boad  Company. — Rates  on  dried  beans  from  Langdon,  D.  C,  U> 
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Baltimore;  Md.  Chaa.  D.  Drayton  for  complainant.  October  10, 
1910.  •  Dismissed  on  motion  of  complainant;  complaint  satisfied. 

3492.  R.  J.  Reynolds  Tobaooo  CJompant  v.  Southebn  Express 
Company  et  al. — Rates  on  smoking  tobacco  from  Winston-Salem, 
N.  C,  to  Ramona,  Okla.  J.  L.  Oraham  for  complainant.  Chas.  W, 
Stockton  for  defendant.  November  2,  1910.  Dismissed  on  motion 
of  complainant.     Straight  overcharge  of  42  cents  refunded. 

3499.  Gamble-Robinson  Fbuit  Company  et  al.  v.  Nobthebk 
Pacific  Railway  Company  et  al. — Rates  on  fruit  from  California 
points  to  Miles  City,  Mont.,  and  Bismarck,  N.  Dak.  WUson,  Mercer ^ 
Holsinger,  Swan  dc  Ware  and  Fred  H,  Stinchfidd  for  complainant. 
J.  D.  Armstrong,  F.  C.  DiOard,  C.  W.  Durhrow,  W.  B.  KeUy,  A.  S. 
Hoisted,  Robert  Dunlap,  T.  J.  Norton,  James  L.  Coleman,  Emer9on 
Hadley,  W.  W.  Arthur,  L.  T.  Wilcox,  and  F.  O.  Wright  for  defendants. 
December  12, 1910.  Dismissed  on  motion  of  complainant;  complaint 
satisfied. 

3525.  Acme  Cement  Plasteb  Company  v.  Chicago,  Rock  Island 
&  Pacifio  Railway  Company  et  al. — Cancellation  of  through  routes 
and  joint  rates  from  Acme,  Tex.,  to  various  points.  John  B.  Daisk 
for  complainant.  September  24,  1910.  Dismissed  on  motion  of 
complainant. 

3556.  CoLOBADo  Coal  Tbaffic  Association  v.  Colobado  Midland 
Railway  Company  et  al. — Rates  on  coal  from  South  Canon,  Colo., 
to  points  in  Kansas,  Missouri,  Nebraska,  Oklahoma,  Texas,  and  New 
Mexico.  C.  W.  Durbin  for  complainant.  E.  L,  Kingslmry,  B.  If. 
Haile,  Robert  Durdap,  T.  J.  Norton,  and  James  L.  Ooleman  for 
defendants.    October  25,1910.     Dismissed  on  motion  of  complainant. 

3585.  Sioel-Campion  Ltvb  Stock  Commission  Company  v.  Obb- 
GON  Railboad  &  Navigation  Company  et  al. — Rates  on  sheep 
from  Shaniko,  Oreg.,  to  Kansas  City,  Mo.  O.  W.  While  for  com- 
plainant. Robert  Durdap,  T.  J.  Norton,  James  L.  Ooleman,  W,  W. 
Cotton,  F.  C  DiHard,  and  P.  L.  Williams  for  defendants.  December 
13,  1910.    Dismissed  on  motion  of  complainant. 

3586.  BoABD  OP  Tbade  of  the  City  of  Chicago  v.  Atchison, 
ToPEKA  &  Santa  Fe  Railway  Company  et  al. — ^Transit  privilege  on 
grain  at  Chicago,  111.  W.  N.  Hopkins  and  J.  C.  Murray  for  com- 
plainant. Bells,  Streeter  dk  Parker,  J.  S.  Stevens,  A.  H.  Bright,  C  L, 
Sivley,  A.  P.  Humburg,  Blewett  Lee,  Hale  Holden,  and  F.  E.  Learned 
for  defendants.  November  14,  1910.  Dismissed  on  motion  of 
complainant;  complaint  satisfied. 

3654.  S.  F.  Bowseb  &  Company  v.  Pennsylvania  Company  rr 
AL. — Rates  on  L.  C.  L.  shipments  of  oil  tanks,  pumps,  and  pipe« 
between  Fort  Wayne,  Ind.,  and  various  fKjints.  H.  J.  Orosvenor  and 
J.  0.  Ooff  for  complainants.  A,  P.  Humburg,  Blewett  Lee,  C  C. 
Wight,  E.  M.  Hyzer,  and  Jackson  E.  Reynolds  for  defendants.  Decem- 
ber 5,  1910.  Dismissed  on  motion  of  complainant;  straight  over- 
charge to  be  refunded. 
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2163  (U.  R.  No.  213).  Stock  Yards  Cotton  &  Linseed  Meal 
Company  v.  Chicago,  Milwaukee  &  St.  Paul  Railway  Company 
ET  AL. — ^Through  rate  in  excess  of  combination  of  locals  on  oil  meal 
from  Red  Wing,  Minn.,  to  Wheaton,  Kans.  J.  L.  Whittington  for 
complainant.  N.  H.  Locmis,  F.  C.  DUlardj  and  William  Ellis  for 
defendants.     October  4,  1910.     Reparation  awarded  for  $10.50. 

3306  (U.  R.  No.  214).  Spabtanbubg  Railway,  Gas  &  Electbio 
Company  v.  Pennsylvania  Railroad  Company  et  al. — Unreason- 
able rates  on  steel  rails,  bolts,  and  angle  splices  from  Bessemer,  Pa., 
to  Spartanburg,  S.  C.  F.  H.  Knox  for  complainant.  Claudian  B. 
Narthropf  L.  Oreen,  Oeorge  Stwari  Patteraony  and  Oeo.  D,  Dixon  for 
defendants.     October  4,  1910.     Reparation  awarded  for  $180.14. 

3300  (U.  R.  No.  215).  Steinhakdt  &  Company  v.  Texas  &  Pacific 
Railway  Company  et  al. — Unreasonable  rate  on  cotton-seed  oil 
from  Mineral  Wells,  Tex.,  to  New  Orleans,  La.  HaJly  Monroe 
Lemann  for  complainant.  W.  F.  Bmggins  for  defendants.  October 
4,  1910.     Reparation  awarded  for  $143.29. 

2784  (U.  R.  No.  216).  C.  Shenkbero  Company  v.  Obeoon  Short 
Line  Railroad  Company  et  al. — Unreasonable  rates  on  sugar  from 
Blackfoot,  Idaho,  and  Garland,  Utah,  to  Sioux  City,  Iowa.  F. 
Shenkberg  for  complainant.  F.  C.  DUlardy  N.  H.  LoomiSf  P.  L. 
WiUiams,  and  WiUiam  Ellis  for  defendants.  October  4,  1910. 
Reparation  awarded  for  $1,813.50. 

3301  (U.  R.  No.  217).  Carlisle  Commission  Cobipany  et  al.  v. 
Atchison,  Topska  &  Santa  Fb  Railway  Company. — ^Unreasonable 
rates  on  hay  from  Vera,  Okla.,  and  Yates  Center,  Kans.,  to  TVlngate, 
N.  Mex.  Charles  D.  Carlisle  and  C.  C  Wachhnan  for  complainants. 
Robert  Dunlap  and  T.  J.  Norton  for  defendant.  October  10,  1910. 
Reparation  awarded  for  $991.17. 

3274  (U.  R.  No.  218).  W.  H.  Holmes  &  Company  v.  Oregon 
Short  Line  Railroad  Company  et  al. — Unreasonable  rate  on 
baled  hay  from  Ogden,  Utah,  to  Gk>ldfield,  Nev.  /.  B.  flumphries 
for  complainant.     F.  C  DiOard,  P.  L.  WiUiams,  W.  R.  KeUy,  Fred. 
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A.  Warm,  C.  0.  WhitUmorey  and  J.  H.  Brown  for  defeadants.  Ociob« 
10,  1910.    Reparation  awarded  for  $163.80. 

2778  (U.  R.  No.  219).  Amerioan  Plow  Company  v.  Pebs  Mab- 
QUETTB  Railboad  Compant  et  al. — ^Unreasonable  rate  on  agri- 
cultural implement  wheels  from  Laporte,  Ind.,  to  Madison,  Wis. 
0.  M.  Stephen  for  complainant.  WULiam  EUia  and  F.  O.  Wright  for 
defendants.     October  10,  1910.     Reparation  awarded  for  $22.38. 

3291  (U.  R.  No.  220).  La  Cbosse  Implement  Company  t7.  Chi- 
cago, Milwaukee  &  St.  Paul  Railway  Company. — ^Unreasonable 
rate  on  agricultural  implements  from  La  Crosse,  Wis.,  to  Minneapolis, 
Minn.  D.  B,  Davis  for  complainant.  William  Ellis  for  defendant. 
October  10,  1910.     Reparation  awarded  for  $40.26. 

2279  (U.  R.  No.  221).  Stockbbidge  Eleyatob  Company  t;.  Ann 
Abbob  Railboad  Company  et  al. — ^Unreasonable  rate  on  com  from 
Custar;  Ohio,  to  Shepherd,  Mich.  W.  E.  Sheldon  for  complainant. 
Thomas  F.  Butler  for  defendants.  October  10,  1910.  Reparation 
awarded  for  $5.08. 

3230  (U.  R.  No.  222).  Steblino  Lumbeb  Company  v.  Louisyillb 
&  Nashville  Railboad  Company  et  al. — ^Misrouting  lumber  shipped 
from  Lakewood,  Fla.,  and  destined  to  Athens,  Ga.  Moore  dk  Pomeroy 
and  W.  W.  Hood  for  complainant.  N.  W.  Procter  and  A.  6.  Jackson 
for  defendants.     October  10,  1910.     Reparation  awarded  for  $21.61. 

3360  (U.  R.  No.  223).  Ph.  Zano  Bbewinq  Company  v.  Chicago, 
Bublinoton  &  QuiNCY  Railboad  Company. — ^Unreasonable  rate  on 
wooden  bungs  from  St.  Louis,  Mo.,  to  Denver,  Colo.  6.  M.  Stephen 
for  complainant.  Hale  Holden  and  George  H.  Crosby  for  defendant. 
October  10,  1910.     Reparation  awarded  for  $21.87. 

3038  (U.  R.  No.  224).  Wisconsin  Pulp  &  Papeb  Manufagtubebs 
V.  Chicago,  Milwaukee  &  St.  Paul  Railway  Company. — ^Unrea- 
sonable rates  on  pulp  wood  from  Carlton,  Cloquet,  and  Duluth,  Minn., 
to  Appleton,  Wis.  W.  D.  Hurlbut  for  complainant.  F.  O.  Wright 
and  William  EUis  for  defendant.  October  10,  1910.  Reparation 
awarded  for  $572.52. 

2954  (U.  R.  No.  225).  Wisconsin  Pulp  &  Papeb  Manufactubebs 
V.  DuLUTH  &  LftON  Range  Railboad  Company  et  al. — ^Unreason- 
able minimum  weight  on  pulp  wood  from  points  on  the  Duluth  & 
Iron  Range  Railroad  to  Grand  Rapids,  Wis.  W.  D.  HurOnU  for 
complainant.  F.  0.  Wright  and  William  EUis  for  defendants. 
October  10,  1910.  Reparation  awarded  for  $104.1 1.  No.  2954  (First 
Amendment).  Same  v.  Chicago,  Milwaukee  &  St.  Paul  Railway 
Company  et  al. — Dismissed. 

3162  (U.  R.  No.  226).  Isbell-Bbown  Company  v.  Oband  Tbukk 

ESTERN  Railway  Company  et  al. — ^Misrouting  dried  beans  shipped 
Potterville  to  Lansing,  Mich.,  and  reconsigned  to  Louisville,  Kj. 
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W.  N.  hied  for  complainant.  Charles  Clarke  and  TT.  A.  NarthcuU 
for  defendants.    October  10,  1910.     Reparation  awarded  for  $38.68. 

3163  (U.  R.  No.  227).  Dennis  J.  O'Brien  &  Company  v.  Noeth- 
EBN  Paciyio  Railway  Company  et  al. — ^Misquotation  of  a  rate  on 
bones  from  Tacoma,  Wash.,  to  Rockfall,  Conn.  Dennis  J.  O'Brien 
for  complainant.  Charles  Donnelly,  S.  A.  Lynde,  Charles  Heehner, 
Edward  Bartow,  William  C.  Coleman,  and  Henry  G.  Starr  for  defend- 
ants.   October  10,  1910.    Complaint  dismissed. 

3087  (U.  R.  No.  228).  Michael  Brothebs  v.  Illinois  Central 
Railroad  Cobipany  et  al. — Unreasonable  rate  on  harness  leather 
from  Sheboygan  Falls,  Wis.,  to  Paducah,  Ky.  0.  M.  Stephen  for 
complainant.  A.  P.  Humburg  for  defendants.  October  10,  1910. 
Reparation  awarded  for  $12.93. 

1138  (U.  R.  No.  229).  George  D.  Burgess  et  al.  v.  Transcon- 
tinental Freight  Bureau  et  al. — Unreasonable  rates  on  lumber 
from  various  points  in  Tennessee,  Louisiana,  Arkansas,  Missouri, 
Oklahoma,  Wisconsin,  and  Michigan  to  various  points  in  California, 
Oregon,  Washington,  and  British  Columbia.  W.  A.  Percy  and 
Morgan  H.  Beach  for  complainant.  Wallace  T.  Hughes,  J.  J.  Cole- 
man, Robert  Dunlap,  T.  J.  Norton,  Gardiner  LatJirop,  N.  H.  Loomis, 
P.  F.  Dunne,  F.  C.  DUlard,  H.  J.  Campbell,  Chas.  E.  Perkins,  Chas. 
N.  Burch,  C  N,  Sivley,  and  Sidney  F.  Andrews  for  defendants. 
October  10,  1910.     Reparation  awarded  for  (total)  $6,007.49. 

3129  (U.  R.  No.  230).  Western  Gas  Construction  Company  v. 
Wabash  Railroad  Company  et  al. — Unreasonable  rate  on  fire 
brick  or  fire-brick  tile  from  St.  Louis,  Mo.,  to  Los  Angeles,  Cal. 
J.  P.  Lennart  for  complainant.  N.  S.  Brown,  Robert  Dunlap,  and 
T.  J.  Norton  for  defendants.  October  10, 1910.  Reparation  awarded 
for  $620.56. 

3168  (U.  R.  No.  231).  Isbell-Brown  Company  v.  Lake  Shore  & 
MicmoAN  Southern  Railway  Company  et  al. — ^Alleged  imrea- 
sonable  rate  on  dried  beans  from  Springport,  Mich.,  to  Waterloo, 
Iowa.  W.  N.  IsbeU  for  complainant.  Blackburn  Esterline  and  F.  S. 
Hollands  for  defendants.     October  10,  1910.     Complaint  dismissed. 

3293  (U.  R.  No.  232).  C.  C.  Clemons  Produce  Company  v.  Great 
Western  Railway  Company  et  al. — Unreasonable  rate  on  potatoes 
from  Tubers,  Colo.,  to  Waco,  Tex.  Geo,  T.  Bell  for  complainant. 
CharUs  W.  Waterman,  W.  A.  Jackson,  E.  E.  Whitted,  J.  M.  Gates, 
Robert  Dunlap,  T.  J.  Norton,  James  L.  Coleman,  and  Thomas  J. 
Freeman  for  defendants.  October  10,  1910.  Reparation  awarded 
for  $38.16. 

3202  (U.  R.  No.  233).  W.  A.  Jordan  Company  r.  Chicago,  Bur- 
lington &  QuiNCY  Railroad  Company  et  al. — ^Unreasonable  rate 
on  cheese  from  Plymouth,  Wis.,  to  Qalesbiu^,  111.  G.  M.  Stephen 
for  complainant.     Hale  Holden,  George  H.  Crosby,  D.  L*   Meyers^ 
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WiOicm  Mis,  F.  6.  Wright,  and  S.  A.  Lynde  for  defendants.    October 
10,  1910.     Reparation  awarded  for  (total)  $32.65. 

2965  (U.  R.  No.  234).  Raoine-Sattley  Compant  v.  Chicaqo, 
Milwaukee  &  St.  Paul  Railway  Company  et  al. — Unreasonable 
rate  on  iron  castings  from  Milwaukee,  Wis.,  to  Springfield,  HL  J.  F. 
Morrison  for  complainant.  William  EUia,  Winston  Payne,  and 
Strawn  dk  Shaw  for  defendants.  November  7,  1910.  Reparation 
awarded  for  $29.24. 

2215  (U.  R.  No.  235).  Copper  Queen  Consolidated  Mining 
Company  v.  Morgan's  Louisiana  &  Texas  Railroad  &  Steam- 
ship Company  et  al. — Ebccessive  rate  on  rice  from  New  Orleans,  La,, 
to  Bisbee,  Ariz.  P.  M,  Ripley  for  complainant.  F.  C.  DiUard,  J,  P. 
Blair,  Baker,  Botts,  ParTcer  dk  Garwood,  P.  F.  Dunne,  C.  W.  Durbraw, 
and  Hawkins  <k  Franklin  for  defendants.  November  7, 1910.  Rep- 
aration awarded  for  $51.85. 

2749  (U.  R.  No.  236).  H.  J.  Heinz  Company  v.  Pere  Mabquette 
Railboad  Company  et  al. — Unreasonable  rate  on  salt  from  Saginaw, 
Mich.,  to  Ripon,  Wis.  (7.  0.  Johnson  for  complainant.  Charles 
McPherson  and  William  EUis  for  defendants.  November  7,  1910. 
Reparation  awarded  for  $50.32. 

3310  (U.  R.  No.  237).  Thomas  J.  Beowne  v.  American  Express 
Company  et  al. — Excessive  charge  on  merchandise  from  Brooklyn, 
N.  Y.,  to  Valleyford,  Wash.  Thomas  J.  Browne  for  complainant  in 
person.  T.  B.  Harrison,  jr.,  for  defendants.  December  5,  1910. 
Reparation  awarded  for  70  cents. 

3017  (U.  R.  No.  238).  Nehbbass  Casket  Company  v.  PrrrsBUBO, 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  et  al. — 
Unreasonable  rate  on  iron  grave  vaults  and  cotton  wadding  from 
Springfield  and  Brighton,  Ohio,  to  Fond  du  Lac,  Wis.  6.  M.  Stephen 
for  complainant.  William  EUis,  F.  G.  Wright,  and  S.  A.  Lynde  for 
defendants.     November  7, 1910.     Reparation  awarded  for  $11.39. 

3503  (U.  R.  No.  239) .  Noecross  Brothers  Company  v.  New  York, 
New  Haven  &  Hartford  Railroad  Company  et  al. — ^Unreasonable 
rate  on  building  marble  from  Providence,  R.  I.,  to  Washington,  D.  C. 
P.  W,  Ward  for  complainant.  George  Stuart  Patterson,  Henry  Wcllf 
Bikle,  and  E.  J.  Rich  for  defendants.  November  14,  1910.  Rep- 
aration awarded  for  $691.84. 

3105  (U.  R.  No.  240).  H.  F.  Watson  Company  v.  New  York. 
Chicago  &  St.  Louis  Railroad  Company  et  al. — Unreasonable 
rate  on  roofing  paper  from  Erie,  Pa.,  to  Mondovi,  Wis.  J.  Z.  Roberts 
for  complainant.  John  H.  Olarke,  Richard  L.  Kennedy,  and  5.  A, 
Lynde  for  defendants.  November  14,  1910.  Reparation  awarded 
'—•14.18. 

'  (U.  R.  No.  241).  Kalispell'  Lumber  Company  et  al.  v. 
Northern    Railway   Company. — ^Unreasonable    rates   on 
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lumber  from  the  Ealispell  territory  to  various  points  in  North  Dakota. 
lAnd,  Vdand  <k  Jerome  for  complainants.  J,  Z>.  Armstrong  for  de- 
fendant. November  14,  1910.  Specific  amoimt  of  reparation  to  be 
subsequently  determined. 

2222  (U.  R.  No.  242).  Copper  Queen  Consolidated  Mining 
Company  v.  Baltimore  &  Orao  Southwestern  Railroad  Com- 
pany ET  al. — ^Unreasonable  rate  on  railroad  frogs  from  East  Norwood, 
Ohio,  to  Douglas,  Ariz.  P.  M.  Ripley  for  complainant.  Bakery 
BoUs,  Parker  dk  Garwood,  J.  P.  Blair,  F.  C.  DiOard,  Ed.  Baxter,  R. 
WaUon  Moore,  and  Hawkins  dk  Franklin  for  defendants.  November 
7,  1910.     Reparation  awarded  for  $372.65. 

2690  (U.  R.  No.  243).  New  England  FuRNrruRE  &  Carpet  Com- 
pany r.  Michigan  Central  Railroad  Company  et  al. — Unreason- 
able rate  on  stoves  from  Dowapac,  Mich.,  to  Minneapolis,  Minn. 
W,  L,  Harris  for  complainant.  W.  C,  Rowley  and  William  EUis  for 
defendants.     November  7,  1910.     Reparation  awarded  for  $12.42. 

2843  (U.  R.  No.  244).  IIerf  &  Frericiis  Chemical  Company  v. 
Southern  Railway  Company  et  al. — Unreasonable  rate  on  sul- 
phate of  ammonia  from  Ensley,  Ala.,  to  St.  Louis,  Mo.  Nagel  <k 
Kirhy  for  complainant.  E.  C,  Kramer,  Sidney  F.  Andrews,  and 
/.  L.  Howell  for  defendants.  November  7,  1910.  Reparation 
awarded  for  $1,236.07. 

3144  (U.  R.  No.  245).  Jackson  Grocery  Company  v.  Southern 
Pacific  Company  et  al. — Unreasonable  rate  on  melons  from  Braw- 
ley,  Cal..  to  El  Paso,  Tex.  Rufus  B.  Daniel  for  complainant.  Baker, 
Botts,  Parker  db  Oarwood,  F.  C.  DiUard,  R.  S.  Stubbs,  WiUiam  F. 
Herrin,  P,  F,  Dunne,  and  C,  IF.  Durbrow  for  defendants.  December 
5,  1910.     Reparation  awarded  for  $112.80. 

3327  (U.  R.  No.  246).  Arkansas  Fuel  Company  v.  Chioago, 
Milwaukee  &  St.  Paul  Railway  Company. — Unreasonable  rate  on 
hay  from  Kansas  City,  Mo.,  to  Dubuque,  Iowa.  J.  D.  Cole  for  com- 
plainant. No  appearance  for  defendant.  December  5,  1910. 
Reparati<m  awarded  for  $11.43. 

28S5  (U.  R.  No.  247).  W.  E.  Terhune  Lumber  Company  v. 
Georgia  &  Fu)RIDa  Railway  et  al. — Unrea-sonable  rate  on  lumber 
from  Bannockbum,  Ga.,  to  Arensburg,  Pa,  W.  E,  Terhune  for 
complainant.  No  appearance  for  defendants.  December  6,  1910. 
Reparation  awarded  for  $30.64. 

2960  (U.  R.  No.  24S).  Western  Lime  &  Cement  Company  v. 
Chicago.  Milwaukee  &  St.  Paul  Railway  Company  et  al. — Un- 
reasonable rate  on  lime  from  Sherwood,  Wis.,  to  Paxton,  111.  Charles 
Weiler  for  complainant.  WiUiam  Ellis  and  A.  P.  Humburg  for 
defendants.     December  6,  1910.     Reparation  awarded  for  $24. 

340S  (U.  R.  No.  249).  Albert  Miller  &  Company  v.  Galveston, 
IIarrisburo  &  San  Antonio  Railway  Company  et  al. — Uureason- 
19 1,  c.  0.  Rep. 
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able  charges  caused  by  the  appUcation  of  an  ezceesiYO  mimnmm 
carload  weight  on  potatoes  from  Cane  Brake,  Tex.,  to  Fort  Wayne, 
Ind.  J.  E.  Bobinaon  for  complainant.  F.  O.  DiHard,  L.  T.  WUeoXj 
and  A.  P.  Burgmn  for  defendants.  December  5,  1910.  Reparation 
awarded  for  $14.52. 

3250  (U.  R.  No.  250).  Robinson  Clay  Peoduct  Oompant  v. 
Baltimoee  &  Ohio  Railroad  Company  et  al. — ^Unreasonable  rates 
on  stoneware  from  East  Akron,  Ohio,  to  North  Cucamonga,  Cal. 
Jlvin  Em  for  complainant.  F.  H.  Waters  and  H.  E.  WarburUm  for 
defendants.    December  5,  1910.    Reparation  awarded  for  $100.45. 

3072  (U.  R.  No.  251).  Lindaues  Pulp  &  Manufaotubino  Com- 
pany v.  DuLUTH,  Rainy  Lake  &  Winnipeg  Railway  Company  et 
AL. — ^Unreasonable  rates  on  pulpwood  from  Virginia,  Meadowlands, 
Biwabik,  Albom,  Payne,  and  Holden,  Minn.,  to  Merrill,  Wis.  W.  D. 
Hurlhut  for  complainant.  /.  A.  Hanson  and  William  EUis  for  de- 
fendants. December  5,  1910.  Reparation  awarded  for  (totaD 
$988.77. 

2698  (U.  R.  No.  252).  Menasha  Woodenwabe  Company  v.  Wib- 
ooNsiN  Central  Railway  Company  et  al.  No.  2844.  Si^MS  v. 
CmoAGO,  Milwaukee  &  St.  Paul  Railway  Company  et  al. — ^Un- 
reasonable rate  on  wooden  pails  and  kegs  from  Menasha,  Wis.,  to 
various  points  in  Ohio,  Indiana,  Pennsylvania,  and  Louisiana.  O.  M, 
Stephen  for  complainant.  5.  A.  Lynde,  H.  T.  Ballard,  H.  J.  Ckxmp- 
heU,  and  B.  Wdlion  Moore  for  defendants.  December  5, 1910.  Repa- 
ration awarded  for  (total)  $171.93. 

698  and  707  (Sub-Nos.  215  and  541)  (U.  R.  No.  253).  Odkn  & 
Elliotf  t;.  Seaboabd  Am  Line  Railway  et  al. — Unreasonable 
rates  on  yellow-pine  lumber  from  points  in  Alabama  and  MissiBsippi 
to  various  points.  Archibald  King  for  complainants.  B.  WaUon 
Moore,  Albert  S.  Brandeis,  and  M.  P.  CaUaway  for  defendants. 
December  5, 1910.  Specific  amount  of  reparation  to  be  subsequently 
determined. 

3176  (U.  R.  No.  254).  Pabst  Bbewino  Company  v.  Chicago, 
Milwaukee  &  St.  Paxtl  Railway  Company  et  al. — ^Unreasonable 
rate  on  beer  from  Milwaukee,  Wis.,  to  Duran,  N.  Mex.  Ohaties 
ZeUke  for  complainant.  F.  0.  Wright,  W.  F.  Dickinson,  and  A.  B. 
Enoch  for  defendants.  December  5,  1910.  Reparation  awarded  for 
$22.75. 

3142  (U.  R.  No.  255).  Pabst  Brewino  Company  v.  Atohibon, 
ToPEKA  &  Santa  Fe  Railway  Company  et  al. — ^Unreasonable  rate 
on  empty  beer  packages  from  Wichita,  E^ans.,  to  Milwaukee,  Wia. 
Ohades  ZieUce  for  complainant.  D.  L.  Meyers  and  F.  0.  Wrighl  for 
defendants.    December  5,  1910.    Reparation  awarded  for  $48.12. 

3050  (U.  R.  No.  256).  Rudqeab-Meblb  Company  v.  Delawabx, 
Lackawanna  &  Westebn  Railroad  Company  et  al. — Unreason- 
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able  rates  on  brass-coyered  iron  tubing  from  points  in  the  state  of 
New  York  to  points  in  the  state  of  California.  J.  0.  BrcLcken  for  com- 
plainant. /.  E.  Stager,  S.  A.  Lynde,  William  Mis,  F.  C,  DiUard, 
P.  F.  Dunne,  O.  W.  Durbraw,  M.  L.  BeU,  RobeH  Dunlap,  T.  J.  Nor- 
ton,  J.  L.  Coleman,  Baker,  BoUs,  Parker  <k  Cfarwood,  N.  H.  Loamis, 
and  John  W,  Laud  for  defendants.  December  5,  1910.  Reparation 
awarded  for  $346.69. 

3123  (U.  R.  No.  267).  Baskebtille  &  Rowe  Company  v.  South- 
EBN  Paoifio  Compakt  et  al. — ^Alleged  unreasonable  rate  on  dried 
fruit  from  Marysvillei  Cal.,  to  Watertown,  S.  Dak.  Seuxird  <k  Mc- 
Farland  for  complainant.  L.  T.  Wilcox  and  D.  M.  Deniaon  for 
defendants.    December  5,  1910.    Complaint  dismissed. 

3349  (U.  R.  No.  268).  Menasha  Wooden wabe  Company  v.  Chi- 
cago, Milwaukee  &  St.  Paul  Railway  Company  bt  al. — Unrea- 
sonable rate  on  wooden  barrels  and  wooden  kegs  from  Menasha, 
Wis.,  to  Shreveport,  La.  O.  M.  Stephen  for  complainant.  No 
appearance  for  defendants.  December  6,  1910.  Reparation 
awarded  for  $90.09. 

2697  and  2711  (U.  R.  No.  259).  Pabst  Bbewino  Company  v.  Chi- 
cago, Milwaukee  &  St.  Paul  Railway  Company.  Nos.  2710, 
2726,  and  2728.  Jos.  ScHLrrz  Bbewino  Company  v.  Same.  No. 
2734.  Pabst  Bbewino  Company  v.  Chioago  &  Alton  Railboad 
Company  et  al.  No.  3159.  Same  t;.  CmcAOO,  Milwaukee  &  St. 
Paul  Railway  Company  et  al.  No.  3204.  Jos.  Schlttz  Bbewino 
Company  v.  Same.  No.  3225.  Pabst  Bbewino  Company  v,  Kansas 
Cmr  SouTHEBN  Railway  Company  et  al. — Unreasonable  rates  on 
empty  beer  packages  from  various  points  to  Milwaukee,  Wis.  CharUs 
ZieUce  and  C,  J.  BerUchy  for  complainants.  F,  0,  Wright,  S.  A. 
Lynde,  W.  F.  DicJcirhson,  Hah  Holden,  Jam^es  C.  Jeffery,  and  D.  L. 
Meyers  for  defendants.  December  5,  1910.  Complaints  dismissed 
in  Nos.  2697  and  2711;  2710,  2726,  and  2728;  2734;  3204;  3159 
(Original  Petition);  and  3225  (Original  Petition).  Reparation 
awarded  in  Nos.  3159  (First  Amendment);  3225  (First  Amendment); 
and  3225  (Second  Amendment),  for  (total)  S40.43. 

2692  (Sub-No.  7)  (U.  R.  No.  260).  E.  A.  IIowaed  &  Company  v. 
Galveston,  Habrisbubg  &  San  Antonio  Railway  Company 
ET  AL. — Unreasonable  rate  on  bard-wood  lumber  from  Memphis, 
Tenn.,  to  San  Francisco,  Cal.  Cuahing  dk  Oushing  for  complainant. 
F.  C.  DxOard,  C.  W.  Durbraw,  and  P.  F.  Dunne  for  defendants- 
December  12,  1910.     Reparation  awarded  for  $98.90. 

2692  (Sub-No.  8)  (U.  R.  No.  261).  E.  A.  Howabd  &  Company  v. 
Minneapolis,  St.  Paul  &  Sault  Ste.  Mabie  Railway  Company 
ET  AL. — ^Unreasonable  rate  on  bard-wood  lumber  from  Olidden,  Wis., 
to  San  Francisco,  CaL     Gushing  db  Cushing  for  complainant.     F.  C. 
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DiOnrd,  C.  W,  Durbrow,  and  P.  F.  Dunne  for  defendants.  December 
12,  1910.     Reparation  awarded  for  $49.80. 

2637  (U.  R.  No.  262).  E.  A.  Howabd  &  Company  v.  Galveston, 
Habrisbubo  &  San  Antonio  Railway  Company  et  al. — Unrea- 
sonable rate  on  hard-wood  lumber  from  Memphis,  Tenn.,  to  San 
Francisco,  Cal.  disking  cfe  Cushing  for  complainant.  F.  C.  DUr 
lard,  C.  W.  Durbrow,  and  P.  F,  Dunne  for  defendants.  December 
12,  1910.     Reparation  awarded  for  S475.93. 

3201  (U.  R.  No.  263).  Medbebby  Findeisen  Company  t;.  Chi- 
cago &  Nobth  Westebn  Railway  Company  et  al. — Unreasonable 
rate  on  various  articles  of  merchandise  from  points  in  the  states  of 
New  York,  New  Jersey,  Ohio,  Indiana,  and  Virginia,  to  Oshkosh, 
Wis.  G.  M.  Stephen  for  complainant.  8.  A,  Lynde,  Howard  Bal- 
lard, WiUiam  EUis,  and  F,  6.  WrigJU  for  defendants.  November  7, 
1910.     Reparation  awarded  for  (total)  $21.23. 

3048  (U.  R.  No.  264).  Rudgeab-Meblb  Company  v.  Goodbich 
Tbansit  Company  et  al. — Unreasonable  rate  on  metal  furniture 
knobs  from  Grand  Haven,  Mich.,  Rome,  N.  Y.,  and  Waterbury,  Conn., 
to  San  Francisco,  Cal.  J.  0.  Bracken  for  complainant.  T.  J.  Norton; 
Charles  B.  Hopper;  J.  P.  Blair;  0.  E.  BuUerfield;  E.  G.  Buckland; 
C.  TF.  Durbrow;  Baker,  Botts,  Parker  cfe  Garwood;  Winston,  Payne, 
Strawn  cfe  Shaw;  and  F,  C.  DiUard  for  defendants.  December  5, 1910. 
Reparation  awarded  for  (total)  $49.59. 

3419  (U.  R.  No.  265).  Columbus  Ibon  Wobks  Company  v.  Cen- 
tbal  of  Georoia  Railway  Company  et  al. — ^Unreasonable  rates  on 
plow  parts  from  Columbus  Ga.,  to  points  on  Texas  &  Pacific  Railway 
in  Loubiana.  No  appearance  for  complainant.  H.  L.  Stone  and 
Sidney  F.  Andr&ws  for  defendants.  December  5,  1910.  Reasonable 
rates  prescribed  for  the  future.     No  reparation  claimed. 

3317  (U.  R.  No.  266).  George  Cbaiq  &  Sons  v,  Chesapeake  & 
Ohio  Railway  Company  et  al. — Damages  caused  by  misrouting 
lumber  in  transit  from  Winterbum,  W.  Va.,  to  Irvington  Station, 
N.  J.,  and  unreasonable  charges  on  lumber  between  same  points. 
WHLiam  S.  Phippen  for  complainant.  Henry  Wolf  Bikle  and  Edgar 
A.  Boles  for  defendants.  December  12,  1910.  Reparation  awarded 
for  (total)  $60.45. 

3004  (U.  R.  No.  267).  Sundebland  Bbothebs  Company  v.  Bal- 
TiMOBE  &  Ohio  Southwestebn  Railroad  Company  et  al. — Alleged 
imreasonable  reconsignment  charge  on  coal  from  Trenton,  111.,  to 
Ceresco,  Wahoo,  and  Fremont,  Nebr.  C.  E.  Childe  for  complainant 
C.  C.  Wright  and  S.  A.  Lynde  for  defendants.  December  12,  1910. 
Complaint  dismissed. 

3299  (U.  R.  No.  268).  Minnequa  Coal  Company  v.  Denver  4 
Rio  Grande  Railroad  Company  et  al. — Unreasonable  rate  on  pea 
coal  from  Tioga,  Colo.,  to  Kiowa,  Kans.     C.   W.  Durbin  for  com- 
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plainant.     E.  N.  Clark,  James  C.  Jefery,  and  H,  J.  CampbeU  for 
defendants.    December  12, 1910.    Reparation  awarded  for  $38.30. 

3220  (U.  R.  No.  269).  Lagomaroino-Geupe  Company  v.  CracAOO 
Burlington  &  Quinot  Railroad  Compant  et  al. — Unreasonable 
and  unjustly  discriminatory  rate  on  peaches  from  Hartford,  Mich.,  to 
Davenport,  Iowa.  A.  C.  Slaughter  for  complainant.  E.  R.  Puffer 
for  defendants.    December  12, 1910.    Reparation  awarded  for  $40.20. 

3330  (U.  R.  No.  270).  Sabine  Lumber  Company  v.  Louislana 
Railway  &  Navigation  Company. — ^Misrouting  lumber  shipped  from 
Colfax,  La.,  and  destined  to  Calvary,  111.  Milian  Schwind  for  com- 
plainant. No  appearance  for  defendant.  December  12,  1910. 
Reparation  awarded  for  $8.90. 

3329  (U.  R.  No.  271).  MacGillis  &  Oibbs  Company  v.  Chicago 
&  North  Western  Railway  Company. — Unreasonable  rates  on  cedar 
ties  from  Taggett  and  Hermansville,  Mich.,  to  points  in  Wisconsin  and 
Illinois.  Kanneberg  cfc  CocTiems,  by  /?.  0.  Wolfe,  for  complainant. 
S.  A.  Lynde  for  defendant.  December  12, 1910.  Reparation  awarded 
for  $82.97. 

Note. — The  amount  of  reparation  awarded  in  the  above  cases  aggre- 
gates $16,146.15. 

19 1,  a  G.  Rep. 
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THE  COMMISSION  DURING  THE  TIME  COVERED  BY  THIS 
VOLUME. 


1433.  CBIJTOHriBLD    &   WOOLFOLK  t^.    LOUISTILLB    &   NaSHTHXB 

Railroad  Compakt  st  al.  September  30,  1910.  Reparation  of 
S107.07,  with  interest,  on  shipments  of  grapes  from  Pewee  Valley, 
Ey.,  to  Pittsburg,  Pa.,  on  account  of  excessive  rate. 

1609.  Dabliko  &  Compakt  st  al.  t;.  Baltdcobb  &  Omo  Rail- 
BOAD  Compakt  st  al.  October  1,  1910.  Reparation  of  S928.64, 
with  interest,  to  Darling  &  Company,  and  to  E.  Rauh  &  Sons  Fer- 
tilizer Company,  $87.40,  with  interest,  by  Louisville  &  Nashville 
Railroad  Company,  on  shipments  of  phosphate  rock  from  Centerrille 
and  Mount  Pleasant,  Tenn.,  to  various  destinations  on  account  of  ex- 
cessive rate. 

1609.  Dabliko  &  Compakt  st  al.  t;.  Baltdcobb  &  Omo  Rail- 
BOAD  Compakt  st  al.  October  29,  1910.  Reparation  of  $1,258.04, 
with  interest,  to  Jarecki  Chemical  Company,  by  Louisville  &  Nash- 
ville Railroad  Company,  on  shipments  of  phosphate  rock  from  Center- 
ville  and  Mt.  Pleasant,  Tenn.,  to  various  destinations  by  reason  of 
excessive  rate. 

2667.  LoBBTZ  &  Ebflbt  t;.  Tbxab  &  Paoifio  Railwat  Compakt 
ST  AL.  October  4,  1910.  Reparation  of  S2,  with  interest,  by  Texas 
&  Pacific  Railway  Company,  for  unreasonable  switching  charge  at 
El  Paso,  Tex. 

2709.  Coksumeb's  Iob  Compakt  st  al.  t;.  Texas  &  Paoifio  Rail- 
wat Compakt  st  al.  October  4,  1910.  Reparation  of  S290,  with 
interest,  to  Consumer's  Ice  Company,  and  $64,  with  interest,  to 
Darbyshire  Harvie  Iron  &  MacJiine  Company,  by  Texas  &  Pacific 
Railway  Company,  for  unreasonable  switching  charge  at  El  Paso, 
Tex. 

2958.  Robebtsok  Bbothbbs  t;.  Missoubi  Paooio  Railwat  Com- 
pakt. September  30,  1910.  Reparation  of  $320.54,  with  interest, 
on  shipments  of  com  and  wheat  from  Cook,  Nebr.,  to  St.  Louis,  Mo., 
on  account  of  excessive  rate. 
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2984.  Sunderland  Brothers  Company  v.  Atchison,  Topkka  & 
Santa  Fe  Railway  Company  bt  al.  July  15,  1910.  Reparation  of 
$44.59,  with  interest,  on  shipment  of  cement  from  lola,  Kans.,  to 
Casper,  Wyo.,  on  account  of  excessive  rate. 

Nos.  698  and  707.  Yellow-Pine  Lumber  Reparation  Claims. — 
Claims  for  reparation  amounting  to  2  cents  per  100  pounds  on  ship- 
ments of  yellow-pine  lumber  originating  in  southeastern  territory,  as 
defined  in  the  reports  heretofore  made  in  the  cases  of  H.  H.  Tift  et  al. 
V.  Southern  Railway  Company  et  al.,  and  Central  Yellow  Pine  Asso- 
ciation V,  Illinois  Central  Railroad  Company  et  al.,  and  destined  to 
points  not  only  on  and  north  of  the  Ohio  River  covered  by  the  original 
orders  of  the  Commission  in  the  above-entitled  cases,  but  also  to 
destinations  south  of  the  Ohio  River,  resulting  from  the  advance  in 
rates  which  was  the  subject  of  complaint  in  these  cases,  were  filed 
with  the  Conunission  during  the  years  1907,  1908,  and  1909.  These 
claims  were  based  upon  the  decisions  of  the  Commission  in  the  cases 
stated  and  the  decrees  of  the  courts  enforcing  the  orders  of  the  Com- 
mission. The  advances  became  effective  in  April  and  June,  1903, 
and  the  final  decisions  by  the  Supreme  Court  were  made  in  May, 
1907.  These  claims  were  subnumbered  on  our  docket  under  the  num- 
bers of  the  original  complaints  before  the  Commission.  They  were 
assigned  for  hearing  at  various  times  and  places  and  in  each  event 
were  postponed  on  motion  of  the  parties  pending  adjustment  thereof. 
Compromise  agreements  for  the  settlement  of  the  same  were  subse- 
quently entered  into  under  dates  of  January  12,  March  18,  May  14, 
and  June  15,  1909,  providing  generally  for  a  checking  of  the  claims 
through  clearing  houses  maintained  by  the  defendant  carriers  for 
that  purpose  on  the  basis  of  the  expense  bills  and  other  evidence 
fumii^ed  by  claimants  and  the  records  of  the  carriers,  and  for  the 
payment  of  67  per  cent  of  the  provable  claims  based  u]>on  the  2-cent 
difference  between  the  former  rates  and  the  advanced  rates  which 
were  condemned  and  66  per  cent  on  the  part  of  the  claims.  These 
agreements  were  submitted  to  the  Commission  from  time  to  time  for 
its  approval  at  the  request  of  the  complainants  and  defendants  and 
were  accordingly  approved.  On  these  bases  there  have  been  paid 
up  to  this  date  as  reported  by  the  clearing  houses  to  344  claimants 
various  sums  indicated  in  our  records  aggregating  $919,762.56. 

Nos.  1327,  1329,  and  1335.  Northwestern  Lumber  Reparation 
Claims. — Claims  for  reparation  in  various  sums  per  100  pounds 
on  carload  shipments  of  lumber,  shingles,  and  other  forest  products 
from  the  Pacific  northwest  and  destined  to  certain  eastern  territorr, 
as  defined  in  the  reports  heretofore  made  in  the  above-named  cases, 
14  I.  C.  C.  Rep.,  1,  23,  resulting  from  the  advances  in  rates  which 
were  the  subject  of  complaint  in  these  cases,  were  file<I  with  the 
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Commission  during  the  years  1908,  1909,  and  1910.  The  advances 
became  effective  in  October  and  November,  1907,  and  the  claims 
were  based  upon  the  findings  in  said  decisions  of  the  Conmiission 
rendered  on  June  2,  1908.  The  claims  were  checked  up  by  defend- 
ant carriers  on  the  expense  bills  and  other  evidence  furnished  by 
claimants  and  the  records  of  the  carriers.  The  various  settlements 
were  submitted  to  the  Conmiission  for  its  approval  and  were  accord- 
ingly approved.  On  this  basis  there  have  been  paid  up  to  this  date, 
as  reported  by  the  parties,  to  807  claimants  various  sums  indicated 
in  our  records  aggregating  $294,512. 

Note. — The  amount  of  reparation  awarded  in  the  above  casos 
aggregates  $1,217,376.84. 

19 1.  C.  C.  Rep. 
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ORDERS  ISSUED  INYOLYING  REPARATION  ON  INFORMAL  PLEADINGS 
FOR  THE  TEAR  ENDING  NOVEMBER  30,  1910. 


For  the  year  ending  NoTember  30,  19 10,  the  number  of  orders 
issued  involving  reparation  on  informal  pleadings  was  3,508;  the 
number  of  claims  denied  or  otherwise  closed  during  that  period  was 
1,463;  and  the  amoimt  of  reparation  awarded  was  $404,976.78.  For 
a  detailed  statement  of  such  cases  awarding  reparation,  see  Appendix 
F  of  the  Commission's  Twenty-fourth  Annual  Report. 
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ABNORMAL  RATE. 
Not  justified.    City  of  Spokane  «.  N.  P.  Ry.  Co.  162  (173);  Commercial  Club  of  Salt 

Lake  City  v.  A.  T.  &  S.  F.  Ry.  Co.  218  ^223). 
Refund  on  basis  of  abnonnal  rate  denied.    Orange  Grocery  Co.  v.  M.  L.  4(  T.  R.  R.  4( 

S.  S.  Co.  602. 
ABSORPTION. 
Warehouse  delivery  charge  abeorbed  when  road  has  line  haul.    Prentiss  A  Co.  v. 

P.  R.  R.  Co.  68  (69). 
Switching  charge  absorbed  on  coal  consigned  to  parties  located  on  other  roads. 

Breoee-Trenton  Mining  Co.  v.  W.  R.  R.  Co.  598  (600). 
Fart  of  water  rate  absorbed  at  San  Pedro  on  goods  destined  to  Los  Angeles  but  no 

absorption  on  goods  destined  to  San  Pedro.    Harbor  City  Wholesale  Co.  of  San 

Pedro  V,  S.  P.  Co.  823  (327). 
Switching  chaige  absorbed  at  Cheltenham,  Mo.,  which  is  witfam  free  switching  limits 

of  St.  Louis,  Mo.    Hydraulic-Press  Brick  Co.  v.  St.  L.  d  S.  F.  R.  R.  Co.  554. 
Absorption  of  switching  charge  is  not  in  itself  sufficient  proof  that  chaige  was  unrea- 
sonable over  nine  months  before.    Deeves  Lumber  Co.  v.  C.  4(  N.  W.  Ry.  Co.  482 

(483). 
ADDITIONAL  CHARGE. 
Diversion.    Wilson  Produce  Co.  v.  P.  R.  R.  Co.  1. 
Tents,  poles,  etc.,  in  private  theatrical  car;  additional  charge  unreasonable.    Chap- 

peUe  V.  L.  A  N.  R.  R.  Co.  56  (58). 
Restaking  in  transit  lumber  improperly  staked.    Deeves  Lumber  Co.  v,  C.  A  N.  W. 

Ry.  Co.  482  (484). 
ADMINISTRATIVE  BODY. 
Ought  to  exercise  only  such  powen  as  are  «zpresdy  conferred.    In  re  Jurisdictioo 

in  Alaska,  81  (93). 
ADMINISTRATIVE  RULING. 
Rule  6,  Bulletin  4,  adhered  to.    Cady  Lumbar  Co.  v,  M.  P.  Ry.  Co.  12  (13). 
Rule  46,  Bulletin  4,  adhered  to.    In  re  Nonvalidation  of  Limited  Excursion  Tick- 
ets, 440  (442). 
Role  104,  Bulletin  4,  adhered  to.    StUwell  v.  L.  4(  H.  R.  Ry.  Co.  404  (405). 
Role  159  and  Rule  186,  BuUetin  4,  adhered  to.    Alpha  Portland  Cement  Co.  v. 

D.  L.  4  W.  R.  R.  Co.  297  (298). 
Rule  200,  Bulletin  4,  adhered  to.    Isbell  4  Co.  v.  L.  S.  &  M.  S.  Ry.  Co.  448  (450). 
Rule  206,  Bulletin  4,  adhered  to.    UUman  v.  American  Express  Co.  354. 
Rule  214,  BuUetin  4,  adhered  to.    hheU  &  Co.  v.  L.  S.  4  M.  S.  Ry.  Co.  448  (450). 
Rule  in  section  B,  paragraph  67.  TarifT  Circular  17- A,  adhered  to.    In  re  Reduced 

Rat*^  on  Retum'Hl  Shipment*,  lu'J  (417). 
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ADMISSION. 
Long  maintenance  of  subsequently  restored  rate,  without  explanation,  is  in  Dfttore 

of  admiasion  of  its  fairness.    Millar  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  78. 
Reparation  on  baais  of  abnormal  rate  denied,  though  carrier  admitted  aQegatiofM  in 

complaint.    Orange  Grocery  Co.  v,  M.  L.  A  T.  R.  R.  &  8.  8.  Co.  502. 
Conmiission  can  not  base  its  findings  or  apply  retroactively  a  privilege  merely 

because  carrier  is  willing.    Oady  Lumber  Co.  v,  M.  P.  Ry.  Co.  12  (14). 
ADVANCE. 
Tariff  carrying  increased  rates  suspended.    Cleary  Bros.  Co.  v.  C.  St  N.  W.  Ry.  Co. 

588  (589). 
Order  not  to  be  construed  as  approval  of  other  or  future  advances.    Morgan  Grain 

Co.  r.  A.  C.  L.  R.  R.  Co.  460  (470). 
Advance  not  unreasonable,  even  though  for  10  years  carrier  has  r^ularly  paid 

interest  on  total  bonded  debt,  and  recently  paid  dividends  on  its  stock.     LL 

460  (471). 
Where  former  equipment  sufficient,  acquisition  of  new  equipment  does  not  justify 

advance,  nor  does  construction  of  branch  lines.    City  of  Spokane  v.  N.  P.  Ry. 

Co.  162  (171). 
Advance  held  not  unreasonable  where  former  lower  rate  resulted  from  competittva 

conditions.    Breese-Trenton  Mining  Co.  v.  W.  R.  R.  Co.  598  (600). 
Theory  rejected  that  rates  may  be  increased  by  progressive  advances  as  long  at 

traffic  moves  freely.    Commercial  Club  of  OmsJia  v.  A.  A  S.  R.  Ry.  Co.  419  (421). 
Rate  advanced  while  commodity  at  transit  point;  rate  in  effect  at  time  of  original 

movement  is  legal  rate.    Southern  Cotton  Oil  Co.  v.  A.  C.  L.  R.  R.  Co.  434  (435). 
Commission  permitted  advance  in  rate  from  Buffalo,  N.  Y.,  to  New  York,  N.  Y., 

rather  than  require  reduction  from  all  territory  west  of  Buffalo.    Banner  Milling 

Co.  V,  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (131). 
ADVANTAGE. 
Every  city  entitled  to  advantages  of  its  location.    Corporation  Commiflsion  of  N.  C. 

«.  N.  A  W.  Ry.  Co.  303  (309). 
Location  does  not  deprive  shipper  of  right  to  &ur  treatment.    Southern  California 

Sugar  Co.  v.  8.  P.  L.  A.  &  S.  L.  R.  R.  Co.  6  (9). 
Dealers  at  any  point  are  entitled  to  trade  wherever  and  as  &r  as  reasonable  rates 

will  permit.    Billings  Chamber  of  Commerce  v,  C.  B.  A  Q.  R.  R.  Co.  71  (75). 
Discrimination  can  not  be  justified  against  one  locality  merely  because  it  is  smaller 

than  another.    Harbor  City  Wholesale  Co.  of  San  Pedro  v,  S.  P.  Co.  323  (331). 
ADVERTISEMENTS. 
Advertisements  of  excursions  should  state  total  amount  to  be  exacted,  ol  which 

validation  is  a  part.    Riter  v.  O.  8.  L.  R.  R.  Co.  443  (444). 
AGENT. 
Agent  had  no  authority  to  bind  company  by  suggesting  that  round-trip  ticket  could 

be  secured  at  another  town.    Ballin  v.  S.  P.  Co.  503  (504). 
AGREEMENT. 
Agreement  respecting  reparation.    Deeves  Lumber  Co.  v,  C.  A  N.  W.  Ry.  Co.  4tSt 

(485);  Felton  Grain  Co.  v.  U.  P.  R.  R.  Co.  63  (64). 
Car  of  colored  troupe  being  repaired,  carrier  agreed  to  carry  it  on  regular  paosenger 

trains.    Chappelle  v.  L.  A  N.  R.  R.  Co.  56  (57). 
ALASKA. 
Alaska  is  a  district,  not  a  terriUny;  no  jurisdiction  there.    Humboldt  S.  8.  Co.  t . 

W.  P.  A  Y.  Route,  105;  In  re  Jurisdiction  in  Alaska,  81. 
ALLOWANCES. 
Allowance  of  500  pounds  in  weight  for  car  stakes.    Deeves  Lumber  Co.  v.  C.  A 

N.  W.  Ry.  Co.  482  (483). 
No  rate  reduction  will  be  ordered  to  remove  discrimination  caused  by  tap-line  allow* 

ances.    Industrial  Lumber  Co.  v.  St.  L.  W.  A  G.  Ry.  Co.  60  (53). 
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ANY-QUANTITY  RATB. 
Whera  any-qvftntity  rate  in  effect,  GommiaBion  decHned  to  eetabliah  lower  carloed 

imte.    Commercial  Club  of  Omaha  v.  B.  &  O.  R.  R.  Co.  397  (401). 
APPEARANCE. 
No  appearance  at  hearing: 

Ballin  v.  8.  P.  Co.  503  (504). 

Craig  Lumber  Co.  v.  V.  Ry.  Co.  144. 

Deevee  Lumber  Co.  «.  C.  A  N.  W.  Ry.  Co.  482  (483). 

Millar  V.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  78. 

Quammen  A  Auatad  Lumber  Co.  v.  C.  If.  A  St.  P.  Ry.  Co.  110  (111). 
ASSIGNED  CARS. 
Must  be  counted  against  distributive  share  of  mine  receiving  them.    Hillsdale  Coal 

A  Coke  Co.  V.  P.  R.  R.  Co.  366;  Jacoby  A  Co.  v.  P.  R.  R.  Co.  392. 
Assigned  cars  must  be  delivered  to  particular  operator  indicated,  even  though  their 

number  exceeds  ratable  proportion.    Hillsdale  Coal  A  Coke  Co.  v,  P.  R.  R.  Co. 

356(358). 
BAGGAGE  CAR. 
Private  car  for  baggage,  containing  stove,  entitled  to  baggage  car  rate.    Chappelle 

V.  L.  A  N.  R.  R.  Co.  66  (67). 
BERTHS. 

Pullman  berth  rates;  rehearing  granted.    Loftus  v.  Pullman  Co.  102. 
BILL  OF  LADING. 
Naming  one  consignee  for  consolidated  shipment.    Davies  «.  I.  C.  R.  R.  Co.  3  (4). 
Actual  point  ol  origin,  and  not  point  from  which  shipment  was  billed,  determined 

the  rate.    Preston  v.  C.  A  0.  Ry.  Co.  406  (407). 
How  to  indicate  what  road  is  to  have  line  haul  and  what  road  is  to  make  terminal 

delivery.    Prentiss  A  Co.  v.  P.  R.  R.  Co.  68  (69). 
Where  carrier  refused  to  issue  throu^  billing,  through  route  and  joint  rate  ordered 

to  be  esUblished.    Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336. 
If  Wyandotte  Cleaner  and  Cleanser  is  to  be  transported  as  soda  ash,  it  should  be  so 

designated  in  the  billing.    Ford  Co.  v,  M.  C.  R.  R.  Co.  507  (509). 
BLANKET  RATE. 
Advance  in  blanket  rate  on  lumber  not  unreasonable.    Industrial  Lumber  Co.  v. 

St.  L.  W.  A  G.  Ry.  Co.  50. 
Terminal  rate  in  blanket  adjustment  not  a  fadr  measure  ol  rates  generally.    Ohio 

Foundry  Co.  v.  P.  C.  C.  A  St.  L.  Ry.  Co.  65  (67). 
A  governmental  authority  has  not  same  latitude  in  fixing  blanket  rates  as  carriers 

themselves.    R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (256). 
Commission  has  often  approved  blanket  rates;  but  blanket  rate  condemned  where  it 

resulted  in  unreasonable  charge.    Commercial  Club  of  Salt  Lake  City  v.  A.  T.  A 

8.  F.  Ry.  Co.  218  (226). 
The  fact  tJ^t  defendants  have  constructed  a  system  of  cone  or  blanket  rates  does  not 

justify  unreasonable  rates  to  any  point.    Corporation  Commission  of  N.  C.  v.  N. 

A  W.  Ry.  Co.  303  (309). 
In  every  blanket  or  lone  rate,  the  nearby  point  pays  a  proportionally  higher  rate 

than  more  distant  point.    Schmidt  A  Sons  v.  If .  C.  R.  R.  Co.  535  (538). 
BOAT  LINE. 
Tugboat  company,  owned  by  oil  company  whose  products  comprised  neariy  all 

tugboat  company's  business,  held  not  to  be  entitled  to  demand  through  routes  and 

joint  rat«fl,  even  though  incorporated  as  a  common  carrier.    Gulf  Coast  Naviga- 
tion Co.  V.  K.  C.  S.  Ry.  Co.  544. 
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BRANCH  LINES. 
No  advance  in  rates  should  result  from  construction  of  branch  lines.    City  d  Spo- 
kane V.  N.  P.  Ry.  Co.  162  (171). 
Absence  of  large  earnings  on  branch  lines  does  not  justify  unreasonable  nte.    Bil- 
lings Chamber  of  Commerce  v,  C.  B.  &  Q.  R.  R.  Co.  71  (75). 
BRIDGE. 
Bridge  toll  as  part  of  rate.    Chicago  Car  Lumber  Co.  «.  L.  d;  N.  R.  R.  Co.  438. 
Cost  of  bridge  ought  not  to  be  charged  to  traffic  of  one  section.    Traffic  BureMi  ol 
Merchants'  Exchange  of  San  Francisco  v,  S.  P.  Co.  259  (261). 
BULK. 
Loading  capacity  of  ice.    Prahlow  v,  I.  H.  B.  R.  R.  Co.  572  (574). 
Bulkiness  of  hay  in  comparison  with  its  weight.    National  Hay  Asso.  v.  If.  C.  R.  R. 

Co.  34  (47). 
Bulk  must  be  taken  into  consideration  in  framing  classifications  and  rates.    Ford 

Co.  V.  M.  C.  R.  R.  Co.  507  (509). 
Fact  that  cars  of  brick  can  be  loaded  to  their  full  capacity  should  he  considered  in 
rate  making.    Hydraulic-Ptess  Brick  Co.  v.  M.  &  0.  R.  R.  Co.  530  (531). 
BURDEN  OF  PROOF. 
Of  unreasonableness  of  rate  said  to  be  on  complainant.    Loftus  v.  Pullman  Go. 
102  (103). 
CANCELLATION. 
Lawfully  established  rate  remains  in  force  until  specifically  canceled.    StilweD  v. 
L.  &  H.  R.  Ry.  Co.  404  (405). 
CAPITALIZATION. 
Referred  to.    Portland  Chamber  of  Commerce  v.  O.  R.  R.  4(  N.  Co.  265  (280). 
Further  capitalization  as  a  warrant  for  advancing  rates.    (Dissenting  opinion.) 
Morgan  Grain  Co.  v,  A.  C.  L.  R.  R.  Co.  460  (473). 
CAR. 
Sale  of  1,000  system  cars  to  particular  shipper  discussed.    Jacoby  A  Co.  v,  P.  R.  R. 

Co.  392  (395). 
Fuel  cars  for  carrier's  own  use  are  embraced  within  governmental  power  of  regu- 
lation.   Hilbdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356  (358). 
Equipment  sufficient  to  meet  actual  shipments  is  all  the  law  requkes  of  earner.    Id. 

356  (361). 
Where  no  discrimination,  Commission  declined  to  order  defendant  to  furnish  caa 
in  proper  repair,  clean,  dry,  and  suitable  condition  for  carrying  produce.    Poq- 
chatoula  Farmers'  Asso.  v.  I.  C.  R.  R.  Co.  513  (515). 
CAR  DISTRIBUTION. 
Mine  rating  system  of  car  distribution  which  combines  commercial  with  ph3nBicai 
capacity  is  not  unlawful.    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356  (360); 
Jacoby  A  Co.  v.  P.  R.  R.  Co.  392  (394). 
Private  carB  and  railway  fuel  cars  go  to  particular  operators  to  which  assigned,  evea 
though  their  number  exceeds  ratable  capacity;  but  all  such  cam  must  be  counted 
against  distributive  share  of  mine  receiving  them.    Hillwdale  Coal  A  (kkie  Co.  «. 
P.  R.  R.  Co.  356  (364). 
CAR  EARNINGS. 

Not  unreasonable.    Industrial  Lumber  Co.  v,  St.  L.  W.  A  G.  Ry.  Co.  50  (52). 
CAR  FITTING. 
Where  no  discrimination,  Commission  declined  to  compel  carrier  to  strip  and  bao* 
caiB.    Ponchatoula  Fkumers'  Asso.  v.  I.  C.  R.  R.  Co.  513  (515). 
CAR  FURNISHING. 
Equipment  sufficient  for  actual  shipments  is  all  the  law  requires.    Hilhdalft  Ooftl 

A  Coke  Co.  V.  P.  R.  R.  Co.  856  (361). 
Mandamus  to  compel  car  furnishing.    Id.  356  (367). 
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Where  no  discrimination,  Oommisnon  declined  to  compel  carrier  to  fnmieh  can  in 
proper  repair,  dean,  dry,  and  suitable  condition  for  carrying  produce.    Poncha- 
toula  Farmere'  Amo.  v.  I.  C.  R.  R.  Go.  613  (516). 
CAR  OFF  LINE. 

Privately  owned  hopper  can  not  permitted  to  go  further  weet  than  Chicago.    Ana- 
conda Copper  Mining  Co.  v.  C.  &  £.  R.  R.  Co.  592  (595). 
CAR  PER  MILE. 

Rate  per  car  per  mile  entitled  to  be  considered  as  relative  test  in  rate  making. 
National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (47). 
CAR  SHED. 

Where  no  discrimination,  Commission  declined  to  compel  carrier  to  fumidi  a  car 
shed  under  which  perishable  products  could  be  loaded  without  damage  from 
the  weather.    Ponchatoula  Farmers*  Asso.  v.  I.  C.  R.  R.  Co.  513  (515). 
CAR  SHORTAGE. 

Private  and  assigned  can  must  be  counted  against  distributive  share  of  mine  re- 
ceiving them.    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356  (364). 
CAR  SIZE. 

Car  loaded  according  to  carrier's  loading  restrictions;  weight  lees  than  minimum; 
actual  weight  dioold  govern.    Oregon  Lumber  Co.  v.  O.  R.  R.  d  N.  Co.  582. 
CAR  STAKES. 

Allowance  of  500  pounds  in  weight  for  car  stakes.  Deeves  Lumber  Co.  v.  C.  A  N .  W. 
Ry.  Co.  482  (483). 

Where  no  discrimination,  Commisrion  refused  to  compel  carrier  to  s^p  and  brace 
can.    Ponchatoula  Farmen'  Asso.  v,  I.  C.  R.  R.  Co.  513  (515). 
CARLOAD  AND  LESS  THAN  CARLOAD. 

Where  any-quantity  rate  in  effect.  Commission  refused  to  establish  lower  carload 
rate.    Commercial  Club  oi  Omaha  v.B,AO.R,  R.  Co.  397. 

More  expensive  to  handle  less-than-carioad  freight.    Id.  397  (401). 
CARRIER'S  DUTY. 

To  use  shortest  available  reasonable  route  in  absence  of  instructiona: 
Alpha  Portland  Cement  Co.  v.  D.  L.  A  W.  R.  R.  Co.  297  (298). 
Beekman  Lumber  Co.  v.  L.  Ry.  A  N.  Co.  343  (345). 
Cameron  A  Co.  v.  H.  E.  &  W.  T.  Ry.  Co.  146  (147). 
Willstm  Bros.  Lumber  Co.  v.  N.  S.  R.  R.  Co.  293  (294). 

To  direct  shipment  over  route  carr>'ing  rate  named.  Block-Pollak  Iron  Co.  v. 
H.  E.  &  W.  T.  Ry.  Co.  505;  Alpha  Portland  Cement  Co.  v.  D.  L.  A  W.  R.  R. 
Co.  297. 

Equipment  sufficient  for  actual  shipments  is  all  the  law  requires  of  carrier.  Hills- 
dale Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356  (361). 

Initial  carrier  should  secure  shipper's  signature  to  released  valuation  clause. 
Southern  Cotton  Oil  Co.  v.  8.  Ry.  Co.  79  (80). 

Sole  duty  of  a  carrier  is  to  provide  a  rate  tlttt  is  reasonable  for  service  performed. 
Ponchatoula  Farmers'  Asso.  v,  I.  C.  R.  R.  513  (515). 

Duty  rests  upon  carrier  to  cleariy  state  its  rates  and  charges  in  its  tariff.  Ford  Co. 
V.  M.  C.  R.  R.  Co.  507  (511). 

Routing  notation  puts  carrier  under  obligation  of  utiliaing  connecting  line's  facili- 
ties to  best  advantage  of  shipper.    Prentiss  A  Co.  v.  P.  R.  R.  Co.  68  (69). 

If  carrier  transports  private  can  of  any  class,  it  must  in  like  manner  and  upon  like 
terms  transport  all  private  can  used  for  the  same  or  similar  purposes.  Chappelle 
».  L.  A  N.  R.  R.  Co.  56  (59). 

Unloading  facilities  ample  to  meet  general  requirements  of  community  need  not,  it 
seems,  be  enlarged  to  meet  special  requirements  o<  single  shipper.  Baiter,  Curtk 
*  HiU  V.  N.  Y.  8.  ak  W.  &.  &.  Co.  290  (29^. 
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CARRIER'S  DUTY— Continiied. 
Oarrier  should  forward  by  cheaper  route  or  obtain  further  directioot,  where  the 

rate  doee  not  apply  over  the  route  named.    Alpha  Portland  Cement  Ce.  v.  D.  L.  A 
.     W.  R.  R.  Co.  297  (298). 
CHARTER. 
Considered  from  standpoint  of  controlling  or  limiting  performance  of  cmrrier's 

functions  as  an  agency  of  interstate  commerce.    Hillsdale  Coal  A  Coke  Co.  v. 

P.  R.  R.  Co.  356  (369). 
Tugboat  company,  owned  by  oil  company  whose  products  cominiaed  nearly  all  tog- 
boat  company's  business  was  held  not  entitled  to  demand  through  routes  and 

joint  rates,  even  though  incorporated  as  a  common  carrier.    Gulf  Coast  Navigatioo 

Co.  V,  K.  C.  8.  Ry.  Co.  644. 
CIRCUMSTANCES  AND  CONDITIONS. 
Commercial  conditions  should  be  considered.  City  of  Spokane  v,  N.  P.  Ry.  Co.  162 

(168). 
Circumstances  tending  to  negative  presumption  of  unreasonableness  ol  greater 

charge  to  shorter-distance  point.    Fisk  A  Sons  v.  B.  &  M.  R.  R.  299  (301). 
Rates  reasonable  now  may  within  period  of  two  years  become  very  unreasonable. 

National  Hay  Asso.  v.  If.  C.  R.  R.  Co.  34  (37). 
Len  distant  junction  point  served  by  additional  road  seems  entitled  to  lower  rate. 

Gamble-Robinson  Commission  Co.  v.  St.  L.  A  S.  F.  R.  R.  Co.  114  (115). 
Difference  in  commercial  importance  of  two  communities  can  not  in  law  justify 

unlawful  discrimination  in  rates.    Harbor  City  Wholemle  Co.  of  San  Pedro  «. 

S.  P.  Co.  323  (331). 
Dissimilarity  of  location  and  competitive  conditions  at  two  points  prevont  the 

proper  measuring  of  rate  at  one  by  that  at  the  other.    Florida  Cotton  Oil  Co.  «. 

C.  of  G.  Ry.  Co.  336  (339). 
No  reason  why  rates  should  greatiy  exceed  similar  rates  upon  other  roads  in  other 

p(^ons  of  the  country  where  density  of  tiaffic  and  conditions  of  operation  are 

analogous.    Commercial  Cinb  of  Salt  Lake  City  v.  A.  T.  A  S.  F.  Ry.  Co.  218  (223). 
CLAIMS. 
Commission  declined  to  require  carrier  promptiy  to  settie  damage  claims.    Foocbft- 

toula  Farmers'  Asso.  v.  I.  0.  R.  R.  Co.  513  (515). 
CLASSIFICATION. 
Chile  pepper  not  taken  out  of  classification  by  conmiodity  rate  on  "pepper." 

Crombie  A  Co.  v.  S.  P.  Co.  561. 
Compo-board.    Quammen  &  Austad  Lumber  Co.  v.  C.  If.  A  St.  P.  Ry.  Co.  110. 
Cotton  dioddy  entitled  to  same  rate  as  cotton  piece  goods.    Johnson  Co.  v.  Clyde 

S.  S.  Co.  512. 
Iron  drying  racks.    Day  Co.  v,  B.  A  O.  S.  W.  R.  R.  Co.  577  (578). 
Pressed  brick  and  fire  brick  diould  take  same  rate.    Hydraulic-Press  Brick  Co.  v. 

M.  &  0.  R.  R.  Co.  530  (531). 
Wyandotte  Cleaner  and  Cleanser.    Ford  Co.  v.  M.  C.  R.  R.  Co.  507. 
Bulk,  value,  risk,  weight,  form  in  which  tendered,  etc.,  must  be  considered  in 

framing  classification.    Id.  507  (509). 
Where  classification  controls  rates,  Commission  is  empowered  to  pea  upon  sodi 

rates  or  practices  affecting  such  rates.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  M 

(37). 
COLORED  PERSONS. 
Fact  that  private  cars  are  owned  or  occupied  by  negroes  does  not  juftify  diecriminft- 

tion.    Chappelle  V.  L.  A  N.  R.  R.  Co.  56  (59).    Id.    (Rehearing.)    456(457). 
COMBINATION  CAR. 
Rate  on  combinatum  car  inapplicable  to  private  baggage  car  containing  stov*. 

Chappelle  v.  L.  A  N.  R.  R.  Co.  66. 
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COMBINATION  RATE. 
Local  rate,  restricted  to  industries  and  team  tracks,  was  no  part  of  combination. 

Prahlow  v,  I.  H.  B.  R.  R.  Co.  672  (673). 
Combination  rate  with  variable  minima  applicable  to  locals.    Loll  Carriage  Co. 

».  C.  K.  A  8.  Ry.  Co.  16  (16). 
Lower  combination  over  another  route  does  not  present  a  combination  lower  than 

through  rate  on  idiich  presumption  obtains  that  throu^  rate  is  unreasonable. 

Id.  15  (17). 
Cannot  apply  to  shipments  moving  via  one  road  a  combination  effective  only  over 

another  road.    Webster  Grocer  Co.  v.  C.  4(  N.  W.  Ry.  Co.  493  (495). 
Class  rate,  special  commodity  rate,  and  another  class  rate  formed  combination; 

carrier,  not  a  party  to  special  commodity  rate,  not  liable  for  misrouting  for  not 

using  such  combination.    Isbell  &  Co.  v.  L.  8.  &  M.  8.  Ry.  Co.  448  (449). 
Where  no  joint  through  rate  in  effect,  combination  of  separately  established  rates 

via  route  of  movement  constitutes  through  rate.    Fish  &  Co.  «.  N.  Y.  C.  4(  8t. 

L.  R.  R.  Co.  452. 
COMMI8SION'8  DUTY. 
Should  consider  rates  applied  over  entire  territory  likely  to  be  affected  by  change 

in  rates  to  particular  points.    Corporation  Commission  of  N.  C.  v,  N.  A  W.  Ry. 

Co.  303  (309). 
Oommisdon  should  exhaust  its  activities  in  developing  pertinent  facts  necessary  to 

full  investigation  and  hearing  of  complaint.    Quammen  A  Austad  Lumber  Co.  v. 

0.  M.  A  St.  P.  Ry.  Co.  110  (111). 
COMMISSIONS. 
Complaint  from  middleman  dismissed.    Schmidt  A  Sons  v,  M.  C.  R.  R.  Co.  535  (638). 
Person  handling  shipment  on  commission  basis  denied  reparation.    Qamble- 

Robinson  Commission  Co.  v.  St.  L.  A  8.  F.  R.  R.  Co.  114  (116). 
COMMODITIES. 
Anthnk^ite  coal.    Pennsylvania  fields,  through  Rotterdam  Junction,  Troy,  and 

Mechanicsville,  N.  Y.,  to  Holyoke,  Mass.  299. 
Antimony  ware.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City, 

Prove,  and  Ogden,  Utah,  218. 
Apples.    Seymour  and  Cedar  Gap,  Mo.,  to  Minneapolis  and  St.  Pliul,  Minn.  114. 
Baggage  and  passenger  cars,  theatrical  paraphernalia,  56. 
Bananas.    New  Orleans,  La.,  to  Texas  common  points,  22. 
Barley.    South  Dakota,  Minnesota,  and  Iowa  points  to  Omaha,  Nebr.  424. 
Barrel  staves  and  headings.    Maiden,  Mo.,  and  Arkansas  points  to  Alexandria, 

Mo.,  and  Keokuk,  Iowa,  136. 
Baskets.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Prove,  and 

Ogden,  Utah,  218. 
Baskets  for  grapes.    Metropolis,  111.,  to  Chicago,  or  Riverdale,  lU.,  rebilled  to 

Lawton,  Mich.  487  (489). 
Baskets  for  grapes  or  fruit.    Traverse  City,  Mich.,  to  Balcom,  111.  487. 
Baskets,  fruit.    Dongola,  111.,  to  Chicago  or  Riverdale,  111.,  rebilled  to  Paw  Paw, 

Mich.  487  (490). 
Beans.    Ponchatoula,  La.,  to  Chicago,  111.  613. 
Beans,  dried.    Bad  Axe,  Mich.,  to  Tulsa,  Okla.;  and  Springport,  Mich.,  to  Annis- 

too,  Ala.  448. 
Beer.    Milwaukee,  Wis.,  to  Gladstone  and  Escanaba,  Mich.  688. 
Beer.    Milwaukee,  Wis.,  to  San  Francisco  and  Oakland,  Cal.;  Gothenburg,  Nebr.; 

Cheyenne,  Wyo.;  Clayton,  N.  Mex.;  Denver,  Colorado  City,  and  Pueblo,  Cob. 

684. 
Bmt.    8t.  Louis,  Mo.,  via  Pueblo,  Colo.,  to  Leadville,  Cob.  18. 
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COMMODITIES-Continued. 
Beer  bottles,  empty.    Texas,  Louisiana,  and  Arkansas  points  to  Milwaukee,  Wis. 

590  (591). 
Beer  bottles,  secondhand.    St.  Louis,  Mo.,  to  San  Antonio,  Tex.  29. 
Beer  kegs,  empty.    Texas,  Louisiana,  and  Arkansas  points  to  Milwaukee,  Wis. 

690  (591). 
Beer  packages,  empty.    Texas,  Louisiana,  and  Arkansas  points  to  Milwaukee,  Wis. 

690. 
Beets.    Poncfaatoula,  La.,  to  Chicago,  HI.  513. 

Berries.    Strawberries.    Menomonie  Junction,  Wis.,  to  St.  Paul,  Minn.  565. 
Beiries.    Strawberries.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Bituminous  coal.    East  St.  Louis,  111.,  to  Omaha  and  South  Omaha,  Nebr.  598. 
Bituminous  coal.    Thomas,  W.  Va.,  to  Tonopah,  Nev.  527. 
Bituminous  coal.    Walsenbuig  district,  Colorado,  to  Kansas  and  Nebraska  points, 

478. 
Blacksmith  coal.    Lilly,  Pa.,  via  Cairo,  111.,  to  Texarkana,  Ark.  627  (528). 
Boots.    Brockton,  Mass.,  to  New  York,  N.  Y.  539. 
Bottles,  beer,  empty.    Texas,   Louisiana,  and  Arkansas  points  to  Milwaukee, 

Wis.  590  (591). 
Bottles,  beer,  secondhand.    St.  Louis,  Mo.,  to  San  Antonio,  Tex.  29. 
Box  cars,  narrow-gauge.    Onalaska,  Ark.,  to  Batchelor,  La.  54  (55). 
Box  shooks.    Pine  Bluff,  Ark.,  to  Fcnrt  Wcnth,  Tex.  141. 
Brick.    South  Park,  Ohio,  via  St.  Louis,  Mo.,  to  Fort  Smith,  Ark.  530  (532). 
Brick,  enameled.    Cheltenham,  Mo.,  to  Chicago,  111.  554. 
Brick,  pressed.    Cheltenham,  Mo.,  to  Tuscaloosa,  Ala.  530. 
Brushes.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Provo,  and 

Ogden,  Utah,  218. 
Buggy  bodies.    Moline,  lU.,  to  Kalamazoo,  Mich.  15. 
Butter.    Omaha,  Nebr.,  to  C.  P.  A.  territory,  397. 
Butter.    St.  Paul  and  Minneapolis,  Minn.,  to  Manistique,  Mich.,  destined  to  east* 

em  points,  285. 
Cabbage.    Lewiston,  N.  Y.,  to  Houston,  Tex.  78. 
Cabbage.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Cabbage.    St.  Rose,  La.,  via  Kenner,  La.,  to  Chicago,  ID.  3. 
Cake.    Boston,  Mass.,  to  points  in  other  states,  454. 
Camphor.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  ProTo» 

and  Ogden,  Utah,  218. 
Carrots.    Ponchatoula,  La.,  to  Chicago,  111.  513  (518). 
Cars,  box,  narrow-gauge.    Onalaska,  Ark.,  to  Bntchelor,  La.  54  (55). 
Cars,  logging,  old.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Can,  theatrical.    Southern  territory,  56. 
Catsup.    Salt  Lake  City,  Provo,  and  Ogden,  Utah,  to  Missouri  River,  MisBiasippi 

River,  and  Chicago,  111.  218. 
Cement.    La  Salle,  111.,  to  Clinton  and  Camanche,  Iowa,  492. 
Cement.    Martins  Creek,  Pa.,  to  Brockton,  Mass.  297. 
Cement.    Medicine  Lodge,  Kans.,  to  Spokane,  Wash.  139. 
Cheese.    Plymouth,  Wis.,  to  Danville,  111.  493. 
Chile  pepper.    San  Francisco,  Los  Angeles,  Tiistin,  and  Anaheim,  Cal.,  to  E  Bmo, 

Tex.  561. 
Citrus  fruits.    California  points  to  Salt  Lake  City,  Provo,  and  Ogden,  Utah,  218. 
Citrus  fruits.    Southern  California  to  the  east,  148. 
Class  and  commodity  rates.    Atlantic  seaboard  points  to  Chicago,  111.,  Duhith, 

Minn.,  and  other  western  points,  551. 
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COMMODITIES-Contiiiued. 

ClasB  and  commodity  rates.    Eastern  points  to  San  Pedro,  Cal.  323. 

Class  and  commodity  rates.    Mississippi  and  Ohio  River  crossings  to  Qeoigia,  Ala- 
bama, Florida,  and  Carolina  points,  460. 

Class  and  commodity  rates.    Spokane,  Wash.,  from  eastern  points,  102. 

Class  rates.    Billings,  Mont.,  and  Sheridan,  Wyo.,  to  Wyoming  points,  71. 

Class  rates.    Chicago,  Mississippi  River  and  Missouri  River  territories,  on  the  one 
hand,  and  Utah  points  on  the  other,  both  directions,  218. 

Class  rates.    Eastern  defined  territory  to  Nevada  points,  238. 

Class  rates.    Eastern  defined  territory  between  Missouri  River  and  Pittsbuig- 
Buffado  line  to  Phoenix.  Ariz.  257. 

Class  rates.    Roanoke  and  Lynchburg,  Va.,  and  Cincinnati,  Ohio,  to  Winston- 
Salem  and  Durham,  N.  C.  303. 

Class  rates.    Sacramento,  Cal.,  to  points  between  Reno,  Nov.,  and  Cecil  Jimction, 
Utah,  259. 

Class  rates.    Seattle  and  Tacoma,  Wash.,  and  Portland,  Or^.,  to  Washington, 
Oregon,  Idaho,  and  Montana  points,  265. 

Cleaner  (Wyandotte  Cleaner  and  Cleanser).    Wyandotte,   Mich.,   to  various 
points,  507. 

Coal.    Car  distribution,  356;  392. 

Coal.    New  England  points.    Demurrage  investigation  and  extension  of  free  time, 
496. 

Coal.    Pocahontas  fields  to  Duriiam  and  Winston-Salem,  N.  C.  SOS. 

Coal.    Walsenbuig  district,  Colo.,  to  Kansas  points,  20. 

Coal,  anthracite.    Pennsylvania  fields  to  Holyoke,  Mass.  299. 

Coal,  bitimiinous.    East  St.  Louis,  111.,  to  Omaha  and  South  Omaha,  Nebr.  598. 

Coal,  bituminous.    Thomas,  W.  Va.,  to  Tonopah,  Nev.  527. 

Coal,  bituminous.    Walsenburg  district,  southern  Colorado,  to  Kansas  and  Nebraska 
points,  478. 

Coal,  blacksmith.    Lilly,  Pn.,  via  Cairo,  111.,  to  Texarkana,  Ark.  527  (528). 

Coal,  semianthracite.    Waverly,  N.  Y.,  to  Binghamton,  N.  Y.,  originating  at 
Bemice,  Pa.  549. 

Coal  fireplaces.    Steubenvflle,  Ohio,  to  San  Francisco,  Cal.  65. 

Coke.    West  Virginia-Pennsylvania  ovens  to  Chicago,  111.  592. 

Company  material.    Tennessee  Ridge,  Tenn.,  to  Shirley,  Ind.  438. 

Columns,  porch.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufib,  Iowa,  to 
South  Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 

Compo-board.    Minneapolis,  Minn.,  to  Lemmon,  S.  Dak.  110. 

Concentrates  of  lead.    Coeur  d'Alene  district,  Idaho,  to  Carnegie,  Pa.  60. 

Cooperage.    Maiden,  Mo.,  and  Arkansas  points  to  Alexandria,  Mo.,  and  Keokuk, 
Iowa,  136. 

Com.    Ponchatoula,  La.,  to  Chicago,  111.  513. 

Com,  snap.    Calvin,  Okla.,  to  De  Queen,  Ark.  108. 

Com  shucks,  corncob  meal,  corncobs.  Dyersburg,  Tenn.  Transit  privilege,  567  (568). 

Cotton  linters.    Alice ville,  Ala.,  to  Philadelphia,  Pa.  575. 

Cotton  linters.    Bamwell,  S.  C,  to  Pawtucket,  R.  I.  79. 

Cottonseed,  hulb,  meal,  oil.    Georgia,  Alabama,  and  Tennessee  points  to  Jackson- 
ville, Fla.  336. 

Cottonseed  oil.    Oranfroburi?  and  Sumter,  S.  C,  to  Jacksonville,  Fla.  336. 

Cottonseed  oil.    Georgia  and  Alabama  points,  refined  at  Savannah,  Ga.,  reshipped 
to  MasHachusettB,  Pennsylvania,  New  Jerpey,  and  New  York  points,  434. 

Cotton  shoddy  \m\T)fi.     Philadelphia,  Pa.,  to  Chicago,  111.  512. 

Cross- ties.    Rockhouite,  Ky.,  to  Brockway  ville,  Pa.  406. 


Digitized  by 


Google 


684  INDEX. 

COMMODITIES— Continued. 
Cro68-tie8.    Tenneasee  Ridge,  Tenn.,  to  Shirley,  Ind.  438. 
CucumbeiB.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
CutteiB.    Kalamazoo,  Mich.,  to  Fond  du  Lac,  Wia.  15. 
Cypress  lumber.    Gleason,  Ark.,  to  Missouri,  Kansas,  Illinois,  Nebnaka,  and  lofwm 

points,  348. 
Dairy  products.    Omaha,  Nebr.,  to  C.  F.  A.  territ<Mry,  397. 
Deciduous  fruits.    California  points  to  Salt  Lake  (^ty,  Prove,  and  Ogden,  Utah, 

218. 
DooiB.    Minneapolis,  Minn.,  to  Lemmon,  S.  Dak.  110. 
DooiB.    Omaha  and  South  Omaha,  Nebr.,  and  Council  BluiSi,  Iowa,  to  South 

Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Dried  beans.    Bad  Axe,  Mich.,  to  Tulsa,  Okla. ;  and  Springport,  Mich.,  to  Anniston, 

Ala.  448. 
Dried  hides.    Salt  Lake  City,  Prove,  and  Ogden,  Utah,  to  Missouri  River,  and  Chi- 

ci^.  111.  218. 
Drying  racks,  iron.    Brighton,  Ohio,  to  St.  Louis,  Mo.  577. 
Earthenware.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Fkovo, 

and  Ogden,  Utah,  218. 
Eggs.    Omaha,  Nebr.,  to  C.  F.  A.  territory,  397. 
Eggs.    St.  Paul  and  Minneapolis,  Minn.,  to  Manistique,  Mich.,  destined  to  eastam 

points,  285. 
Empty  beer  packages.    Texas,  Louisiana,  and  Arkansas  points  to  Milwaukee,  Wis. 

590. 
Enameled  brick.    Cheltenham,  Mo.,  to  Chicago,  111.  554. 
Eschalots.    Ponchatoula,  La.,  to  Chicago,  111.  513. 

Express  packages.    Milwaukee,  Wis.    Free  pick  up  and  delivery  limits,  112. 
Fireplaces,  gas  and  coal.    Steubenville,  Ohio,  to  San  Francisco,  Cal.  65. 
Flour.    Bu£Ealo,  N.  Y.,  to  New  York  and  New  England  points,  128. 
Forest  products.    New  England  points.    Demurrage  investigation  and  extension  of 

free  time,  496. 
Forest  products.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufis,  Iowa,  to 

South  Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Fruit  baskets.    Dongola,  111.,  to  Chicago  or  Riverdale,  111.,  rebilled  to  Paw  Baw, 

Mich.  487  (490). 
Fruit  baskets.    Traverse  City,  Mich.,  to  Balcom,  111.  487. 
Fruits.    Apples.    Seymour  and  Cedar  Gap,  Mo.,  to  Minneapolis  and  St.  Paul, 

Minn.  114. 
Fruits.    Bananas.    New  Orleans,  La.,  to  Texas  common  points,  22. 
Fruits.    Citrus;  lemons;  oranges.    California  points  to  Salt  Lake  City,  Prove,  and 

Ogden,  Utah,  218. 
Fruits.    Citrus;  lemons;  oranges.    Southern  California  to  the  east,  148. 
Fruits.    Grapes.    Portland,  N.  Y.,  to  Chicago,  111.,  reconsigned  to  Livingston,  IlL, 

and  Benld,  111.  452. 
Fruits.    Strawberries.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Furs,  raw.    St.  Paul,  Minn.,  to  New  York,  N.  Y.  354. 
Gas  fireplaces.    SteubenviUe,  Ohio,  to  San  Francisco,  Cal.  65. 
Gndn.    Buffalo  to  New  York  and  New  England  points,  128. 
Grain.    Chicago,  and  East  St.  Louis,  111.,  Louisville,  Ky.,  Columbus  and  (Inrinnati, 

Ohio,  to  Durham  and  Winston-Salem,  N.  C.  303. 
Grain.  Dyersbuig,  Tenn.  Transit  privilege,  567. 
Grain.    MiasiBsippi  and  Ohio  River  crossings  to  Georgia,  Alabama,  Florida^  and 

Carolina  points,  460. 
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GOMlfODinES-Continued. 
Qndn.    New  England  points.    Demurrage  investigation  and  extension  of  free 

time,  496. 
Grain.    Barley,  cats,  wheat.   South  Dakota,  BCinneeota,  and  Iowa  points  to  Omaha, 

Nebr.  424. 
Grain  products.    Buffalo,  N.  Y.,  to  New  York  and  New  England  points,  128. 
Grain  products.    Chicago  and  East  St.  Louis,  111.,  to  Louisville,  Ky.;  Columbus 

and  Cincinnati,  Ohio,  to  Durliam  and  Winston-Salem,  N.  C.  303. 
Grain  products.    Dyersburg,  Tenn.    Transit  privilege,  567  (568). 
Grain  products.    Biississippi  and  Ohio  river  crossings  to  Geoigia,  Alabama,  Florida, 

and  Carolina  points,  460. 
Grain  products.    New  England  points.    Demurrage  investigation  and  extension  of 

free  time,  496. 
Gn^M  baskets.    Metropolis,  III.,  to  Chicago  or  Riverdale,  111.,  rebilled  to  Lawton, 

Mich.  487  (489). 
Grape  baskets.    Traverse  City,  Mich.,  to  Balcom,  111.  487. 
Grapes.    Portland,  N.  Y.,  to  Chicago,  HI.,  reconsigned  to  Livingston,  111.,  and 

Benld,  111.  452. 
Grates,  gas  and  coal.    Steubenville,  Ohio,  to  San  Francisco,  Cal.  65. 
Green  hides.    Salt  Lake  City,  Prove,  and  Ogden,  Utah,  to  Missouri  River,  and 

Chio^o,  111.  218. 
Groceries.    Orange,  Tex.,  to  Eunice,  La.  502. 
Gums.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Provo,  and 

Ogden,  Utah,  218. 
Hard-wood  lumber.    Gleason,  Ark.,  to  Missouri,  Ksusss,  Illinois,  Nebraska,  and 

Iowa  points,  348. 
Hay.    Chicago  and  East  St.  Louis,  111.,  Louisville,  Ky.,  (3olumbus  and  Cincinnati, 

Ohio,  to  Durham  and  Winston-Salem,  N.  C.  303. 
Hay.    East  St.  Louis,  lU.    Reconsignment,  533. 
Hay.    Henderson,  Colo.,  to  Breaux  Bridge,  La.  63. 

Hay.    Mississippi  and  Ohio  river  crossingi  to  Geoigia,  Alabama,  Florida,  and  Caro- 
lina points,  460. 
Hay.    OtBcial  Classification  territory,  34. 
Hay.    Warsaw  Junction,  Ohio,  to  Allen  town.  Pa.,  reconsigned  to  Perth  Amboy, 

N.  J.  475. 
Headings,  barrel.    Maiden,  Mo.,  and  Arkansas  points  to  Alexandria,  Mo.,  and  Keo- 
kuk, Iowa,  136. 
Hickory  spokes.    Fort  Payne,  Ala.,  and  Chattanooga,  Tenn.,  to  Ionia,  Mich.  458. 
Hides,  green  and  dried.    Salt  Lake  City,  Provo,  and  Ogden,  Utah,  to  Missouri 

River,  and  Chicago,  111.  218. 
Ice.    Wolf  Lake,  Ind.,  to  South  Chicago,  HI.  572. 
Iron,  scrap.    Petersville,  Tex.,  to  Carondelet,  Mo.  505. 
Iron  drying  racks.    Brighton,  Ohio,  to  St.  Louis,  Mo.  577. 
Joist.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufii,  Iowa,  to  South  Dakota, 

Colorado,  Kansas,  and  Wyoming  points,  156. 
Junk  bottles.    St.  Louis,  Mo.,  to  San  Antonio,  Tex.  29. 

Kegs,  beer,  empty.    Texas,  Louisiana,  and  Arkansas  points  to  Milwaukee,  Wis.  660. 
Lead  ore.    Coeur  d'Alene  district,  Idaho,  to  Carnegie,  Fa.  60. 
Leeks.    Ponchatoula,  La.,  to  Chicago,  HI.  513  (518). 
LemoM.    California  to  the  east,  148. 

LemoM.    California  points  to  Salt  Lake  City,  Provo,  and  Ogden,  Utah,  218. 
Lettuce.    Ponchatoula,  La.,  to  Chicago,  Dl.  513. 
Lining,  cotton  shoddy.    Philadelphia,  Pa.,  to  Chicago,  HI.  512. 
Linteia,  cotton.    Aliceville,  Ala.,  to  Philadelphia,  P^  575. 
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Linten,  cotton.    Barnwell,  8.  0.,  to  P^wtucket,  R.  I.  79. 
Liquora.    Milwaukee,  Wis.,  to  Gladstone  and  Escanaba,  Mich.  588. 
Logging  can,  old.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Lumber.    Atlanta,  La.,  to  Detroit,  Mich.,  and  Chicago,  111.  343. 
Lumber.    Baker  City,  Or^.,  to  Mammoth,  Utah,  582. 
Lumber.    Beaudette,  Minn.,  to  Chicago,  HI.,  reconsigned  in  transit  to  Elsdon,  HI. 

482. 
Lumber.    Bellamy,  Ala.,  to  Holly  Beach,  N.  J.  295. 
Lumber.    Davisville,  Tex.,  to  Suita  Rita,  N.  Mex.  146. 

Limiber.    Dothan,  Ala.,  to  Roodhouse,  HI.,  reconsigned  to  Chicago,  111.  482  (4S4). 
Lumber.    Diu*ham  and  Winston-Salem,  N.  C,  to  Cincinnati  and  Columbus,  Ohio, 

303. 
Lumber.    Greenville,  Mo.,  via  East  St.  Louis,  HI.,  to  Roodhouse,  111.  482  (483). 
Lumber.    Hertford.  N.  C,  to  Ashland,  Ohio,  293. 

Lumber.    Lecompt  and  Cady  Switch,  La.,  to  Omaha,  Nebr.,  and  other  points,  12. 
Lumber.    New  England  points.    Demurrage  investigation  and  extension  ol  free 

time,  496. 
Lumber.    Newport,  Tenn.    Transit  rates,  522. 
Lumber.    Oakdale,  La.,  to  Port  Arthur,  Tex.  50. 
Liunber.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufis,  Iowa,  to  South 

Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Lumber.    Saron,  Tex.,  to  Altus,  Okla.,  and  Davisville,  Tex.,  to  Santa  Rita,  N.  Mex. 

146. 
Lumber.    Southwestern  points  to  Omaha,  Nebr.  419. 
Limiber.    Victoria,  Va.,  to  Alliance,  Ohio,  144. 
Lumber.    Wallabout  Basin,  N.  Y.    Lighterage,  30. 
Lumber.    Williams,  Flagstaff,  and  Giffs,  Ariz.,  to  Arizona  points,  119. 
Lumber,  cypress  and  hard- wood.    Gleason,  Ark.,  to  Missouri,  Kansas,  niinois, 

Nebraska,  and  Iowa  points,  348. 
Lumber,  yellow-pine.    Louisiana,  Texas,  Arkansas,  and  Missouri  points  to  western 

Nebraska,  333. 
Meat.    Mississippi  and  Ohio  River  crossings  to  Georgia,  Alabama,  Florida,  and 

Carolina  points,  460. 
Melons.    Watermelons.    Lowell,  Fla.,  to  Pittsburg,  Pa.,  diverted  at  Altoona,  Fa.  1. 
Melons.    Watermelons.    Ponchatoula,  La.,  to  Chicago,  HI.  513  (518). 
Metals.    Coeur  d'Alene  district,  Idaho,  to  Carnegie,  Pa.  60. 
Millwork.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufb,  Iowa,  to  South 

Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Molasses.    Philadelphia,  Pa.,  via  Manunka  Chunk,  N.  J.,  to  Buffalo,  N.  J.  68. 
Motor  vehicles.    Buffalo,  N.  Y.    Transfer  chaige,  579. 
Narrow-gauge  box  cars.    Onalaska,  Ark.,  to  Batchelor,  La.  54  (55). 
Oak  cross-ties.    Rockhouse,  Ey.,  to  Brockwayville,  Pa.  406. 
Oats.    South  Dakota,  Minnesota,  and  Iowa  points,  to  Omaha,  Nebr.  424. 
Oil.    Caddo  oil  fields.  La.,  to  Texas  points  and  Moigan  City,  La.  544. 
Oil.    Muskogee,  Okla.,  to  New  Orleans,  La.  132. 
Oil,  cottonseed.    Georgia  and  Alabama  points,  refined  at  Savannah,  Ga.,  reshipped 

to  Massachusetts,  Pennsylvania,  New  Jereey,  and  New  York  points,  434. 
Oil,  cottonseed.    Georgia,  Alabama,  and  Tennessee  points  to  Jackscmville,  Fla.  S36. 
Oranges.    California  to  the  east,  148. 

Oranges.    California  points  to  Salt  Lake  City,  Prove,  and  Ogden,  Utah,  218. 
Ore,  lead.    Coeur  d'Alene  district,  Idaho,  to  Carnegie,  Pa.  60. 
Packing-house  products.    Chicago  and  East  St.  Louis,  111.,  Louisville,  Ky.,  OohoH 

bus  and  Cincinnati,  Ohio,  to  Durham  and  WinsitcA-Salem,  N.  C.  SOB. 
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PteldDg-house  products.    Mini«ippi  and  Ohio  river  crosBingB  to  Geoigia,  Al^h^m^^ 

Florida,  and  Carolina  points,  460. 
Parmipa.    Ponchatoula,  La.,  to  Chicago,  111.  513  (518). 
Panenger  cars.    Theatrical  equipment.    Southern  territory,  56. 
PeltB,  oheep.    Salt  Lake  City,  Prove,  and  Ogden,  Utah,  to  Missouri  River,  and  Chi« 

cago,  111.  218. 
Pepper,  chile.    San  Francisco,  Los  Angeles,  Tustin,  and  Anaheim,  Cal.,  to  £1  Paso, 

Tex.  561. 
Petroleum.    Caddo  oil  field,  La.,  to  Galveston,  Sabine,  and  Orange,  and  lanHinga  qq 

Neches  and  Sabine  Rivers,  all  in  Texas,  and  to  Morgan  City,  La.  544. 
Petroleum.    Muskogee,  Okla.,  to  New  Orleans,  La.  132. 
Plaster,  wall.    Syracuse,  N.  Y.,  to  Boston,  Mass.,  and  New  York,  N.  Y.  480. 
Poles,  tent.    Theatrical  equipment.    Southern  territory,  56. 
Porch  columns.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Bluffs,  Iowa,  to 

South  Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Potatoes.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Poultry.    Omaha,  Nebr.,  to  C.  F.  A.  territory,  3^. 
Pressed  brick.    Cheltenham,  Mo.,  to  Tuscaloosa,  Ala.  530. 
Private  cars.    Theatrical  equipment.    Southern  territory,  56. 
Produce.    St.  Paul  and  Minneapolis.  Minn.,  to  Manistique,  Mich.,  destined  to 

eastern  points,  285. 
Produce.    Cabbage.    Lewistown,  N.  Y.,  to  Houston,  Tex.  78. 
Produce.    Cabbage.    St.  Rose,  La.,  via  Kenner,  La.,  to  Chicago,  111.  3. 
Produce.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Racks,  iron  drying.    Brighton,  Ohio,  to  St.  Louis,  Mo.  577. 
Radishes.    Ponchatoula,  La.,  to  Chicago,  lU.  513  (518). 
RaUs,  steel,  second-hand.    Onalaska,  Aric.,  to  Batchelor,  La.  54. 
Railway  equipment.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Railway  material.    Tennemee  Ridge,  Tenn.,  to  Shirley,  Ind.  438. 
Rugs.    Asiatic  points  through  Pacific  coast  porta  to  Salt  Lake  City,  Prove,  and 

Ogden,  Utah,  218. 
Sago.   Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  IVovo,  and  Ogden, 

Utah,  218. 
Sash.    Minneapolis,  Minn.,  to  Lemmon,  8.  Dak.  110. 
Sash.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufb,  Iowa,  to  South  Dakota, 

Colorado,  Kansas,  and  Wyoming  points,  156. 
Scrap  iron.    Peterrville,  Tex.,  to  Carondelet,  Mo.  505. 
Seats.    Theatrical  equipment.    Southern  territory,  56. 
Secondhand  beer  bottles.    St.  Louis,  Mo.,  to  San  Antonio,  Tex.  20. 
Secondhand  steel  rails.    Onaladca,  Ark.,  to  Batchelor,  La.  54. 
Semianthracite  coal,   Waveriy,  N.  Y.,  to  Binghamton,  N.  Y.,  originating  at  Bemice, 

Pa.  549. 
Sheep.    Louisville,  Ky.,  to  Columbia,  Ttam.  563. 
Sheep  pelts.    Salt  Lake  City,  Prove,  and  Ogden,  Utah,  to  Missouri  River  and  Chicago, 

lU.  218. 
Shingles.    Monroe,  La.,  to  C^oweU,  Tex.  117. 
Shoddy,  cotton  lining.    Philadelphia,  P^.,  to  Chicago,  III.  512. 
Shoes.    Brockton,  Man.,  to  New  York,  N.  Y.  539. 
Shoes.    North  Adams,  Maa.,  to  Sikeston,  Mo.,  via  St.  Louis,  Mo.  428. 
Shooks,  box.    Pine  Bluff.  Ark.,  to  Fort  Worth,  Tex.  141. 
Skidders,  steam.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Smithing  coal.    Lilly,  P^.,  via  Cairo,  III.,  to  Texarkana,  Ark.  527  (528). 
Snap  com.    Oalvin,  Okla.,  to  De  Queen,  Ari^.  106. 
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Soda  aflh  (Wyandotte  Cleaner  and  Cleanser).    Wyandotte,  Mich.,  to  varioiiB  poanta, 

607. 
Soft  coal.    East  St.  Louis,  111.,  Omaha  and  South  Omaha,  Nebr.  508. 
Soft  coal.    Thomas,  W.  Va.,  to  Tonopah,  Nev.  527. 
Soft  coal.    Walsenbuig  district,  Colo.,  to  Kansas  and  Nebraska  points,  478. 
Spokes,  hickory.    Fort  Payne,  Ala.,  and  Chattanooga,  Tenn.,  to  Ionia,  Mich.  456. 
Squash.    Ponchatoula,  La.,  to  Chicago,  111.  513  (518). 
Stairwork.    Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufb,  Iowa,  to  Soatb 

Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Staves,  barrel.    Maiden,  Mo.,  and  Arkansas  points  to  Alexandria,  Mo.,  and  Kaokok, 

Iowa,  136. 
Steam  skidders.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Steel  rails,  secondhand.    Onalaska,  Ark.,  to  Batchelor,  La.  54. 
Stove.    Theatrical  equipment.    Southern  territory,  56. 
Straw.    Official  Classification  territory,  34. 
Strawberries.    Menomonie  Junction,  Wis.,  to  St.  Paul,  Minn.  565. 
Strawberries.    Ponchatoula,  La.,  to  Chicago,  111.  513. 
Sugar.    New  Delhi,  Cal.,  to  Missouri  River  and  intermediate  points,  6. 
Tallow.    Salt  Lake  City,  Provo,  and  Ogden,  Utah,  to  Missouri  River,  and  Oiicago» 

m.  218. 
Tapioca.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Provo,  and 

Ogden,  Utah,  218. 
Tea  and  tea  dust.    Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City, 

Provo,  and  Ogden,  Utah,  218. 
Tents.    Theatrical  equipment.    Southern  territory,  56. 
Theatrical  equipment    Southern  territory,  56. 
Ties.    Rockhouse,  Ky.,  to  BiockwayviUe,  Pla.  406. 
Ties.    Southport,  La.,  to  East  St.  Louis,  111.,  and  Mississippi  points  to  New  Orleans, 

La.  314. 
Ties.    Tennessee  Ridge,  Tenn.,  to  Shirley,  Ind.  438. 
Timber.    Omaha  and  South  Omaha,  Nebr.,  and  Council  BluiSiy  Iowa,  to  Sooth 

Dakota,  Colorado,  Kansas,  and  Wyoming  points,  156. 
Timber.    Williams,  Flagstaff,  and  Cliffs,  Aria.,  to  Arizona  points,  119. 
Vegetables.    Chicago,  111.    Unloading,  3. 

Vegetables.    Beans,  cabbage,  lettuce.    Ponchatoula,  La.,  to  Qiicago,  m.  513. 
Wall  plaster.    Syracuse,  N.  Y.,  to  Boston,  Mass.,  and  New  York,  N.  Y.  480. 
Washing  compound  (Wyandotte  Cleaner  and  Cleanser).    Wyandotte,  Mich.,  to 

various  points,  507. 
Watermelons.    Lowell,  Fla.,  to  Pittsburg,  Pa.,  diverted  at  Altoooa,  Pa.  1. 
Watermelons.    Ponchatoula,  La.,  to  Chicago,  111.  513  (518). 
Wheat.    South  Dakota,  Minnesota,  and  Iowa  points  to  Omaha,  Nebr.  424. 
Wooden  buggy  bodies.    Moline,  111.,  to  Kalamasoo,  Mich.  15. 
Wool.    Detroit,  Mich.,  to  Boston,  Mass.  535. 
Wool.    Salt  Lake  City,  Provo,  and  Ogden,  Utah.,  to  Missouri  River,  and  CfaicafDi, 

111.  218. 
Wyandotte  Cleaner  and  Cleanser.    Wyandotte,  Mich.,  to  various  pdnti,  507. 
Yellow-pine  lumber.    Oakdale,  La.,  to  Port  Arthur,  Tex.  50. 
Yellow-pine  lumber  and  products.    Louisiana,  Texas,  Arkansas,  and  Uimom 

points  to  western  Nebraska,  333. 
COMMODITY  RATE. 
Commodity  rate  should  be  strictly  applied,  and  such  rating  on  "pepper"  does  not 

take  "chile  pepper"  out  of  classification.    Crombie  A  Co.  v,  8.  P.  Oo.  561  (Mt). 
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n  General  policy  ia  to  make  lower  than  class  rates  the  rates  on  commoditiee  the  move- 1 

%     ment  of  which  is  deemed  necessary  to  development  of  mercantile  interests  and  J 

n    industries.    R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (255).  ' 

COMMON  CARRIER. 

No  railroad  transporting  private  cars  of  theatrical  companies  has  been  held  a 

private  carrier  since  act  took  effect.    Chappelle  v.  L.  A  N.  R.  R.  Co.  456. 
Tugboat  company,  owned  by  oil  company  whose  products  comprised  nearly  all  of 

tugboat  company's  business,  was  held  not  entitled  to  demand  through  routes  and 

joint  rates,  even  though  incorporated  as  a  common  carrier.    Gulf  Coast  Naviga- 
tion Co.  V.  K.  C.  S.  Ry.  Co.  544. 
COMMUTATION  TICKET. 
Initial  carrier's  tariff  did  not  cancel  lower  commutation  rate  named  in  tariff  ol 

another  carrier  to  which  initial  line  was  a  party;  reparation  awarded.    Stilwell, 

V.  L.  A  H.  R.  R.  Co.  404. 
Reparation  awarded  for  unused  coupons  from  exchange  scrip  book  thou^  pre- 
sented after  prescribed  time;  error  in  tariff  made  time  limit  invalid.    Rlckel  v. 

A.  T.  A  8.  P.  Ry.  Co.  499  (600). 
COMPARATIVE  RATE. 
Box  shooks  rate  should  not  exceed  rate  on  yellow-pine  lumber.    Sawyer  A  Austin 

Lumber  Co.  v.  St.  L.  I.  M.  A  8.  Ry.  Co.  141  (143). 
Cake  rate  may  be  higher  than  bread  rate  but  ought  not  to  exceed  regular  merchandise 

rate.    Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454  (455). 
Cottonseed  meal  and  cottonseed  hulls  compared  with  cottonseed.    Florida  Cotton 

Oil  Co.  V.  C.  of  G.  Ry.  Co.  336  (339). 
Cotton  shoddy  given  same  rate  as  cotton  piece  goods.    Johnson  Co.  v.  Clyde  8.  8. 

Co.  512. 
Dairy  products  rate  may  properly  be  compared  with  rates  on  such  products  throng- 

out  the  country,  especially  where  circumstances  are  similiar.    Commercial  Club 

of  Omaha  v.  B.  A  0.  R.  R.  Co.  397  (402). 
Enameled  brick  and  press  brick  rates  compared.    Hydraulic-Press  Brick  Co.  v. 

St.  L.  &  8.  F.  R.  R.  Co.  554  (555). 
Hickory  spokes  rate  should  not  exceed  rate  on  hard-wood  lumber  by  more  than 

3  cents.    Ionia  Wagon  Co.  v.  A.  G.  8.  R.  R.  Co.  458  (459) 
Pressed  brick  rate  reduced  to  rate  on  fire  brick,  fire  brick  being  more  valuable  than 

ordinary  pressed  brick.    Hydraulic-Prees  Brick  Co.  v.  M.  &  O.  R.  R.  Co.  530  (531). 
Smithing  coal,  being  of  greater  value,  may  properly  be  charged  higher  rate  than 

ordinary  bituminous  coal.  Sligo  Iron  Store  Co.  v.  U.  P.  R.  R.  Co.  527  (529). 
Ties  entitled  to  same  rate  as  lumber.    Chicago  Car  Lumber  Co.  v.  L.  dc  N.  R.  R. 

Co.  438  (439). 
Rates  on  classes  B,  C,  D,  and  F  not  found  relatively  too  high.    Morgan  Grain  Co.  v. 

A.  C.  L.  R.  R.  Co.  460  (469). 
Traffic  demanding  special  service  in  point  of  train  speed  not  justly  compared  with 

traffic  not  given  such  consideration.    Waco  Frei^t  Bureau  v.  H.  A  T.  C.  R.  R. 

Co.  22  (26). 
Low  rate  on  coke  for  blast-furnace  use  not  conclusive  of  unreasonableness  of  hi^er 

rate  on  coke  for  smelting  copper,  silver,  etc.    Anaconda  Copper  Mining  Co.  v. 

C.  &  E.  R.  R.  Co.  592  (597). 
Commission's  impresarion  is  that  rates  on  box  shocks,  laths,  shingles,  ties,  and  cer- 
tain other  rou^  products  of  lumber  ordinarily  do  not  exceed  rate  <m  the  lumber 

from  which  they  are  manufturtured.    Sawyer  A  Austin  Lumber  Co.  v.  St.  L.  I- 

M.  A  S.  Ry.  Co.  141  (143). 
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COMPENSATION, 
Oarritf  is  prohibited  from  accepting  either  more  or  lees  or  different  compwiwitkm 

than  that  stated  in  tariff.    Ford  Co.  v.  M.  C.  B.  R.  Co.  507  (511). 
COMPETING  LINE. 
Combination  via  one  line  can  not  be  applied  to  shipment  moving  via  another. 

Webster  Grocer  Co.  v.  C.  A  N.  W.  By.  Co.  493  (495). 
Rate  on  another  line  for  similar  distance  under  similar  circumstances  considered. 

City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (177). 
Rates  not  fixed  solely  with  reference  to  weaker  competing  line;  cost  of  handling* 

traffic  over  short  and  easy  line  laigely  influences  rate.    Commercial  Club  of  Salt 

Lake  City  v.  A.  T.  &  S.  F.  Ry.  Co.  218  (222). 
Where  carriers  granted  a  transit  privilege  at  Omaha  and  denied  such  privilege  at 

Detroit,  but  the  carriers  that  served  Omaha  were  not  the  same  that  served  DeHoit, 

petition  asking  establishment  of  privilege  at  Detroit  was  dismissed.    Sdimidt 

&  Sons  v.  M.  C.  R.  R.  Co.  535  (537). 
COMPETITION. 
Water  competition  not  proven.    Pennsylvania  Smelting  Co. «.  N .  P.  Ry .  Co.  00  (61). 
Rebutting  presumption  of  imreasonableness  of  rate.    Pabst  Brewing  Co.  v.  C.  M.  A 

St.  P.  Ry.  Co.  584  (587). 
Water  competition  created  by  floating  ties  down  river.    Preston  v.  C.  A  0.  By  Co. 

406  (407). 
Seattle  can  not  be  used  as  standard  by  which  to  measure  Spokane  rate.    City  of 

Spokane  v.  N.  P.  Ry.  Co.  162  (174). 
Competition  is  an  important  element  in  determining  reasonableness  of  rate.    Cor- 
poration Commiasion  of  N.  C.  v.  N.  &  W.  Ry.  Co.  303  (309). 
Rate  to  competitive  point  is  not  fait  standard  of  reasonableness  of  rate  to  noncom- 
petitive point.    Id.  303  (308). 
Water  competition  affecting  domestic  and  export  lumber  rates.    Industrial  Lumber 

Co.  V,  St.  L.  W.  &  G.  Ry.  Co.  50  (52). 
Rates  are  strongly  influenced  or  controlled  by  competition  in  this  case.    Omaha 

Grain  Exchange  v.  C.  A  N.  W.  Ry.  Co.  424  (433). 
Vicissitudes  of  competition  among  shippers  can  not  be  compensated  tot  in  the  freight 

rate.    Ponchatoula  Farmers'  Asso.  v.  I.  C.  R.  R.  Co.  513  (516). 
Carrier  may  for  competitive  reasons  establish  a  rate  lower  than  it  could  justly  be 

compelled  by  Conmiission  to  establish.    Breese-Trenton  Mining  Co.  v.  W.  R.  B. 

Co.  598  (600). 
Circumstances  tending  to  negative  presumption  of  unreasonableness  of  greater 

charge  to  shorter-distance  points.    Fisk  A  Sons  v,  B.  A  M.  B.  B.  299  (301). 
Low  competitive  rate  on  coke  for  blast  furnace  use  not  conclusive  of  unreascmable- 

ness  of  higher  rate  on  coke  for  smelting  copper,  silver,  etc.    Anaconda  Copper 

Mining  Co.  v.  C.  &  E.  R.  R.  Co.  592  (597). 
Unjust  to  fix  rates  so  as  to  destroy  business  of  one  concern  and  create  a  monopoly  in 

favor  of  other  concerns,  even  though  it  be  merely  incidental  to  meeting  competi- 
tive rates.    Spiegle  A  Co.  v.  S.  Ry.  Co.  522  (525). 
Higher  rate  to  shorter-distance  point  justified  by  proving  competitkm.    dragon 

Plaster  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  480. 
At  their  pleasure  carriers  may  or  may  not  meet  competition,  so  long  as  no  undue 

discrimination  or  preference  results.    Harbor  City  Wholesale  Co.  of  San  Pedro  v. 

8.  P.  Co.  323  (329). 
That  carriers  are  at  liberty  to  meet  water  competition  in  whatever  way  and  at 

whatever  point  and  to  whatever  extent  they  see  fit  can  not  be  admitted,    dtj  of 

Spokane  v.  N.  P.  Ry.  Co.  162  (168). 
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COMPLAINT. 

Informal  letter  must  contain  all  elements  of  a  claim  to  stop  running  of  statute.  Fisk 
&  Sons  V.  B.  &  M.  R.  R.  299  (300). 

Circumstances  bearing  <m  questions  involved  should  be  presented.  Quamman  A 
Austad  Lumber  Co.  v.  C.  M.  &  St.  P.  Ry.  Co.  110  (111). 

Complaint  against  all  rates  between  two  points  is  not  sufficient;  there  must  be  spe- 
cific attack  upon  specific  rates.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (170). 

Letter,  setting  forth  nature  of  claim  and  expense  bills,  showing  shipments  and 
amount  paid,  is  sufficient.    Gamble-Robinson  Commission  Co.  v.  St.  L.  A  S.  F. 
R.  R.  Co.  114. 
COMPROMISE. 

Reparation  claims  growini?  out  of  reconpi^nment  charge  compromised.  St.  Louis 
Day  &  Grain  Co.  v.  M.  &  O.  R.  R.  Co.  533  (534). 

Shipper  contracted  with  carrier  not  to  file  reparation  claim,  on  compromise  basis; 
filed  claim  but  did  not  appear  at  hearing;  case  dismissed.    Deeves  Lumber  Co.  v. 
C.  A  N.  W.  Ry.  Co.  482  (485). 
CONCENTRATION. 

Special  distance  rate  for  concentration  between  stations  on  a  particular  road  on  goods 
to  be  reshipped  via  that  road.    Webster  Grocer  Co.  v.  C.  A  N .  W.  Ry .  Co.  493  (494). 

Attempt  to  connect  outbound  interstate  movements  with  inbound  movements  to  a 
concentrating  point  under  rate  not  on  file  with  Commission  is  unlawful.    St.  Paul 
Board  of  Trade  v.  M.  St.  P.  A  S.  Ste.  M.  Ry.  Co.  285  (288). 
CONFISCATORY. 

Whether  result  will  deprive  carriers  of  fair  return  on  their  property  must  be  consid- 
ered before  making  reduction.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (173). 
CONFLICT  IN  TARIFF. 

Lawfully  established  rate  remains  in  force  until  specifically  canceled.  Stilwell  v. 
L.  A  H.  R.  Ry.  Co.  404  (405). 

Two  tariff  rates  on  same  articles;  higher  rate  should  not  be  charged.    Ohio  Foundry 
Co.  V.  P.  C.  C.  A  St.  L.  Ry.  Co.  65  (67). 
CONNECTING  CARRIERS. 

Both  initial  and  connecting  carriers  required  to  pay  reparation;  eadi  misrouted  same 
shipments.    Beekman  Lumber  Co.  v.  L.  By.  A  N.  Co.  343. 
CONSOLIDATED  SHIPMENT. 

Naming  one  consignee  for  consolidated  shipment.    Davies  v.  I.  C.  R.  R.  Co.  3  (4). 

"Pool"  cars  for  consolidating  shipments.    Portland  Chamber  of  Commerce  v.  O. 
R.R.akN.  Co.  265(270). 
CONSTRUCTION  OF  ACT.    ^ee  SBcnoNa  Onb,  Two,  Th&bb,  etc. 
CONTRACT. 

Contract  of  sale  based  on  anticipated  lower  rate.  Sawyer  A  Austin  Lumber  Co.  v. 
St.  L.  I.  M.  A  S.  Ry.  Co.  141  (142). 

Shipper  contracted  with  carrier  not  to  file  reparation  claims;  filed  claim  but  did  not 
appear  at  hearing;  case  dismissed.  Deeves  Lumber  Co.  v.  C.  A  N.  W.  Ry.  Co. 
482  (485). 

Railroads  have  right  to  contract  for  coal  supply  with,  and  send  their  cars  to,  particu- 
lar mines,  to  exclusion  of  other  mines.    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co. 
356(364). 
COST  OF  OPERATION. 

Advance  in  wag«e.     Banner  Milling  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (180). 

Where  transportation  conditions  are  difficult  and  volume  of  businees  comparatively 
small.    Billings  Chamber  of  Commerce  v.  C.  B.  A  Q.  R.  R.  Co.  71  (75). 

Cost  of  operation  is  somewhat  more,  and  corresponding  rates  may  properly  be  some- 
what hisrher  in  this  territory  than  east  ol  the  Missouri  River.    (?ity  of  Spokane  v, 
N.  P.  Ry.  Co,  162(173). 
71320*— VOL  1^—11 tt 
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COST  OF  OPERATION— Continued. 

Wages,  4^ce  of  materials  and  supplies,  greater  amount  hauled  hj  trains,  densitj  of 
traffic,  as  affecting  cost  of  operation;  and  cost  of  operation  on  weak  competiiig  line 
considered.    Commercial  Club  of  Salt  Lake  aty  v.  A.  T.  &  8.  F.  Ry.  Co.  218  (222). 

A  road  is  built  and  operated  as  a  whole  and  local  rates  are  not  to  be  made  witli  ref- 
erence to  difficulties  of  each  particular  portion;  heavy  grades  and  tunnels  add  to 
cost  of  operation.    Traffic  Bureau  of  Merchants*  Exchange  of  San  Francisco  v. 
S.  P.  Co.  259  (261). 
COST  OF  REPRODUCTION. 

Considered  in  determining  reasonableness  oi  rate.    C^ty  of  Spokane  v.  N.  P.  Ry. 
Ck).  162  (170);  Portland  (Chamber  of  Commerce  v.  0.  R.  R.  A  N.  Co.  265  (280). 
COST  OF  SERVICE. 

What  cost  of  service  implies.    Morgan  Grain  0>.  v.  A.  C.  L.  R.  R.  Co.  460  (470). 

Fast  refrigerator  car  service.    Waco  Freight  Bureau  v.  H.  &  T.  C.  R.  R.  Oj.  22  (26). 

Cost  of  handling  business  over  short  and  easy  line  greatly  influences  rate.  Com- 
mercial aub  of  Salt  Lake  City  v.  A.  T.  &  S.  F.  Ry.  O).  218  (222). 

More  expensive  to  handle  less-than-carload  freight.  Commercial  Club  of  Omaha  «. 
B.  &  O.  R.  R.  Co.  397  (401). 

Expense  of  moving  citrus  fruits  under  refrigeration.  Arlington  Heights  Fruit 
Exchange  v.  S.  P.  Co.  148  (154). 

Cost  of  reconsignment  service.    St.  Louis  Hay  Sc  Grain  Co.  v,  M.  &  0.  R.  R.  Co.  533. 

Whatever  may  be  cost  of  service,  giving  greater  consideration  to  trminkad  than 
to  carload  traffic  would  be  to  prejudice  of  small  shipper  and  the  public.    Anaconda 
Copper  Mining  Co.  v.  C.  &  E.  R.  R.  Co.  502  (596). 
COUNTING  PACKAGES. 

Rule  not  unreasonable  which  compels  shippers  to  count  packages  of  perishable 
freight.    Ponchatoula  Fkumers'  Asso.  v.  I.  C.  R.  R.  Co.  513  (521). 
CJOURT. 

Commissicai  must  follow  Supreme  0>urt'8  decisions.  City  of  Spokane  v.  N.  P.  Ry. 
(^.  162  (170);  Fisk  &  Sons  v.  B.  &  M.  R.  R.  299  (301). 

If  there  exists  any  authority  to  require  an  express  company,  idiich  has  sold  oot,  to 
resume  business,  it  is  in  the  courts.     Douglas  Shoe  Co.  v.  Adams  Express  Co.  539 
(642). 
CREDIT  A(XX)UNT. 

Cancellation  of  credit  account.    Fisk  &  Sons  v.  B.  A  M.  R.  R.  299  (300). 
CUSTOM. 

Retroactive  application  of  reconsignment  privilege  not  sanctioned,  even  though 
carrier's  custom  was  to  permit  reconsignment  without  tarifif  authority.    Oady 
Lumber  Co.  v.  M.  P.  Ry.  Co.  12  (13). 
DAMAGED  GOODS. 

No  objection  to  special  rate  based  on  value  of  damaged  or  defective  goods.     In  rs 
Reduced  Rates  on  Returned  Shipments,  409  (418). 
DAMAGES. 

No  jurisdiction  to  require  prompt  settlement  of  damage  claims.  Ponchatoula 
Farmers*  Asso.  v.  I.  C.  R.  R.  Co.  513  (515). 

Loss  sustained  through  misquotation  of  rate  is  no  proper  ground  for  damages.  Ala- 
bama Lumber  &  Export  Co.  v.  P.  B.  &  W.  R.  R.  Co.  295. 

Awarded  for  loss  sustained  as  result  of  carrier's  failure  to  post  tariff  changing  rate. 
Canadian  Valley  Grain  Co.  v.  C.  R.  L  &  P.  Ry.  Co.  108  (109). 

Awarded  for  loss  sustained  through  ^lure  to  comply  with  reconsignment  ordeo; 
but  decline  in  market  price  of  commodity  and  commissions  for  its  sale  are  not 
within  Commission's  jurisdiction.    Hanley  Milling  Co.  «.  P.  Co.  475. 

Awarded  against  lake-line  defendants  for  damages  because  of  unreasonable  advances 
to  cover  marine  insurance  protection  which  was  never  given.  Wyman,  I^ 
tridge  &  Co.  v.  B.  &  M.  R.  R.  551. 
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DAMAG  ES— Continued. 

Agent  told  pMsenger  that  round-trip  ticket  could  be  secured  at  neighboring  town; 
train  did  not  stop  long  enough  to  permit  purchase  of  ticket;  passenger  forced  to 
pay  regular  hiee  in  both  directions;  no  discrimination  being  shown,  damages 
were  denied.    Ballin  v.  S.  P.  Co.  603. 

Complainant  entitled  to  recover  damages  for  loss  sustained  through  discrimination 
in  car  distribution.  Question  of  amount  of  damages,  from  loss  of  contracts  and 
sales,  etc.,  reserved  for  further  consideration.  Hillsdale  Coal  Sc  Coke  Co.  v.  P.  R. 
R.  Co.  356;  Jacoby  A  Co.  v.  P.  B.  B.  Co.  392. 

No  damages  could  be  awarded  against  express  company  which  had  sold  out.  Doug- 
las Shoe  Co.  V.  Adams  Express  Co.  539  (543). 

^Vhile  we  now  hold  that  the  Adams  Co.  ought  to  accord  75-ceDt  rate,  it  is  not  apparent 
that  we  could  or  should  award  damages  for  their  bulure  to  do  so.     Id .  539  (54S ) . 

No  proof  of  such  undue  delay  in  furnishing  additional  unloading  faicilitict^  n^  to 
make  defendant  legally  responsible  in  damages.  Reiter,  Curtin  A  Hill  v.  N.  Y.  S. 
A  W.  R.  R.  Co.  290  (292). 

Reparation  awarded  on  basis  of  discriminatory  rate  charged  at  competing  point; 
but  ftpecific  amount  of  damages  to  be  the  subject  of  further  action  by  Commis- 
sion.   Bpiegle  &  Co.  v.  8.  Ry.  Co.  522  (526). 

Damages  directly  resulting  from  violation  of  act  and  measurable  by  difference  in 
rates  may  be  awarded  by  Commissian.  Bowles  A  McCandlcss  v.  L.  &  N.  H.  R. 
Co.  563  (564). 

Damages  awarded  in  difference  between  rate  paid  on  single-deck  and  rate  appli- 
cable, befwe  and  after  shipment  moved,  to  double-deck  cars.    Id.  563. 
DELAY. 

Delay  of  shipments  because  of  lighterage  rules.    Mosson  Co.  v,  P.  R.  R.  Co.  30  (33). 

No  proof  of  such  undue  delay  in  furnishing  additional  unloading  bk^ilities  as  to 
make  defendant  legally  responsible  in  damages.  Reiter,  Ciutis  A  Hill  v.  N.  Y.  S. 
A  W.  R.  R.  Co.  290  (292). 

Petition,  asking  that  carriers  be  required  to  transport  goods  without  delay,  dis- 
missed.   Ponchatoula  Farmers'  Asso.  v.  I.  C.  R.  R.  Co.  513. 
DELIVERY.    Seealm>¥BEE  Dblivbrt. 

Carrier  may  demand  legal  charges  before  delivering  freight.    Fish  A  Sons  v.  B.  A 
M.  R.  R.  299  (300). 
DEMURRAGE. 

On  private  cars  standing  on  private  tracks.  Procter  A  Gamble  Co.  v.  C.  H.  A  D. 
Ry.  Co.  556. 

Wrongfully  collected  where  no  tariff  provision  therefor.  Beekman  Lumber  Co.  v. 
L.  Ry.  A  N.  Co.  343  (347). 

Unpublished  charges  and  thoee  in  excess  of  published  charges  must  be  refunded. 
Northern  Lumber  M%.  Co.  v.  T.  A  P.  Ry.  Co.  54  (:>5). 

Demurrage  can  not  be  refumded  on  mere  ground  that  it  accrued  during  controveray 
as  to  legal  charges.     Fisk  A  Sons  v.  B.  ak  M.  R.  R.  299  (300). 

Complaint  for  refund  of  demurrage  accruing  pending  construction  of  private  siding 
dismiwed.    Reiter.  Curtis  A  Hill  v.  N.  Y.  S.  A  W.  R.  R.  Co.  290. 

Reparation  award (hI  where  demumge  accrued  as  result  of  defendant's  failure  to 
reconiiign  according  to  instructions.     Hanley  Milling  Co.  v.  P.  Co.  475. 

Investigation  and  explanation  of  Uniform  Demurrage  code;    suspension  of  some 
tariffs  filed  thereunder,  extension  of  free  time,  and  appointment  ol  demurrage 
officer  suggested.    In  re  Demurmge  Investigation,  496. 
DESTINATION. 

Special  proportional  rate  applied  to  shipments  to  Milwaukee,  when  destined  to 
points  east  of  Illinoia-Indiana  state  line.  Webster  Grocer  Co.  v.  C.  A  N.  W.  Ry. 
Co.  493  (494). 
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DISCRIMINATION. 
Diflcrimination  not-  unjust,  because  of  competitiYe  conditioiM.    OorporatkiQ  Com- 

minion  of  N.  G.  v.  N.  A  W.  Ry.  Co.  303  (309). 
Free  unloading  service  granted  to  some  shippefs  and  refused  to  oChen.    Dalies  v. 

I.  C.  R.  R.  Co.  3. 
Proof  fails  to  show  discrimination  against  bananas  or  against  Texas  pointa.     Waco 

Freight  Bureau  v.  H.  A  T.  C.  R.  R.  Co.  22  (27). 
Discrimination  against  spring-wheat  mills  results  from  rate  adjustmeot.    BanxMr 

Milling  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (130). 
Discrimination  caused  by  tap-line  allowances  will  not  be  removed  by  ordcniiK 

reduction  of  rate.    Industrial  Lumber  Co.  v.  St.  L.  W.  &  G.  Ry.  Co.  50  (^>. 
Fact  that  care  are  owned  or  occupied  by  negroes  does  not  justify  discrtminatkn 

against  them.    Chappelle  v.  L.  A  N.  R.  R.  Co.  56  (59);  id.  456  (457). 
Sale  of  1,000  system  cars  to  one  operator  during  car  shortage  viewed,  it  seems,  as 

discriminatory.    Jacoby  A  Co.  v,  P.  R.  R.  Co.  392  (395). 
Granting  free  pick-up  and  delivery  of  express  packages  in  one  part  of  town  and  re^ 

fusal  of  privilege  in  another  part  constituted  unjust  discrimination.    Stimiaa  w. 

American  Express  Co.  112. 
No  jurisdiction  over  alleged  discrimination  in  wharf  faunlities  in  Alaska.    Hnmbtildt 

8.  S.  Co.  V.  W.  P.  A  Y.  Route,  105. 
DiiK^rimination  can  not  be  justified  against  one  locality  merely  because  it  is  smalW 

than  another  locality.    Harbor  City  Wholesale  Co.  of  San  Pedro  v.  8.  P.  1^>  XTi 

(331). 
Not  clearly  a  discrimination,  but  more  in  nature  of  a  tort,  for  carrier  to  Hose  shipper's 

switch  and  refuse  to  place  cars  thereon.    HiUsdale  Coal  A  Coke  Co.  v.  P.  R.  R. 

Co.  356  (368). 
Rates,  presumptively  reasonable  in  themselves,  discriminated  between 

destinations.    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (468). 
Discrimination  from  failure  to  furnish  through  routes  and  joint  rates  not 

Southern  California  Co.  v.  8.  P.  L.  A.  A  S.  L.  R.  R.  Co.  6  (8). 
Because  of  competition,  rate  to  shorter-distance  point  in  excess  ci  rate  to  brth«r- 

distance  point  held  not  discriminatory.    Paragon  Plaster  Co.  v.  N.  Y.  C.  A  H. 

R.  R.  R.  Co.  480. 
Discriminatory  not  to  count  against  dist^butive  share  of  mine  rereivin<  them, 

private  cars  and  system  and  foreign  fuel  cars.     HiUsdale  Coal  A  Coke  Co    v, 

P.  R.  R.  Co.  356;  Jacoby  A  Co.  v.  P.  R.  R.  Co.  392. 
Ordered  that  carrier  charge  no  higher  milling-in-transit  rate  at  point  discriminated 

against  than  contemporaneously  charged  at  favored  point.     Reparation  awarded. 

Spicule  A  Co.  V.  S.  Ry.  Co.  522  (526). 
Granting  free  transfer  service  to  private  sidings  ol  some  consignees  and  re6mnc  it 

to  complainant  held  to  be  unjust  discrimination.    Pierce  Co.  v.  N.  Y.  C  A  H. 

R.  R.  R.  Co.  579  ^^'^l). 
It  does  not  appear  that  complainant's  fruit  compete?  with  parkinjr-boiute  prtdc«-t» 

so  as  to  render  the  di^Ti  mi  nation  undue  or  daiiiaging  to  complainant      Poorlift. 

toula  Farmers*  AshO.  v.  I.  C.  R.  R.  Co.  513  (51.s). 
Om:»ha  and  Detroit  not  being  aerN-ed  by  Kip.ie  carriers,  petition.  Peeking  exteo*  •« 

to  latter  of  privilege  granted  at  former,  denied.     Schmidt  A  Sons  r.  M.  C.  R.  R 

Co.  5.'15  (537). 
Rule  held  diiicriminatory  which  provides  that  bread  rate  shall  apply  to  m*xed  ifti  p- 

ments  of  bread  and  cake  only  when  at  least  50  per  rtmt  of  the  shipment  trm^ttt^ 

of  bread.     Oak  Grove  Farm  Creamery  r.  Adams  ExprMS  Co.  454. 
To  award  reparation  upon  abnormal  mte  might  result  in  grxMi  disrriminatiw  m 

favor  oi  complainant.    Orange  Grocery  Co.  v.  M.  L.  d  T.  R.  R.  A  S.  8.  Ca  50?  SOSV 
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DISCRIMINATION— Continued. 
While  it  Lb  possible  that  a  railroad  by  maintaining  a  ]>ennanent  round-trip  fare 

from  Reno  and  declining  a  corresponding  rate  at  Elko  might  imduly  discriminate 

against  Elko,  no  such  discrimination  is  shown  here.    Ballin  v.  8.  P.  Co.  503  (504). 
Where  two  carriers  serve  same  destination  from  two  different  points  of  origin, 

neither  can  be  held  to  discriminate  against  mills  at  that  destination  because  it 

sees  fit  to  make  or  refuse  a  rate  lower  that  is  inherently  reasonable.    Saginaw  & 

Blanistee  Lumber  Co.  v.  A.  T.  A  S.  F.  Ry.  Co.  119  (125). 
DISCRIMINATI0N-<^S8iFiBD  List. 
Allowancbs: 

Industrial  Lumber  Co.  v.  St.  L.  W.  A  Q.  Ry.  Co.  50  (53). 
Akticlbs: 

Banner  MiUing  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (ISO). 

Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454. 
FaciLrms: 

Chappelle  «.  L.  A  N.  R.  R.  Co.  56  (59);  id.  456  (457). 

Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356. 

Jacoby  &  Co.  ».  P.  R.  R.  Co.  392. 

Pierce  Co.  v.  N.  Y.  C.  &  H.  R.  R.  R.  Co.  579  (581). 
LocAunxs: 

Banner  Milling  Co.  v,  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (130). 

Harbor  City  Wholesale  Co.  of  San  Pedro  v.  S.  P.  Co.  323. 

Schmidt  &  Sons  v.  M.  C.  R.  R.  Co.  535  (537). 

Spiegle  A  Co.  v.  S.  Ry.  Co.  522  (526). 

Strauss  v.  American  Express  (3o.  112. 
Persons: 

ChappeUe  v.  L.  <l  N.  R.  R.  Co.  56  (59);  id.  456  (457). 

Hillsdale  Coal  A  Coke  Co.  v,  P.  R.  R.  Co.  356. 

Jacoby  A  Son  v.  P.  R.  R.  Co.  392. 

Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454. 

Pierce  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  579  (581). 
Privtleqbs: 

Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454. 

Pierce  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  579  (581). 

Schmidt  A  Sons  r.  M.  C.  R.  R.  Co.  535  i637). 

Spiegle  A  Sons  v.  8.  Ry.  Co.  522. 

Strauss  v.  American  Express  Co.  112. 
DISTANCE. 
Distance  is  alwa}^  a  hdor  in  determining  reasonableness  of  rate,  but  distance  alone 

is  not  controlling.    Corporation  Commission  of  N.  C.  v.  N.  A  W.  Ry.  Co.  303  (308). 
Fact  that  commodity  does  not  ordinarily  move  to  any  great  distance  from  mill  is 

entitled  to  proper  weight.    Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336  (339). 
Rate  on  another  Hne  for  similar  distance  under  similar  circumstances  considered 

in  determining  reasonablenees  of  late.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (177). 
In  passing  upon  reasonableness  of  blanket  rate,  rate  to  nearest  point  must  be  offset 

against  that  to  more  distant  point.    Commercial  Club  of  Salt  Lake  City  v.  A.  T. 

A  S.  F.  Ry.  Co.  218  (226). 
Distance  is  an  element  in  rate  adjustments,  and,  all  other  things  being  equal,  it 

perhaps  is  a  controlling  element;  but  it  can  hardly  control  where  other  sub- 
stantial considerations  are  materially  different.    Omaha  Grain  Exchange  v. 

C.  A  N.  W.  Ry.  Co.  424  (431). 
DISTRIBUTIVE  RATE. 
Considered.    Billings  Chamber  of  Commerce  v.  C.  B.  A  Q.  R.  R.  Go.    71  (75). 
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DIVERSION, 
^thout  additional  chaige.    \l^laon  Produce  Co.  v.  P.  R.  R.  Co.  1. 
Diversion  is  costly  to  carrier  and  advantageous  to  shipper.    Arlington  Heists 

Fruit  Exchange  v.  S.  P.  Co.  148  (162). 
Shipment  was  ordered  to  be  diverted  before  it  reached  billed  destination,  in  accord- 

ance  with  tariff  rule.    Reparation  awarded  for  loss  sustained  from  failure  to 

follow  instructions.    Hanley  Milling  Co.  v,  P.  Co.  476. 

DIVISIONS. 
Explanation  required  of  extremely  high  division  of  rate.    City  of  Spokane  v.  N.  P. 

Ry.  Co.  162  (172). 
Mere  ^t  that  one  road  is  willing  to  accept  a  given  division  is  no  sufficient  Temaaa 

for  establishing  a  given  rate.    Bott  Bros.  Mfg.  Co.  v.  C.  B.  A  Q.  R.  R.  Co.  136  (137). 
While  divisions  are  not  conclusive  of  reasonableness  of  rates,  they  are  sometimea 

of  significance.    R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (262). 
If  Sacramento  rate  is  less  than  a  reasonable  rate,  it  would  seem  fadr  that  canien 

would  accordingly  demand  a  lesser  division  than  they  would  be  juatified  in 

requiring  out  of  higher  rate  to  intermediate  point.    Id. 
Where  lake  lines  received  entire  advance  of  joint  through  rate,  order  for  reparatioo 

directed  against  lake  lines  alone.    Wyman,  Partridge  St  Co.  v,  B.  A  M.  R.  R. 

651  (553). 
DOUBLE-DECK  CAR. 
Damages  awarded  in  difference  between  rate  paid  on  single-deck  and  rate  appli- 
cable, before  and  after  movement,  to  double-deck  cars.    Bowles  &  McCaiidlea§ 

V.  L.  &  N.  R.  R.  Co.  563. 
EQUALITY. 
Equality  between  great  and  small  is  one  of  underlying  principles  of  the  act.    Harbor 

City  Wholesale  Co.  of  San  Pedro  v.  S.  P.  Co.  323  (331). 
EQUIPMENT. 
Advance  not  justified  because  of  acquiring  new  equipment,  where  former  equip- 
ment was  sufficient.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (171). 
Utmost  obligation  is  that  carrier  equip  itself  with  sufficient  cars  to  meet  actoal 

shipments.    Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  366  (361). 
ELECTRIC  LINE. 
Application  for  through  route  and  joint  rate  in  connection  with  electric  line  denied. 

Southern  California  Sugar  Co.  v,  S.  P.  L.  A.  A  S.  L.  R.  R.  Co.  6. 
ERROR. 
Error  in  tariff  resulted  in  loss  to  shipper;  damages  awarded.    Bowles  A  McOaDdlm 

V.  L.  &  N.  R.  R.  Co.  663. 
Mistake  of  shipper  as  to  what  rate  is  applicable  to  his  shipment  is  no  basia  (or  repa- 
ration.   Running  v,  C.  St.  P.  M.  St  O.  Ry.  Co.  666. 
Misquotation  of  rate  is  no  ground  for  reparation.    Alabama  Lumber  St  Export  Go. 

V.  P.  B.  St  W.  R.  R.  Co.  295;  Newding  v,  M.  K.  St  T.  Ry.  Co.  2». 
ESTOPPEL. 
Plea  of  estoppel  held  not  to  be  good.    National  Hay  Aaso.  v.  M.  C.  R.  R.  Co.  S4  (37). 
Estopped  from  claiming  damages  upon  shipments  moving  prior  to  filing  comprint. 

Ullman  v.  American  Express  Co.  364  (366). 
Concerted  action  of  carriers  in  nature  of  estoppel  against  them;  but  acquiesceoce 

in  rate  adjustment  did  not  estop  Birmingham  from  complaining  of  su^  adjoat- 

ment.    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (467). 
EXCHANGE  SCRIP  BOOK. 
Legality  of  such  books  not  decided.     Kickel  v.  A.  T.  St  S.  F.  Ry.  Co.  489  (600). 
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EXCURSION  RATE. 
TickAt  must  be  validated  accoiding  to  tariff.    Riter  v.  O.  S.  L.  R.  R.  Co.  443. 
No  refund  for  extra  fare  paid  because  of  failure  to  validate  ticket  in  absence  of 

tariff  authority.    In  re  Nonvalidation  of  Limited  Excursion  Tickets,  440. 
No  discrimination  shown  to  result  from  maintaining  excursion  rate  from  one  town 

and  refusing  it  at  another.    Ballin  v.  8.  P.  Co.  603  (504). 
EXPEDITED  SERVICE. 
Between  10  and  11  miles  an  hour,  including  stops  at  divisional  points  is  nothing 

more  than  ordinary  merchandise  schedule.    Ariington  Heights  Fruit  Exchange  v, 

S.  P.  Co.  148  (152). 
EXPORT  RATE. 

Between  Gulf  ports.    Industrial  Lumber  Co.  v.  St.  L.  W.  A  G.  Ry.  Co.  60  (62). 
EXPRE.SS  COMPANY. 
Free  pick-up  and  delivery  granted  in  one  part  of  town  and  refused  in  another  part 

resulted  in  unjust  discrimination.    Strauss  v.  American  Express  Co.  112. 
Commission  has  authority  to  require  through  rate  by  express  company.    Douglas 

Shoe  Co.  V.  Adams  Express  Co.  639  (543). 
But  Commiseion  can  not  require  an  express  company  which  has  sold  out  to  resume 

business.     Id.  639  (542). 
FACIUTIES. 
Alleged  discrimination  in  wharf  fa^dlities  in  Alaska;  no  jurisdiction.    Humboldt 

S.  S.  Co.  V,  W.  P.  A  Y.  Route.  106. 
Utmost  obligation  on  carrier  is  to  equip  itself  with  cars  sufficient  to  meet  actual 

shipments.    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356  (361). 
Private  cars  of  negroes  should  be  moved  on  same  terms  as  charged  other  private-car 

owners.    Chappelle  v.  L.  &  N.  R.  R.  Co.  66;  id.  466  (457). 
Unloading  bcilities  ample  to  meet  general  requirements  of  community  need  not,  it 

seems,  be  enlarged  to  meet  special  requirements  of  single  shipper.    Reiter,  Curtis 

&  HiU  V.N.  Y.  S.  A  W.  R.  R.  Co.  290  (292). 
When'  no  discrimination,  Commission  declined  to  require  carrier  to  furnish  a  car 

•hed  under  which  perishable  freight  might  be  loaded  without  damage  from  the 

weather,  or  to  furnish  cars  in  proper  repair,  clean,  dry,  and  in  suitable  condition 

for  carrying  produce.    Ponchatoula  Farmers'  Asso.  v.  I.  C.  R.  R.  Co.  613  (516). 
FALSE  BILLING. 
Incorrect  dating  of  bills  of  lading  by  a  carrier  is  unlawful.    Ford  Co.  v.  M.  C.  R.  R. 

Co.  507  (510). 
Unlem  shipments  were  in  fact  soda  ash  and  designated  as  such,  they  are  not  entitled 

to  soda-ash  rate.    Id.  507  (509). 
FERRY  CAR  SERVICE. 
Granting  free  transfer  service  to  private  sidings  of  some  confdgnees  and  refusing  it  to 

complainants  held  to  be  unjust  discrimination.    Pierce  Co.  v.  N.  Y.  C.  A  H.  R. 

R.  R.  Co.  579  (581). 
FIUNG  TARIFF. 
No  through  route  and  joint  rate  where  one  of  connecting  roads  did  not  file  tariff  with 

Commii*ion.    Fish  &  Co.  t?.  N.  Y.  C.  A  St  L.  R.  R.  Co.  452  (453). 
Attempt  to  connect  outbound  interstate  movements  with  inbound  movements  to  a 

concentrating  point  under  rates  not  on  file  with  Commission  is  unlawful.    St.  Paul 

Board  of  Trade  v.  M.  St.  P.  &  S.  Ste.  M.  Ry.  Co.  285  (288). 
FOURTH  SECTION.    See  Lomo  and  Shobt  Haul;  oiso,  SsonoN  Fou». 
FREE  DELIVERY. 
Free  delivery  over  warehouse  platform,  when  road  has  line  haul.    Prentiss  A  Co. 

r.  P.  R.  R.  Co.  68  (69). 
Unjust  discrimination  resulted  from  granting  free  delivery  in  one  part  of  MilwaokM 

and  refusing  it  in  another  part.    Strauss  v.  American  Express  Co.  112. 
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FREE  DELIVERY— Continued. 
Granting  free  transfer  service  to  private  sidings  of  some  conngnees  and  refosmg  such 
service  to  complainant  held  unjust  discrimination.    Pierce  Go.  v.  N.  Y.  C.  A 
H.  R.  R.  R.  Co.  579  (581). 
FREE  TRANSPORTATION. 
Diminution  of  free  transportation  resulted  in  important  increases  in  revenue.    (Dis- 
senting opinion.)    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (472). 
FUEL  CARS. 
Fuel  cars  must  be  counted  against  distributive  share  of  mine  receiving  them.    Hills- 
dale Coal  <fe  Coke  Co.  v.  P.  R.  R.  Co.  356  (364). 
BARTER  ACT. 

Barter  Act  discussed.    Wyman,  Partridge  A  Co.  v.  B.  A  M.  R.  R.  551. 
ICING. 
Icing  charge  on  fruit  and  vegetables  not  imreasonable.    Ponchatoula  FarmefB* 

Asso.  V.  I.  C.  R.  R.  Co.  513  (518). 
Icing  included  in  less-than-carload  rate;  carload  shipper  charged  with  expense  ol 
refrigeration.    Commercial  Club  of  Omaha  v.  B.  A  0.  R.  R.  Co.  397  (401). 
IMPORT  RATE. 
Import  rate  on  lemons.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  148  (153). 
Import  rate  to  Utah  points  on  sago,  tea,  etc.,  is  unreasonable.    Commercial  Oub  of 

Salt  Lake  City  v.  A.  T.  A  S.  F.  Ry.  Co.  218. 
Not  applicable  to  bananas  moving  from  New  Orieans  to  Texas  common  points. 
Waco  Freight  Bureau  v,  H.  A  T.  C.  R.  R.  Co.  22. 
IN  AND  OUT. 
Must  be  proper  tariff  provisions  connecting  inbound  with  outbound  movements, 
thus  fixing  through  charge  from  producing  point.    St.  Paul  Board  of  Trade  v. 
M.  St.  P.  A  S*.  Ste.  M.  Ry.  Co.  285  (288). 
Fact  that  freight  has  been  shipped  once  and  paid  one  rate  can  not  be  taken  into 
consideration  in  fixing  chai^^  for  a  subsequent  transaction.    In  re  Reduced 
Rates  on  Returned  Shipments,  409  (416). 
Where  existing  rate  was  neither  unreasonable  nor  discriminatory,  Commission  do> 
clined  to  lower  rate  merely  because  carrier  had  a  previous  haul  on  raw  materiaL 
Paragon  Plaster  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  480. 
INDUSTRIAL  LINE. 
Tugboat  company,  owned  by  oil  company  whose  products  comprised  nearly  all 
tugboat  company's  business,  was  held  not  to  be  entitled  to  demand  through 
routes  and  joint  rates,  thou^  incorporated  as  a  common  carrier.    Gulf  Coasl 
Navigation  Co.  v.  K.  C.  S.  Ry.  Co.  544. 
INDUSTRIAL  RATE. 
Rate,  in  this  case,  upon  which  business  has  been  built  up  and  maintained,  ihould 
not  be  disturbed.    Corporation  Commission  of  N.  C.  r.  N.  <&  W.  Ry.  Co.  303  ^308). 
Business  alleged  to  have  been  built  up  on  strength  of  sorting-in-transit  privilege; 
privilege  taken  away ;  Commission  declined  to  order  its  reestablishment.    Schmidt 
A  Sons  V.  M.  C.  R.  R.  Co.  535. 
INSURANCE. 
Unreasonable  advance  to  cover  marine  insurance,  which  insurance  was  not  grvca; 
reparation  awarded.    Wyman,  Partridge  A  Co.  v.  B.  A  M.  R.  R.  551. 
INTERCHANGE. 
Tugboat  company,  incorporated  as  common  carrier,  was  not  entitled  to  demand 
.  throu^  routes  and  joint  rates.    Gulf  Coast  Navigation  Co.  v.  K.  C.  S.  Ry.  Co.  544. 
INTERMEDIATE  POINT. 
Where  an  inherently  reasonable  rate  is  established  by  Commissioii  to  Spokmne,  a 
higher  rate  to  an  intermediate  point  can  not  be  permitted.    City  of  Spokaii*  r 
N.P.Ry.  Co.  162(169). 
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INTERMOUNTAIN  COUNTRY. 
Time  hfts  come  when  carriers  we^t  of  Rocky  Mountaina  must  treat  int^rmountain 

country  upon  different  basis  from  that  which  has  hitherto  obtained.    R.  R.  Com- 
mission of  Nev.  V.  S.  P.  Co.  238  (254). 
INVESTIGATIONS. 
Demurrage  investigation.    In  re  Demurrage  Investigation,  496. 
Investigation  being  made  concemiog  refri<>oration  and  precooling  of  citrus-fruit 

shipments.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  148  (155). 
JOBBERS. 
Jobbers  are  shippers,  and  every  shipper  is  entitled  to  reasonable  rates.    Billings 

Chamber  of  Commerce  v.  C.  B.  &  Q.  R.  R.  Co.  71  (75). 
Complaint  from  middleman,  as  to  blanket  rate,  dismissed.    Schmidt  A  Sons  «. 

M.  C.  R.  R.  Co.  535  (538). 
JOINT  THROUGH  RATE.    See  Through  Routb  and  Joint  Rati. 
JUNCTION. 
Junction  point,  which  is  les8  diiitant  and  served  by  additional  road,  seems  entitled 

to  a  lower  rate.    Cramble- Robinson  Commission  Co.  v,  St.  L.  A  S.  F.  R.  R.  Co. 

114  (115). 
JURISDICTION. 
Supreme  Court  decisions  are  binding  on  Commission.    City  of  Spokane  v.  N.  P. 

Ry.  Co.  162  (170);  Fiak  A  Sons  v.  B.  A  M.  R.  R.  299  (301). 
No  jurisdiction  over  claims  barred  by  section  16.    Anaconda  Copper  Mining  Co.  v. 

C.  A  E.  R.  R.  Co.  592  (694). 
No  jurisdiction  over  intrastate  shipment.     Wells-Higman  CJo.  v.  G.  R.  A  1.  Ry.  Co. 

487  (490);  Pierce  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  579  (580). 
No  doubt  of  Commission's  power  to  regulate  rates  upon  movement  of  private 

equipment.    Chappelle  v,  L.  A  N.  R.  R.  Co.  56  (59).    Id.  456. 
Whether  Commission  has  power  to  reduce  rates  for  sole  reason  that  revenues  art 

excessive  is  not  decided.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (173). 
No  jurisdiction  in  Alaska.     In  re  Jurisdiction  in  Alaska,  81;  Humboldt  S.  S.  Co.  «. 

W.  P.  A  Y.  Route,  105. 
Commission  has  complete  power  to  suspend  or  modify  its  orders.     Loftus  v.  Pull- 
man Co.  102  (104). 
Since  effective  date  of  Hepburn  Act,  Commission  has  had  authority  to  fix  rates  for 

the  future.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (37). 
Congress  left  door  open  to  (Commission  to  suspend  or  modify  or  set  aside  any  of  its 

orders  at  any  time  within  the  two  yoais.    Id. 
Where  classification  controls  rates,  Commission  empowered   to  pass  upon  such 

practices  affecting  rates.    Id. 
Commission's  jurisdiction  over  car-distribution  rules  is  absolute.    Hillsdale  Coal  - 

A  Coke  Co.  V.  P.  R.  R.  Co.  356  (359). 
Whether  validation  of  tickets  is  a  practice  falling  within  jurisdiction  of  Commission 

not  decided.     Riter  v.  O.  S.  L.  R.  R.  Co.  443  (446). 
A  governmental  authority  has  not  the  same  latitude  in  fixing  blanket  rates  as 

carriers  themselves.     R.  R.  Commission  of  Nev.  v.  S.  P.  (^o.  238  (255). 
Commission  ought  to  exercise  its  powers  only  under  cleariy  expressed  authority  of 

the  act.     In  re  Jurii^lirtion  in  Alaska,  81  (93). 
No  jurisdiction  to  award  damages  for  decline  in  market  price  of  a  commodity  and 

for  commissions  for  its  sale.     Hanley  Milling  Co.  v.  P.  Co.  475  (476). 
Damages  directly  resulting  from  violation  of   act  and  measurable  by  difference 

in  rates  may  be  awarded.    Bowlee  A  McCandlees  v,h.  A  N.  R.  R.  Co.  563  (564). 
Commission  can  not  require  an  express  company,  which  has  sold  out,  to  resume 

business.    Douglas  Shoe  Co.  «.  Adams  Express  Co.  539  (542). 
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JURISDICTION— Continued. 
Where  express  service  is  maintained  by  single  company,  Commiflrion  can  reqnm 

through  rate.    Id.  539  (543). 
While  we  hold  now  that  Adams  Co.  ought  to  accord  a  75-cent  rate,  it  is  not  apparent 

that  we  could  award  damages  for  kilure  to  do  so  up  to  present  time.    Id. 
Commission's  power  to  require  institution  of  through  routes  and  joint  rataa  ib 

expressly  conditioned  upon  there  being  no  reasonable  or  satisfau^tory  through 

route  in  existence.    Southern  CaUfomia  Sugar  Co.  v.  8.  P.  L.  A.  A  8.  L.  R.  R. 

Co.  6  (10). 
No  jurisdiction  over  jolting,  prompt  settlement  of  damage  claims,  and  polite  treat- 
ment; while  as  to  furnishing  l(Muling  sheds,  clean  and  dry  cars,  and  strippii^ 

and  bracing  cars  there  is  no  allegation  of  discrimination.    Ponchatoula  FkaMM' 

Asso.  V.  I.  C.  R.  R.  Co.  513  (515). 
JURY  TRIAL. 
Effect  of  seventh  amendment  to  the  Federal  (Constitution  upon  actions  for  damages 

before  Conmiission  not  yet  determined  by  courts.    (Dissenting  opinion.)    Hilfe- 

dale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356  (384). 
LAKE  LINE. 
Reparation  awarded  against  lake  line  defendants.    Wyman,  Pirtri4|»  M  06.  «. 

B.  A  M.  R.  R.  551. 
LEGAL  RATE. 
Joint  through  rate  was  the  legal  rate,  thou^  then  was  a  bww  combinaliQn.    Idaho 

lime  Co.  v,  A.  T.  A  8.  F.  Ry.  Co.  139. 
Immaterial  that  shipment  moved  on  strength  of  miaqooted  rate.    Newding  «.  M. 

K.  &  T.  Ry.  Co.  29. 
Two  tariff  rates  on  same  article;  higher  rate  should  not  be  chaiged.    Ohio  Foundry 

Co.  V.  P.  C.  C.  &  St.  L.  Ry.  CJo.  65  (67). 
Demurrage  wrongfully  collected  where  no  tariff  piovifliona  tlMnlor.    Beekman 

Lumber  Co.  v.  L.  Ry.  A  N.  Co.  343  (347). 
Actual  point  of  origin,  and  not  point  from  which  shipment  was  biUed,  i 

rate.    Preston  v.  C.  A  O.  Ry.  Co.  406  (407). 
In  absence  of  joint  through  rate,  combination  of  locala  coPrtJtntM  tiuoagh 

Fish  A  Co.  V.  N.  Y.  C.  A  St.  L.  R.  R.  Co.  452. 
Where  tariff  provides  that  ticket  must  be  validated  and  fixes  TnHdatirm  fee,  ( 

pliance  with  such  tariff  is  required.    Riter  v.  O.  8.  L.  R.  R.  Co.  443  (444). 
Mistake  of  shipper  as  to  what  rate  is  applicable  to  his  shipment  is  no  bans  for  repaca- 

tion.    Running  v.  C.  St.  P.  M.  A  O.  Ry.  Co.  565. 
Shipper  is  entitled  to  no  rate  except  that  shown  in  carrier's  sdiedula  for  die  tiaxia- 

portation  of  the  conmiodity  as  tendered  for  shipment.    Feed  Oo.  «.  M.  0.  R.  R, 

Co.  507  (511). 
Misquotation  of  tariff  rate  is  no  ground  tor  departure  therefrom.    AiaK^twi^  Lumber 

A  Export  Co.  V.  P.  B.  A  W.  R.  R.  Co.  295. 
Rate  advanced  while  oil  was  at  refining-in-transit  point;  legal  rate  is  rate  in  effect 

at  the  time  of  original  movement    Southern  Cotton  Oil  Co.  v.  A.  0.  L.  R.  R.  Oo. 

434  (435). 
A  classification  named  same  rate  on  "pepper"  and  ''chile  pepper;"  later  a  cooi- 

modity  rate  on  ''pepper''  was  established;  held  such  rating  did  not  take  "^fla 

pepper"  out  of  clasrification.    Crombie  A  (3o.  v.  8.  P.  Co.  561. 
Almost  universal  rule  is  that  where  a  package  contains  articles  taking  diffec«ot 

rate  the  entire  package  goes  at  rate  applicable  to  hi^est  rated  article.    O^ 

Qrove  Farm  Creamery  «.  Adams  Express  Co.  454  (455). 
Where  initial  carrier's  advanced  rate  tariff  did  not  cancel  lower  commutation  imte 

named  in  tariff  of  another  carrier  to  which  initial  carrier  was  a  party,  lower  sate 

was  legal  rate.    Lawfully  established  rate  remains  in  force  nntfl  epedficallj 

canceled.    Stilwell  v.  L.  A  H.  R.  Ry.  Co.  404  (405). 
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Lighterage  rules,  requiring  conflignees  to  designmte  pier  and  secure  berth  for  unload- 
ing, not  unreasonable.    Moason  Go.  v.  P.  R.  R.  30. 
LIMITATION  OP  ACTION. 

Claim  not  barred,  being  filed  shortly  after  disposition  of  original  complaint. 
Wyman,  Partridge  A  Co.  v.  B.  A  M.  R.  R.  551  (552). 

No  jurisdiction  over  claims  barred  by  section  16.  Anaconda  Copper  Mining  Co.  v, 
C.  A  £.  R.  R.  Co.  592  (594). 

Letter,  setting  forth  precise  nature  of  claim  and  expense  bills  showing  ahipmenta 
and  amount  paid,  sufficient  to  stop  running  of  statute.  Gamble-Robinson  Com- 
mission Co.  V.  St.  L.  &  a.  F.  R.  R.  Co.  114. 

Fact  that  additional  charges  were  later  collected  did  not  prevent  running  of  statute 
from  time  when  payment  should  have  been  required.    Shoecraft  A  Son  v.  I.  C. 
R.  R.  Ck>.  492. 
LOADING  AND  UNLOADING. 

Free  unloading  at  warehouse  when  road  has  line  haul.  Prentiss  &  Co.  v.  P.  R.  R. 
Co.  68  (69). 

Rule  not  unreasonable  which  compeb  shippers  to  count  packages  of  perishable 
freight.    Ponchatoula  Farmers'  Asso.  v.  I.  C.  R.  R.  Co.  513  (521). 

Rule  requiring  consignee  to  secure  berth  for  unloading  is  not  unreasonable. 
MosBon  Co.  V.  P.  R.  R.  Co.  30. 

Duty  of  loading  and  unloading  carload  freight  rests  on  shipper.  Commercial  Club 
of  Omaha  v.  B.  A  O.  R.  R.  Co.  397  (401). 

Rule  that  car  placed  too  late  for  loading  will  not  be  counted  as  available  for  loading 
until  following  day,  not  unlawful.  Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co. 
856  (367). 

Unloading  facilities  ample  to  meet  general  requirements  of  community  need  not,  it 
seems,  be  enlarged  to  meet  special  requirements  of  single  shipper.    Reiter,  Curtis 
A  HUl ».  N.  Y.  S.  A  W.  R.  R.  Co.  290  (292). 
LOADING  SHED. 

Where  no  discrimination,  Commission  declined  to  require  carrier  to  furnish  a  car 

shod  under  which  perishable  freight  could  be  loaded  without  damage  from  weather. 

PonchAtoula  Faimen'  Asso.  v.  I.  C.  R.  R.  (3o.  513  (515). 

LOCAL  RATE. 

Local  rate,  restricted  to  industries  and  team  tracks,  was  no  part  of  combination, 
Prahlow  v.  I.  H.  B.  R.  R.  Co.  572  (573). 

Rate  established  by  state  commission  affords  little  value  for  comparative  purposes. 
Waco  Freight  Bureau  v.  H.  A  T.  C.  R.  R.  Co.  22  (26). 

Local  rates  are  not  to  be  made  with  respect  to  difficulties  of  each  portion  of  the  road. 
Traffic  Bureau  of  Merchants'  Exchange  of  San  Francisco  v.  S.  P.  O).  259  (261) 

Through  paAenger  bu»inet«  can  be  carried  at  lower  rates  than  strictly  local  busi- 
ues».    Commercial  Club  of  Salt  Lake  City  v.  A.  T.  &  S.  F.  Ry.  Co.  218  (228). 
LOOAUTIES. 

Abilene,  Tex.,  from  New  Orieans,  La.    Bananas,  22. 

Adrian,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.     Lumber,  156. 

Agra,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Alabama  points  to  Boston,  Mass.,  and  New  Yori^,  N.  Y.,  refined  in  transit  at  Savan- 
nah, Ga.    Cottonseed  oil,  434. 

Alabama  points  from  Mississippi  River  and  Ohio  River  crossings.  Class  and  com- 
modity rates,  460, 

Alaska.    In  re  Jurisdiction  over  Rail  and  Water  Carriers  Operating  in  Alaska,  81. 

Alaska  points  from  Seattle,  Wash.    Throng  routes  and  joint  rates,  105. 

Alexandria,  La.,  from  Le  Compt  and  Cady  Switch,  La.,  reconsigned  to  Omaha, 
Nebr.     Lumber,  12. 
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Alexandria,  Mo.,  from  Arkansas  points  and  Maiden,  Mo.    Cooperage,  136. 
Alger,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Aliceville,  Ala.,  to  Philadelphia,  Pa.    Cotton  linters,  575. 
Allentown,  Pa.,  from  Warsaw  Junction,  Ohio,  reconsigned  to  Perth  Amboy,  N.  J. 

Hay,  475. 
Alliance,  Ohio,  from  Victoria,  Va.,  via  Norfolk,  Va.    Lumber,  144. 
Almena,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Altoona,  Pa.,  diverted  at,  en  route  from  Lowell,  Fla.,  to  Pittsburg,  Pa.    Water- 
melons, 1. 
Altus,  Okla.,  from  Saron,  Tex.    Lumber,  146. 
Americus,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  136. 
Americus,  Ga. ,  to  New  York,  N.  Y. ,  refined  in  transit  at  Savannah,  Ga.    Cottoneeed 

oil,  434. 
Anaheim,  Cal.,  to  El  Paso,  Tex.    Chile  pepper,  561. 
Anniston,  Ala.,  from  Springport,  Mich.    Dried  beans,  448. 
Archer,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Argenta,  Kans.,  from  Gleason,  Ark.     Cypress  lumber,  348. 
Arkansas  points  to  Milwaukee,  Wis.    Empty  beer  package,  590. 
Amo,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Arvada,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Ashe,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Ashland,  Ohio,  from  Hertford,  N.  C.    Lumber,  293. 
Asiatic  points  through  Pacific  coast  ports  to  Salt  Lake  City,  Fkovo,  and  Ogden, 

Utah.    Sago,  tapioca,  tea  and  tea  dust,  218. 
Atchison,  Kans.,  from  Gleason,  Ark.    Cypress  lumber,  348. 
Athens,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Athol,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Atlanta,  Ga. ,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Atlanta,  Ga.,  from  Mississippi  River  and  Ohio  River  crossing!.    Class  and  ooib- 

modity  rates,  460. 
Atlanta,  Ga.,  to  New  York,  N.  Y.,  refined  at  Savannah.  Ga.    Cottonseed  oil,  454. 
Atlanta,  La.,  to  Detroit,  Mich.,  and  Chicago,  111.    Lumber,  343. 
Atlantic  seaboard  from  southern  California  points.     Fruit,  148. 
Atlantic  seaboard  points  to  western  points.    Class  and  coounodity  lates,  551. 
Atwood,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Auburn,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Augusta,  Ga.,  to  Jacksonville,  Fla.    CottonpcH,  336.  

Augusta,  Ga.,  to  New  York,  N.  Y.    Cottonseed  oil,  434. 

Austin,  Tex.,  from  New  Orleans.  La.     Bananas,  22. 

Bad  Axe,  Mich.,  to  Tulsa,  Okla.     Dried  beans,  448  (451). 

Bainbridge,  Ga.,  to  New  York,  N.  Y.,  refined  in  transit  at  Savannah,  Ga.    CoCtoo* 

seed  oU,  434. 
Baker  City,  Oreg.,  from  eastern  defined  territory.    Class  and  commodity  rmtee^  16S. 
Baker  City!  Oreg.,  to  Mammoth,  Utah.    Lumber.  682. 
Balcom,  111.,  from  Traverse  City,  Mich.    Grape  or  fruit  basket.-,  487. 
Balzac  Colo.,  from  Omaha  and  South  Omaha.  Nebr.    Lumber.  156. 
Bamesville,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Barnwell  S.  C.  to  Pawtucket,  R   I.    Cotton  lintera.  7». 
Barton,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  W^ry 

pine  lumber  and  products,  333. 
Basin,  Wyo.,  from  BUlings,  Mont     Class  ratee/ 


Batchelor,  La.,  from  Onalaska,  Ark. 
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Bayonne,  N.  J.,  from  Montgomery,  AU.,  and  Newnan,  Ga.,  refined  in  transit  at 

Savannah,  Oa.    Cottonseed  oil,  434. 
Beaudette,  Minn.,  to  Chicago,  111.,  reconsigned  in  transit  to  Elsdon,  111.    Lumber, 

482. 
Beet  Siding  (La  Salle),  Colo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 
Beet-Siding  Spur,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Beet  Sugar  Factory  Spur,  Colo.,  from  Nebraska  points.    Lumber,  156. 
Bellaire,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Bellamy,  Ala.,  to  Holly  Beach,  N.  J.    Lumber,  295. 
Belleville,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Benld,  111.,  from  Portland,  N.  Y.,  reconsigned  at  Chicago,  111.    Grapi>8,  452. 
Benson,  Aris.,  from  Williams,  Flagstaff,  and  Cliffs,  Arix.    Lumber,  119. 
Bemice,  P^,  via  Waverly,  N.  Y.,  to  Binghamton,  N.  Y.    Semianthracite  coal, 

549. 
Beta,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Bexton,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Billings,  Mont.,  to  Wyoming  points.    Class  rates,  71. 

Bin^iamton,  N.  Y.,  from  Waverly,  N.  Y.,  originating  at  Bernice,  Pa.    Semian- 
thracite coal,  549. 
Birmingham,  Ala.,  from  Miapinnippi  River  and  Ohio  River  crossdngs.    Class  and 

commodity  rates,  460. 
Bisbee,  Ariz.,  from  Williams,  Flagstaff,  and  Cliffs,  Ariz.    Lumber,  119. 
Boston,  Mass.,  from  Detroit,  Mich.    Wool,  535. 
Boston,  Mass.,  from  Geoigia  and  Alabama  points,  refined  in  transit  at  Savannah, 

Ga.    Cottonseed  oil,  434. 
Boston,  Mass.,  from  Syracuse,  N.  Y.    Wall  plaster,  480. 
Boston,  Mass.,  to  points  in  other  States.    Cake,  454. 
Boston  points  from  Ohio,  Indiana,  Illinois,  and  Michigan  points.    Hay,  34. 
Box  Springs,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Breaux  Bridge,  La.,  from  Henderson,  Colo.    Hay,  63. 
Brewster,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Brewton,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Bridges,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Brighton,  Ohio,  to  St.  Louis,  Mo.    Iron  drying  racks,  477. 
Brinkley,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Cooperage,  136. 
Brockton,  Mass.,  from  Martins  Creek,  Pa.    Cement,  297. 
Brockton,  Mass.,  to  New  York,  N.  Y.    Boots  and  shoes,  639. 
Brockwayville,  Pa.,  from  Rockhouse.  Ky.    Ties,  406. 
Brown  wood,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 
Buffalo,  N.  Y.    Transfer  charge  on  motor  vehicles,  579. 
Buflalo,  N.  Y.,  to  Nevada  points.    Class  and  commodity  rates,  238. 
Buffalo,  N.  Y.,  to  New  York  and  New  England  points.    Flour  and  other  grain 

products,  128. 
Buffalo,  N.  Y.,  from  Philadelphia,  Pa.,  via  Manunka  Chunk,  N.  J.    Molasses,  68. 
Burke,  Idaho,  to  Camepe,  Pa.    Medals.  60. 

Burlington,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Bums,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.     Lumber,  156. 
Caddo  oil  field.  La.,  to  Galveston,  Sabine,  and  Oran^  and  landinp*  on  the  Neches 

and  Suhine  Rivers,  all  in  Texas,  and  to  Morgan  City,  La.    Oil,  544. 
Cadia,  Wyo.,  from  Billings,  Mont.    Class  rates,  571. 
Cadoma,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 
Cady  Switch,  La.,  to  Alexandria,  La.,  reconsigned  to  Omaha,  Nebr.    Lumber,  12. 
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Cairo,  111.,  via,  from  Gleason,  Ark.,  to  Miseouri,  Kansas,  Illinois,  Nebraska,  and 
Iowa  points.    Cypress  lumber,  348. 

Cairo,  111.,  to  Texarkana,  Ark.,  from  Lilly,  Pa.    Blacksmith  coal,  527  (528). 

California  points  to  eastern  points.    Oranges  and  lemons,  148. 

California  points  to  Salt  Lake  City,  Prove,  and  Ogden,  Utah.    Fruit,  218. 

Calvert,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Calvin,  Okla.,  to  De  Queen,  Ark.    Snap  com,  108. 

Camanche,  Iowa,  from  La  Salle,  111.    Cement,  492. 

Cambria,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Camden,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Cooperage,  136. 

Canton,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumb^,  156. 

Carnegie,  Pa.,  from  Coeur  d'Alene  district,  Idaho.    Metals,  60. 

Carolina  points  from  Mississippi  River  and  Ohio  River  crossingB.  Class  and  com- 
modity rates,  460. 

Carondelet,  Mo.,  from  Petersville,  Tex.    Scrap  iron,  505. 

Casper,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Cecil  Junction,  Utah,  from  Sacramento,  Cal.    Class  rates,  259. 

Cedar  Oap,  Mo.,  to  Minneapolis  and  St.  Paul,  Minn.    Apples,  114. 

Central  Freight  Association  territory  from  Omaha'  Nebr.  Butter,  eggs,  and  poul- 
try, 397. 

Chatham,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Chattanooga,  Tenn.,  via  Cincinnati,  Ohio,  to  Ionia,  Mich.    Hickory  spokes,  458. 

Chattanooga,  Tenn.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Cheltenham,  Mo.,  to  Chicago,  111.    Enameled  brick,  554. 

Cheltenham,  Mo.,  to  Tuscaloosa,  Ala.    Pressed  brick,  530. 

Cheyenne,  Wyo.,  from  Milwaukee,  Wis.    Beer,  584. 

Cheyenne,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Chicago,  111.    Unloading  vegetables,  3. 

Chicago,  111.,  from  Atlanta,  La.    Lumber,  343. 

Chicago,  111.,  from  Beaudette,  Minn.,  reconsigned  to  Elsdon,  111.   Lumber,  482. 

Chicago,  111.,  from  Cheltenham,  Mo.    Enameled  brick,  554. 

Chicago,  111.,  from  Dongola,  111.,  rebilled  to  Paw  Paw,  Mich.  Fruit  baaketa,  487 
(490). 

Chicago,  111.,  reconsigned  to,  en  route  from  Dothan,  Ala.,  to  Roodhouse,  111.  Lumber, 
482  (484). 

Chicago,  111.,  to  Durham  and  Winston-Salem,  N.  C.  Grain  and  products,  bay,  and 
packing-house  products,  303. 

Chicago,  111.,  from  Metropolis,  111.,  rebilled  to  Lawton,  Mich.  Grape  baakela,  487 
(489). 

Chicago,  111.,  to  Nevada  points.    Class  and  commodity  rates,  238. 

Chicago,  111.,  from  Philadelphia,  Pa.    Cotton  shoddy  lining,  512. 

Chicago,  111.,  to  Phoenix,  Ariz.    Class  rates,  257. 

Chicago,  111.,  from  Ponchatoula,  La.    Fruit  and  vegetables,  513. 

Chicago,  111.,  from  Portland,  N.  Y.,  reconsigned  to  Livingston,  111.,  and  Benld,  m. 
Grapes,  452. 

Chicago,  111.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  102. 

Chicago,  111.,  from  St.  Rose,  La.,  via  Kenner,  La.    Cabbage,  8. 

Chicago,  111.,  to  Spokane  points.    Class  and  commodity  rates,  162. 

Chicago,  111.,  to  and  from  Utah  points.    Class  and  commodity  rates,  218. 

Chicago,  111.,  from  West  Virginia-Pennsylvania  ovens.    Coke,  592. 

Cincinnati,  Ohio,  to  Durham  and  Winston-Salem,  N.  0.  Grain,  grain  prodocta, 
hay,  and  packing-house  products,  303. 

Cincinnati,  Ohio,  from  Durham  and  Winston-Salem,  N.  C.    Lumber,  303. 
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Cincinnati,  Ohio,  en  route  from  Fort  Payne,  Ala.,  and  Chattanooga,  Tenn.,  to 

Ionia,  Mich.    Hickory  spokee,  458. 
Cincinnati,  Ohio,  to  Phoenix,  Ariz.    Class  and  commodity  rates,  257. 
Cincinnati,  Ohio,  to  Winston-Salem  and  Durham,  N.  C.    Class  rates,  303. 
Cincinnati-Detroit  group  to  Nevada  points.    Class  and  commodity  rates,  238. 
Clarendon,  Ark.,  to  Alexandria,  Mo.,  and  Eeokuk,  Iowa.    Cooperage,  136. 
Clarks,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 
Clayton,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Clayton,  N.  Mex.,  from  Milwaukee,  Wis.    Beer,  584. 
Clearmont,  Wyo.,  from  Billings,  Mont.    Clasa  rates,  71. 
Clififs,  Ariz.,  to  Arizona  points.    Lumber,  119. 
Clinton,  Iowa,  from  La  Salle,  111.    Cement,  492. 

Clinton,  Iowa,  group  to  Nevada  points.    Class  and  commodity  rates,  238. 
Cody,  Wyo.,  from  Billings,  Mont»    Class  rates,  71. 
Coeur  d'Alene  district,  Idaho,  to  Carnegie,  Pa.    Metals,  60. 
Coffeyville,  Kans.,  to  Qleason,  Ark.     Cypress  lumber,  348. 
Colby,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156, 
Colorado  CHty,  Colo.,  from  Milwaukee,  Wis.    Beer,  584. 
Colorado  points  to  Salina,  Kans.    Coal,  20. 
Colter,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Columbia,  Ala.,  to  Jacksonville,  Fla.    Cottonseed,  330. 
Columbia,  Tenn.,  from  Louisville,  Ky.    Sheep,  562. 
Columbus,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Columbus,  Ohio,  to  Diu-ham  and  Winston-Salem,  N.  C.    Grain,  grain  pioductB, 

hay,  and  packinf^-house  products,  and  lumber,  303. 
Como,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Connecticut  points  from  Omaha,  Nebr.     Dairy  products,  397. 
Cooper,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.     Lumber,  156. 
Corbett,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Corsicana,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 
Council  Bluffs,  Iowa,  from  Gleason,  Ark.    Cypress  lumber,  348. 
Council  Blufts,  Iowa,  to  South  Dakota,  Colmdo,  Kansas,  and  Wyoming  points. 

Lumber,  156. 
Courtland,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Covinj?ton,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Cowley,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Cravens,  1^.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 
Crook,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Croton,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Oowell,  Tex.,  from  Monroe,  La.    Shin>?l«<,  117. 
Cuthbert,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Dallas,  S.  Dak.,  from  Omaha  and  South  Omaha,  Nebr.,  and  Councfl  Blufls,  Iowa. 

Lumber,  156. 
Dallas,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 
Danville,  111.,  from  Plymouth,  Wis.    (^heeee,  493. 
Davi^ville,  Tex.,  to  SanU  Rita,  N.  Mex.     Lumber,  146. 
Dawson,  Ga.,  to  New  York,  N.  Y.,  refined  in  transit  at  Savannah,  Ga.    Cottonseed 

oU,434. 
De  Queen,  Ark.,  from  Calvin,  Okla.    Snap  com,  106. 
Delaware  points  from  Omaha,  Nebr.    Dairy  products,  397. 
Dellvale,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Denver,  Colo.,  from  Milwaukee,  Wis.     Beer,  584. 
Denver,  Colo.,  group  to  Nevada  points.    Clam  and  commodity  ratea,  238. 
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Detroit,  Mich.,  from  Atlanta,  La.    Lumber,  343. 

Detroit,  Mich.,  to  Boston,  Bfaas.    Wool,  ^35. 

Detroit,  Mich.,  territory  to  Spokane  points.    Claas  and  commodity  rates,  162. 

Diboll,  Tex.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 

District  of  Columbia  points  to  Omaha,  Nebr.    Dairy  products,  397. 

Dodd,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Donegal,  Oa.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Dongola,  111.,  to  Chicago  or  Riverdale,  111.,  rebilled  to  Paw  Paw,  Mich.  Fruit 
baskets,  487  (490). 

Dothan,  Ala.,  to  Pittsburg,  Pa.,  refined  at  Savannah,  Ga.    Cottonseed  oil,  434. 

Dothan,  Ala.,  to  Roodhouse,  111.,  reconsigned  to  Chicago,  lU.    Lumber,  482  (484). 

Douglas,  Ariz.,  from  Williams,  Flag8ta£f,  and  Clifis,  Ariz.    Lumber,  119. 

Dover,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Draughon,  Ark.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 

Dresden,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.,    Lumber,  166. 

Dublin,  Ga.,  to  New  York,  N.  Y.,  refined  at  Savannah,  Ga.,  Cottonseed  oil,  434. 

Dublin,  Tex.,  from  New  Orleans,  La.    Bananas.  22. 

Durham,  N.  C,  from  Illinois,  Kentucky,  and  Ohio  points.  Grain,  grain  ptodocta, 
hay,  and  packing-house  products,  303. 

Durham,  N.  C,  from  Pocahontas  fields.    Coal,  303. 

Durham,  N.  C,  from  Virginia  and  Ohio  points.    Class  rates,  303. 

Durham,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Dyersburg,  Tenn.    Grain.    Substitution  of  tonnage,  567. 

East  St.  Louis,  111.    Hay.    Reconsignment,  533. 

East  St.  Louis,  111.,  to  Durham  and  Winston-Salem,  N.  C.  Grain,  grain  prodocto, 
hay,  and  packing-house  products,  303. 

East  St.  Louis,  111.,  to  Omaha  and  South  Omaha,  Nebr.    Soft  coal,  508. 

East  St.  Louis,  111.,  to  Roodhouse,  111.    Lumber,  482  (483). 

East  St.  Louis,  111.,  from  Southport,  La.    Ties,  314. 

Eastern  defined  territory  to  Spokane  points.    Class  and  commodity  rates,  162. 

Eastern  points  from  St.  Paul  and  Minneapolis,  Minn.   -Butter  and  eggs,  285. 

Eastern  points  to  San  Pedro,  Oal.    Class  and  commodity  rates,  323. 

Eastern  points  from  Southern  California  points.    Oranges  and  lemons,  148. 

Edson,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Egbert,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

El  Paso,  Tex.,  from  California  points.    Chile  pepper,  561. 

Elko,  Nov.,  from  eastern  points.    Class  and  commodity  rates,  238. 

Elko,  Nev.,  to  San  Francisco,  Cal.,  and  return.    Round-trip  tickets,  503. 

Elsdon,  111.,  reconsigned  to,  en  route  from  Beaudette,  Minn.,  to  Chicago,  lU.  Lqb- 
ber,  482. 

Esbon,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Escanaba,  Mich.,  from  Milwaukee,  Wis.    Beer,  588. 

Eufaula,  Ala.,  to  Jacksonville,  Fla.      Cottonseed,  336. 

Eunice,  La.,  from  Orange,  Tex.,    Mixed  groceries,  502. 

Everett,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Far^o,  N.  Dak.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  102. 

Felix,  Wyo.,  from  Billings,  Mont.,  Class  rates,  71. 

Fisher,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 

Flagstaff,  Ariz.,  to  Arizona  pointa.     Lumber,  119. 

Florida  points  from  Mississippi  River  and  Ohio  River  crosBingB.  Class  and  com- 
modity rates,  460. 

Fond  du  Lac,  Wis.,  from  Kalamazoo,  Mich.    Cutters,  15. 

Ford,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber.  156, 
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Fofdyce,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Ooopemge,  186. 

Fonnoeo,  Kane.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Fort  Qaines,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Fort  Laramie,  Wyo.,  from  Omaha  and  South  Omaha,  Nabr.    Lumber,  156. 

Fort  Morgan,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Fort  Payne,  Ala.,  via  Cincinnati,  Ohio,  to  Ionia,  Mich.    Hickory  spokes,  468. 

Fort  Scott,  Kans.,  to  Gleason,  Ark.    Cypress  lumber,  348. 

Fort  Smith,  Ark.,  from  South  Parte,  Ohio,  via  St.  Louis,  Mo.    Brick,  530  (532). 

Fort  Valley,  Qa.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Fort  Worth,  Tex.,  from  New  Orieans,  La.    Bananas,  22. 

Fort  Worth,  Tex.,  from  Pine  Bluff,  Ark.    Box  shooks,  141. 

Frannie  and  Frannie  Junction,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Galveston,  Tex.,  from  Caddo  oil  field,  Louisiana.    Oil,  544. 

Garland,  Wyo.,  from  Billing^  Mont.,  Class  rates,  71. 

Gem,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Georgia  points  to  Boston,  Mass.,  and  New  York,  N.  Y.,  refined  in  transit  at  Savan- 
nah, Ga.    Cottonseed  oil,  434. 

Georgia  points  to  Jacksonville,  Fla.    Cottonseed,  336. 

Georgia  points  from  MissisBippi  and  Ohio  River  crossings.    Class  and  commodity 
rates,  460. 

Gillette,  Wyo.,  from  Billings,  Mont.,  Class  rates,  71. 

Gladstone,  Mich.,  from  Milwaukee,  Wis.    Beer,  588. 

Gleason,  Ark.,  to  Missouri,  Kansas,  Illinois,  Nebraska,  and  Iowa  points.    CyprsM 
lumber,  348. 

Glen  AlU,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Glen  Campbell,  Pa.    Coal-car  distribution,  356. 

Globe,  Aria.,  from  Williams,  Flagitaff,  and  Clifis,  Ariz.    Lumber,  119. 

Goldfield,  Nov.,  to  Omaha,  Nebr.    Validation  of  limited  excursion  tickets,  440. 

Goodland,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Goodrich,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Gordon,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Gothenburg,  Nebr.,  from  Milwaukee,  Wis.    Beer,  584. 

Grand  Island,  Nebr.,  group  to  Reno,  Winnemucca,  and  other  Nevada  points.    Class 
and  commodity  rates,  238. 

Grandin,  Mo.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 

Greeneville,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 

Greenville,  Mo.,  to  Roodhouse,  111.,  via  East  St.  Louis,  lU.    Lumber,  482  (483). 

Gretna,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Greybull,  Wyo.,  from  Billings,  Mont.,  Class  rate^,  71. 

Griffin,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Guernsey,  Wjro.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Hall,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Hardin,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Harrisburg,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    C<>oi>orage,  136. 

Hayford,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Henderson,  Colo.,  to  Breaux  Bridge,  La.    Hay,  63. 

Hertford,  N.  C,  to  Ashland,  Ohio.    Lumber,  293. 

Hillsdale,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Holly  Beach,  N.  J.,  from  Bellamy,  Ala.    Lumber,  295. 

Holyoke,  Mass.,  from  Pennsylvania  fields.    r<tal.  299. 

HouKton,  Tex.,  from  Lewiston,  N.  Y.    Cj»M)aj  \  78. 

Huntimrton.  W.  Vs.,  from  Marrowbone,  Ky.    Tii«,  406. 
Tl.Tjri'— VOL  lU— 11 42 
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Idaho  points  to  Carnegie,  Pa.    Metals,  60. 

Idaho  points  from  Seattle  and  Tacoma,  Wash.,  and  Portland,  Oreg.    Claas  rates,  2(5. 

niff,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Illinois  points  from  Gleason,  Ark.    Cypress  lumber,  348. 

Illinois  points  to  Philadelphia,  New  York,  and  Boston  points.    Hay,  34. 

Indiana  points  from  Omaha,  Nebr.    Dairy  products,  397. 

Indiana  points  to  Philadelphia,  New  York,  and  Boston  points.    Hay,  34. 

Ionia,  Mich.,  from  Fort  Payne,  Ala.,  and  Chattanooga,  Tenn.,  via  Cincinnati,  Ohio. 
Hickory  spokes,  458. 

Iowa  points  from  Gleason,  Ark.    Cypress  lumber,  348. 

Iowa  points  to  Omaha,  Nebr.    Grain,  424. 

Ironton,  Wye,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Ivey,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Ivorydale,  Ohio.    Demurrage  on  private  cars,  556. 

Jacksonville,  Fla.,  from  Georgia,  Alabama,  Tennessee,  and  South  Carolina  potntB. 
Cottonseed  and  cottonseed  oil,  336. 

Jennings,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Jerome,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Joplin,  Mo.,  to  Gleason,  Ark.    Cypress  lumber,  348. 

Jonesboro,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Cooperage,  136. 

Jonesboro,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Josselyn,  Nebr.,  from  Louisiana,  Texas,  Arkansas  and  Missouri  points.    Yellow- 
pine  lumber  and  products,  333. 

Julesburg,  Colo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Kalamazoo,  Mich.,  to  Fond  du  Lac,  Wis.    Cutters,  15. 

Kalamazoo,  Mich.,  from  Moline,  111.    Buggy  bodies,  15. 

Kane,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Kanorado,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Kansas  City,  Kans.    Demurrage  on  private  cars,  556. 

Kansas  City,  Mo.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

Kansas  City,  Mo.,  to  Phoenix,  Ariz.    Class  and  commodity  rates,  257. 

Kansas  points  from  Gleason,  Ark.    Cypress  lumber,  348. 

Kansas  points  from  Walsenburg  district,  Colo.    Bituminous  coal,  478. 

Kansas  points  from  Walsenburg  district,  Colo.    Coal,  20. 

Kelvin,  Ariz.,  from  Williams,  Flagstaff,  and  Cliffs,  Ariz.    Lumber,  119. 

Kenner,  La.,  en  route  from  St.  Rose,  La.,  to  Chicago,  111.    Cabbage,  3. 

Kensington,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Keokuk,  Iowa,  from  Arkansas  points  and  Maiden,  Mo.    Cooperage,  136. 

Kersey,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Kirby,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Kuner,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

La  Crosse,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

La  Grande,  Oreg.,  from  eastern  defined  territory.    Class  and  commodity  rates,  162. 

La  Salle  (Beet  Siding),  Colo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

La  Salle,  111.,  to  Clinton  and  Camanche,  Iowa.    Cement,  492. 

Lander,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Lariat,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Larson,  Idaho,  to  Carnegie,  Pa.    Metals,  60. 

Lawton,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Lawton,  Mich.,  rebilled  to,  from  Metropolis,  111.,  to  Chicago.  III.    Grape  1 
487  (489). 

^pt.  La.,  to  Alexandria,  La.,  reconsigned  to  Omaha,  Nebr.    Lumber,  12. 
ille,  Colo.,  from  St.  Louis,  Mo.,  via  Pueblo,  Colo.    Beer,  18. 
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LeAvenworth,  KanB.,  from  Gleason,  Ark.    Cyprefls  lumber,  348. 

Lebanon,  Kans.,  from  Omaha  and  South  Omi^,  Nebr.    Lumber,  156. 

Leger,  Okla.,  from  Saron,  Tex.    Lumber,  146. 

Lemmon,  S.  Dak.,  from  Minneapolis,  Minn.    Compo-board,  110. 

Levant,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Lewiflton,  Qa.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Lewiflton,  N.  Y.,  to  Houston,  Tex.    Cabbage,  78. 

Lilly,  Pa.,  via  Cairo,  111.,  to  Texarkana,  Ark.    Blacksmith  coal,  627  (528). 

Lincoln,  Nebr.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

Little  Rock,  Ark.,  to  Alexandria,  Mo.,  and  Eeokuk,  Iowa.    Cooperafre,  136. 

Livin^ton,  111.,  from  Portland,  N.  Y.,  reconsigned  at  Chicago,  111.    Grapofi,  452. 

Long\'ille,  La.,  to  Nehnw^ka  points.    Yellow-pine  lumber  and  products,  333. 

Lorane,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Loring,  La.,  to  Nebruka  points.    Yellow-pine  lumber  and  products,  333. 

Los  Angeles,  Cal.,  to  El  Paso,  Tex.       Chile  pepper,  561. 

Los  Angeles,  Cal.,  to  and  from  Utah  points.    Passenger  rates,  218. 

Louisiana  (Caddo)  oil  field  to  Texas  and  Louisiana  points.    Oil,  644. 

Louisiana  points  to  Milwaukee,  Wis.    Empty  beer  packages,  690. 

Louisville,  Ey.,  to  Columbia,  Tenn.    Sheep,  563. 

Louisville,  Ry.,  to  Durham  and  Winston-Salem,  N.  C.  Grain,  grain  products,  hay, 
and  packing-house  products,  303. 

Lovell,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Lowell,  Fla.,  to  PitUburg,  Pa.,  diverted  at  Altoona,  Pft.    Watermelons,  1. 

Lynchbuig,  Va.,  to  Winston-Salem  and  Durham,  N.  0.    Glass  rates,  303. 

Macon,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Mahaska,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.,  and  Council  Blufts,  Iowa. 
Lumber,  156. 

Maine  points  from  Omaha,  Nebr.    Dairy  products,  397. 

Maiden,  Mo.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Coopen^,  136. 

Malvern,  Ark.,  to  Nebruka  points.    YeUow-pine  lumber  and  products,  333. 

Manmioth,  Utah,  from  Baker  City,  Oreg.    Lumber,  582. 

Mandereon,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Manistique,  Mich.,  from  St.  Pftul  and  Minneapolis,  Minn.    Butter  and  eggs.  285. 

Mankato,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Mantua,  Wyo.,  from  Billings,  Mont.    Class  rate:i,  71. 

Manunka  Chunk,  N.  J.,  en  route  from  Philadelphia,  Pft.,  to  Buffalo,  N.  Y.  Molas- 
ses, 68. 

Marrowbone,  Ky.,  to  Huntington,  W.  Va.,  and  from  Rockhouse,  Ky.    Ties,  406. 

Martins  Creek,  PA.,  to  Brockton,  Mass.    Cement,  297. 

Massachusetts  points  from  Omaha,  Nebr.    Dairy  products,  397. 

Masters,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Mechanicsville,  N.  Y.,  en  route  from  Pennsylvania  fields  to  Holyoke,  Msm.  Anthra- 
cite coal,  299. 

Medicine  I>odge.  Kans.,  to  Spokane,  Wash.    Oement,  139. 

Menomonie  Junction,  Wis.,  to  St.  Pftul,  Minn.    Strawberries,  565. 

Merino,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Mesa,  Aria.,  from  Williams,  FUgntafT,  and  Cliffs,  Aris.     Lumber,  119. 

Messex,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.     Lumber,  Vtd. 

Metropolis,  111.,  to  (  hirago,  111.,  rebUled  to  Lawton,  Mich.    Grftr>o  baskets,  487(489). 

Michigan  points  from  Omaha,  Nebr.    Dairy  products,  397. 

Michigan  points  to  Philadelphia,  New  York,  and  Boston  points,  34. 

Millen,  Ga.,  to  Jackmnville,  Fla.    Cottonseed,  336. 

Milwaukee,  Wis.     Free  delivery  of  express  packages,  112. 
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Milwaukee,  Wis.,  to  California,  Nebraska,  Wyoming,  New  Mexico,  and  Colocado 
points.    Beer,  584. 

Milwaukee,  Wis.,  to  Gladstone  and  Escanaba,  Mich.    Beer,  588. 

Milwaukee,  Wis.,  from  Texas,  Louisiana,  and  Arkansas  points.  Empty  beer  pai^- 
ages,  590. 

Minneapolis,  Minn.,  to  L^nmon,  S.  Dak.    Compo-boaid,  110. 

Minneapolis,  Minn.,  to  Manistique,  Mich.,  destined  to  eastern  points.  Butter  and 
eggs,  285. 

Minneapolis,  Minn.,  from  Seymour  and  Cedar  Gap,  M«.    Apples,  U4. 

Minnesota.points  to  Omaha,  Nebr.    Grain,  424. 

Mintum,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Mississippi  points  to  New  Orleans,  La.    Ties,  314. 

Miasissippi  River  to  Utah  points.    Commodity  rates,  218. 

Mississippi  River  to  and  from  Utah  points.    Class  rates,  218. 

Mississippi  River  crossings  to  (j^igia,  Alabama,  Florida,  and  Carolina  points,  dmrn 
and  conmiodity  rates,  460. 

Mississippi  River  crossings  from  Gleason,  Ark.    Cypress  lumber,  348. 

Mississippi  River  territory  to  Spokane  points.    Class  and  commodity  rates,  ICt. 

Minouri  River  tenitory  to  Spokane  points.    Class  and  commodity  rates,  162. 

Missouri  River  to  Salt  Lake  City,  Prove,  and  Ogden,  Utah.    Commodity  rates,  218. 

Missouri  River  to  and  from  Salt  Lake  City,  Prove,  and  Ogden,  Utah.    Class  rates,  218. 

Missouri  River  from  Salina,  Eans.    Coal,  20. 

Minouri  River  and  intermediate  points  from  New  Delhi,  Cal.    Sugar,  6. 

Missouri  River  points  and  points  west  thereof  fromGleascm,  Ark.  Cypcess  lum- 
ber, 348. 

Missouri  River  points  to  Phoenix,  Aria.    Class  rate,  257. 

Moline,  111.,  to  Kalamazoo,  Mich.    Buggy  bodies,  15. 

Monroe,  La.,  to  Crowell,  Tex.    Shingles,  117. 

Montana  points  to  Seattle  and  Tacoma,  Wash.,  and  Portland,  Oreg.    Class  rates,  265. 

Montgomery,  Ala.,  to  northern  points,  refined  in  transit  at  Savannah,  Ga.  Cotton- 
seed oil,  434. 

Montrose,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Moorcraft,  Wyo.,  frt>m  Billings,  Mont.    Class  rates,  71. 

Moigan  City,  La.,  from  Caddo  oil  field,  La.    Oil,  544. 

Mullan,  Idaho,  to  Carnegie,  Pa.    Metals,  60. 

Munden,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumb^,  156. 

Muskogee,  Okla.,  to  New  Orleans,  La.    Petroleum,  132. 

Naco,  Aria.,  from  Williams,  Flagsta£f,  and  Clifis,  Aria.    Lumber,  119. 

Nankipooh,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Narka,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Narrows,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Nebraska  points  from  Gleason,  Ark.    Cypress  lumber,  348. 

Nebraska  points  from  Walsenburg  d ietric t,  southern  Colorado.    Bituminous  coa],478. 

Neches  River,  Tex.  (landings  on),  from  Caddo  oil  fields.  La.    Oil,  544. 

Neiber,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Nevada  points  fr^m  eastern  points.    Class  and  conmiodity  mtes,  238. 

New  Delhi,  Cal.,  to  Missouri  River  and  intermediate  points.    Sugar,  6. 

New  England  points.  Demurrage  investigation  and  extension  of  fr^e  time  on  certain 
commodities,  496. 

New  England  points  from  Buffalo,  N.  Y.    Flour  and  other  grain  producti,  128. 

New  Hampshire  points  from  Omaha,  Nebr.    Dairy  products,  397. 

New  Mexico-Arizona  territory.    Exchange  scrip  book,  499. 

New  Orleans,  La.,  from  Mississippi  points.    Ties,  314. 
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New  OrleAna,  La.,  from  Muakogee,  Okk.    Petroleum,  132. 
New  Orleaofl,  La.,  to  Texae  common  points.    Bananas,  22. 
New  York,  N.  Y.,  from  Brockton,  Maas.    Boots  and  shoee,  539. 
New  York,  N.  Y.,  from  Georgia  and  Alabama  points,  refined  in  transit  at  Savannah, 

Ga.    Cottonseed  oil,  434. 
New  York,  N.  Y.,  from  Ohio,  Indiana,  Illinois,  and  Michigan  points.    Hay,  34. 
New  York,  N.  Y.,  from  St.  Paul,  Minn.    Fun,  354. 
New  York.  N.  Y.,  from  Syracuse,  N.  Y.    WaU  plaster,  480. 
New  York,  N.  Y.,  to  and  from  Warwick,  N.  Y.    Commutation  tickets,  404. 
New  York  common  points  to  Nevada  points.    Class  and  commodity  rates,  238. 
New  York  Harbor  points.    Lumber.    Lighterage  rules,  30. 
New  York  points  from  Buffalo,  N.  Y.    Flour  and  other  grain  products,  128. 
New  York  points  from  Omaha,  Nebr.    Dairy  products,  397. 
New  York  territory  to  Spokane.    Class  and  commodity  rates,  162. 
Newcastle,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Newnan,  Ga.,  to  northern  points,  refined  in  transit  at  Savannah,  Ga.    Cottonseed 

oil,  434. 
Newport,  Term.    Lumber.    Milling  in  transit  privilege,  522. 
Norfolk,  Va.,  en  route  from  Victoria,  Va.,  to  Alliance,  Ohio.    Lumber,  144. 
Norfolk  Junction,  Nebr.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 
North  Adams,  Mass.,  to  Sikeston,  Mo.,  via  St.  Louis,  Mo.    Shoes,  422. 
Norton,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Oakdale,  La.,  to  Port  Arthur,  Tex.    Lumber,  60. 
Oakland,  Cal.,  from  Milwaukee,  Wis.    Beer,  584. 
Official  Classification  territory.    Hay,  34. 

Official  Classification  territory.    Wyandotte  Cleaner  and  Cleanser,  507. 
Ogden,  Utah,  from  Asiatic  points  through  Pacific  coast  ports.    Sago,  tapioca,  tea, 

and  tea  dust,  218. 
Ogden,  Utah,  from  Chicago,  111. ,  Mississippi  River  and  Missouri  River.    Commodity 

rates,  218. 
Ogden,  Utah,  to  and  from  Chicago,  111.,  Mississippi  River  and  Missouri  River. 

Class  rates,  218. 
Ogden,  Utah,  to  and  from  Los  Angeles  and  San  Francisco,  Cal.    Passenger  rates,  218. 
Ogden,  Utah,  from  Omaha,  Nebr.,  en  route  from  Thomas,  W.  Va.,  to  Tonopah,  Nev. 

Soft  coal,  527. 
Ohio  points  from  Omaha,  Nebr.    Dairy  products,  397. 
Ohio  points  to  Philadelphia,  New  York,  and  Boston  points.     Hay,  34. 
Ohio  River  crossings  to  Georgia,  Alabama,  Florida,  and  Carolina  points.    Class  and 

commodity  rates,  460. 
Ohio  River  croasings  from  Gleason,  Ark.    Cypress  lumber,  348. 
Omaha,  Nebr.,  to  Central  Frei^t  Association  territory.    Dairy  products,  397. 
Omaha,  Nebr.,  from  East  St.  Louis,  111.    Soft  coal,  598. 
Omaha,  Nebr.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

Omaha,  Nebr.,  from  Goldfield,  Nev.    Validation  of  limited  excursion  ticket,  440. 
Omaha,  Nebr.,  reconsigned  to;  Lecoropt  and  Cady  Switch,  La.,  to  Alexandria,  La. 

Lumber,  12. 
Omaha,  Nebr.,  to  Ogden,  Utah,  en  route  from  Thomas,  W.  Va.,  to  Tonopah,  Nor. 

Soft  coal,  527. 
Omaha,  Nebr.,  to  South  Dakota,  Colorado,  Kansas,  and  Wyoming  points.    Lumber, 

156. 
Omaha,  Nebr.,  from  South  Dakota,  Minnesota,  and  Iowa  points.    Grain,  424. 
Omaha,  Nebr.,  group  to  Nevada  points.    Class  and  commodity  rates,  238. 
Onalaska,  Ark.,  via  Texarkana,  Ark.,  to  Batchelor,  La.    Railway  equipment,  54. 
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Orange,  Tex.,  from  Caddo  oil  field,  La.    Oil,  544. 
Orange,  Tex.,  to  Eunice,  La.    Mixed  groceries,  502. 
Orangeburg,  S.  0.,  to  Jacksonville,  Fla.    Cottonseed  oil,  336. 
Orchard,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Oregon  points  from  Washington  and  Oregon  points.    Class  rates,  265. 
Oriva,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Osage,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Otego,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Ovid,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Oxford  Junction,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  Missouri  points. 

Yellow-pine  lumber  and  products,  333. 
Pacific  ports,  en  route,  from  Asiatic  points  to  Salt  Lake  City,  Fh>vo,  and  Ogden, 

Utah.    Sago,  tapioca,  tea  and  tea  dust,  218. 
Paragould,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Cooperage,  136. 
Paris,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 
Parkman,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Pate,  Qa.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Paw  Paw,  Mich.,  rebilled  to;  Dongola,  HI.,  to  Chicago  or  Riverdale,  HI.    Frtdt 

baskets,  487  (490). 
Pawtucket,  R.  I.,  from  Barnwell,  8.  C.    Cotton  linters.  79. 
Pedro,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Pendleton,  Oreg.,  from  eastern  defined  tenit<»y.    Class  and  commodity  rates,  162. 
Pennsylvania  fields  through  Rotterdam  Junction,  Troy,  and  Mechanicsville,  N.  Y^ 

to  Holyoke,  Mass.    Anthracite  coal,  299. 
Pennsylvania  points  from  Omaha,  Nebr.    Dairy  products,  397. 
Perry,  Ga.,  to  JacksonviUe,  Fla.    Cottonseed,  336. 
Perth  Amboy,  N.  J.,  reccmsigned  to,  while  en  route  from  Warsaw  Junction,  (ttiio, 

to  Allentown,  Pa.    Hay,  475. 
Petersville,  Tex.,  to  Carondelet,  Mo.    Scrap  iron,  605. 
Philadelphia,  Pft.,  from  Aliceville,  Ala.    Cotton  linters,  575. 
Philadelphia,  Pa.»  to  Chicago,  HI.    Cotton  shoddy  lining,  512. 
Philadeli^iia,  Pa.,  via  Manunka  Chunk,  N.  J.,  to  Buffalo,  N.  Y.    Molasses,  68. 
Philadelphia,  Pa.,  from  Ohio,  Indiana,  Illinois,  and  Michigan  points.    Hay,  34. 
Phillipsburg,  Eans.,  from  Omaha  and  South  Omaha,  Nebr.    I^imber,  156. 
Phoenix j  Ariz.,  from  eastern  defined  territory.    Class  and  commodity  rates,  257. 
Phoenix,  Ariz.,  from  Williams,  Flagstaff,  and  Cliffs,  Ariz.    Lumber,  119. 
Pickering,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 
Pine  Bluff,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Coopciage,  136. 
Pine  Bluff,  Ark.,  to  Fort  Worth,  Tex.    Box  shocks,  141. 
Pittsburg,  Pa.,  from  Dothan,  Ala.»  refined  in  transit  at  Savannah,  Ga.    Cottonaxd 

oil,  434. 
Pittsburg,  Pa.,  from  Lowell,  Fla.,  diverted  at  Altoona,  Pa.    Watermelons,  1. 
Pittsburg,  Pa.,  to  Phoenix,  Ariz.    Class  and  commodity  rates,  257. 
Pittsburg-Detroit  common  points  to  Nevada  points .    Class  and  commodity  rates,  238. 
Pittsburg  territory  to  Spokane  points.    Class  and  commodity  rates,  162. 
Plymouth,  Wis.,  to  DanviUe,  111.    Cheese,  493. 
Pocahontas  field  to  Durham  and  Winston-Salem,  N.  C.    Coal,  303. 
Ponchatoula,  La.,  to  Chicago,  HI.    Fruit  and  vegetables,  513. 
Porterdale,  Ga.,  to  JacksonviUe,  Fla.    Cottonseed,  336. 
Port  Arthur,  Tex.,  from  Oakdale,  La. '  Lumber,  50. 
Port  Ivory,  N.  Y.    Demurrage  on  private  cars,  556. 
Portland,  N.  Y.,  to  Chicago,  HI.,  reconsigned  to  Li\'ing3ton,  111.,  and  Benld,  HL 

Qrapes,  452. 
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Portland,  Oreg.,  to  Washington,  Oregon,  Idaho,  and  Montana  points,  daas  lates, 
266. 

Powell,  Colo.,  Crom  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Prairie  View,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Proctor,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Prove,  Utah,  from  Asiatic  points  through  Pacific  coast  ports.  Sago,  tapioca,  tea, 
and  tea  dust,  218. 

Prove,  Utah,  from  Chicago,  Mississippi  River,  and  Missouri  River.  Commodity 
rates,  218. 

Prove,  Utahf  to  and  from  C^iicago,  MiamaBippi  River,  and  Missouri  River.  Claa 
rates,  218. 

Prove,  Utah,  to  Los  Angeles  and  San  Francisco,  Cal.    Passenger  rates,  218. 

Pueblo,  Cdo.,  from  Milwaukee,  Wis.    Beer,  584. 

Pueblo,  Colo.,  en  route  from  St.  Loms,  Mo.,  to  Leadville,  Colo.    Beer,  18. 

Rairden,  Wjo.,  from  Billings,  Mont.    Clan  rates,  71. 

Ralston,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Raltoo,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  Missouri  points.  Yellow- 
pine  lumber  and  products,  333. 

Ranchester,  Wyo.,  from  Billings,  Mcmt.    Class  rates,  71. 

Raymond,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Red  lion,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Red  Rock,  Axis,  from  Williams,  Flagstaff,  and  Clifis,  Aria.    Lumber,  119. 

Regis,  Wyo.,  torn  Billings,  Moat,    dass  rates.  71. 

Reno,  Nov.,  from  eastern  points.    Class  and  commodity  rates,  238. 

Reno,  Nov.,  en  route  from  Elko,  Nev.,  to  Saa  Francisco,  Oal.,  and  return.  Roond- 
trip  ticket,  603. 

Reno,  Nov.,  from  Sacramento,  Cal.    Class  rates,  286. 

Rexford,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Rhode  Island  points  from  Omaha,  Nebr.    Dairy  products,  387. 

Rivodale,  111.,  from  Dongola,  111.,  rebilled  to  IhiM  Fvw,  Mich.  Fruit  bMkets,  487 
(490). 

Rivodale,  111.,  from  Metropolis,  111.,  rebilled  to  Lawton,  Mich.  Grape  b^kets,  487 
(489). 

Roanoke,  Va.,  to  Winston-Salom  and  Durham,  N.  C.    Class  rates,  303. 

Rock  Springs,  Ga.,  to  Jack8on>'ille,  Fla.    Cottonseed,  836. 

Rockhouse,  Ky.,  to  Brockwayville,  Pa.    Ties,  406. 

Roodhouse,  111.,  from  Dothan,  Ala.,  reconsigned  to  Chicago,  111.    Lumber,  482  (484). 

Roodhouse,  111.,  from  (>reenville.  Mo.,  via  East  St.  Louis,  111.     Lumber,  482  (488). 

Roswell,  Colo.,  from  Nebraska  and  Iowa  points.    Lumber,  166. 

Rotterdam,  N.  Y.,  en  route  from  Pennsylvania  fields  to  Holyoke,  Mass.  Anthra- 
cite coal.  299. 

Rosett,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Ruleton,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Rydal,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Sabine,  Tex.,  from  Caddo  oil  field.  La.    Oil,  544. 

Sabine  River,  Tex.  (landings  on),  from  Caddo  oil  field,  La.    Oil,  M4. 

Sacramento,  Cal.,  to  Nevada  and  Utah  pointo.    Class  rates,  259. 

St.  Joseph,  Mo.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

St.  Louis,  Mo.,  from  Brighton,  Ohio.    Iron  drsring  racks,  677. 

St  Louis,  Mo.,  to  Fort  Smith,  Ark.;  from  South  Ptfk,  Ohio.     Brick,  630  (632). 

St.  Louis,  Mo.,  from  Gleason,  Aric.    Cypress  lumber,  348, 

St.  Louis,  Mo.,  en  route  from  North  Adams,  Mass.,  to  Sikeeton,  Mo.    Shoes,  422. 

St.  Louis,  Mo.,  to  Phoenix,  Aria.    Class  and  commodity  rates,  257. 
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St.  Louis,  Mo.,  via  Pueblo,  Colo.,  to  Leadville,  Colo.    Beer,  18. 

St.  Louis,  Mo.,  to  San  Antonio,  Tex.    Beer  bottles,  29. 

St.  Paul,  Minn.,  to  Chicago.,  III.,  Fargo  and  Grand  Forks,  N.  Dak.,  Seattle,  Waab., 
and  Superior,  Wia,    Sleeping-car  rates,  102. 

St.  Paul,  Minn.,  to  Manistique,  Mich.,  destined  to  eastern  points.  Butter  and  eggs, 
286. 

St.  Paul,  Minn.,  from  Menomonie  Junction,  Wis.    Strawbemes,  665. 

St.  Paul,  Minn.,  to  New  York,  N.  Y.    Raw  fun,  364. 

St.  Paul,  Minn.,  from  Seymour  and  Cedar  Gap,  Mo.    Apples,  114. 

St.  Paul,  Minn.,  to  Spokane  points.    Class  and  commodity  rates,  162. 

St.  Rose,  La.,  via  Eenner,  La.,  to  Chicago,  HI.    Cabbage,  3. 

Salt  Lake  City,  Utah,  from  Asiatic  points  throu^  Fteific  coast  ports.  Sago,  tapioca, 
tea  and  tea  dust,  218. 

Salt  Lake  City,  Utah,  to  and  from  California  points.    Passenger  rates,  218. 

Salt  Lake  City,  Utah,  from  Chicago,  Mississippi  River,  and  Missouri  River.  Com- 
modity rates,  218. 

Salt  Lake  City,  Utah,  to  and  from  Chicago,  Mississippi  River,  and  Missouri  Riwr. 
Class  rates,  218. 

Salt  Lake  City,  Utah,  to  San  Fmncisco,  Gal.    Validation  of  ticket,  443. 

San  Antonio,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 

San  Antonio,  Tex.,  from  St.  Louis,  Mo.    Beer  bottles,  29. 

San  Francisco,  Cal.,  to  El  Paso,  Tex.    Chile  pepper,  661. 

San  Francisco,  Gal.,  from  Elko,  Nov.,  via  Reno,  Nov.,  and  return.  Round-trip 
tickets,  603. 

San  Francisco,  Gal.,  from  Milwaukee,  Wis.    Beer,  684. 

San  Francisco,  Cal.,  from  Salt  Lake  City,  Utah.    Validation  of  tickets,  443. 

San  Fmncisco,  Cal.,  from  Steubenville,  Ohio.    Grates  and  fireplaces,  66. 

San  Francisco,  Gal.,  to  and  from  Utah  points.    P&ssenger  rates,  218. 

San  Pedro,  Cal.,  from  eastern  points.    Class  and  commodity  rates,  323. 

Sanborn,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  Missouri  points.  Yellow- 
pine  lumber  and  products,  333. 

Sand  Pit  Spur,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Santa  Rita,  N.  Mex.,  from  Davisville,  Tex.    Lumber,  166. 

Saron,  Tex.,  to  Altus,  Okla.    Lumber,  146. 

Savannah,  Ga.,  refining  point  en  route  from  Georgia  and  Alabama  points  to  north- 
ern points.    Cottonseed  oil,  434. 

Savannah,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Scandia,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Seattle,  Wash.,  to  Alaska  points.    Through  route  and  joint  rate,  106. 

Seattle,  Wash.,  from  St.  F^ul,  Minn.    Sleeping-car  rates,  102. 

Seattle,  Wash.,  to  Washington,  Oregon,  Idaho,  and  Montana  points.  ClasB  rates, 
266. 

Sedgwick,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Selden,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 

Seymour,  Mo.,  to  Minneapolis  and  St.  Paul,  Minn.    Apples,  114. 

Sheriden,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Shirley,  Ind.,  from  Tennessee  Ridge,  Tenn.    Ties,  438. 

Sikeston,  Mo.,  from  North  Adams,  Mass.,  via  St.  Louis,  Mo.    Shoes,  422. 

Skagway,  Alaska.    Wharf  facilities,  106. 

Smeed,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  Missoiui  points.  Yellow- 
pine  lumber  and  products,  333. 

Smith  Center,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
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Smithfield,  Nebr.,  from  Louisiana,  Texas,  Arkansas,  and  IfisMmri  points.  Yellow- 
pine  lumber  and  products,  333. 

Smithville,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Smoke  Run,  Pa.    Coal-car  distribution,  392. 

Snyder,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

South  Carolina  points  to  Jacksonville,  Fla.    Cottoiii^eed  oil,  336. 

South  Chicago,  111.,  from  Wolf  Lake,  Ind.    Ice,  572. 

South  Dakota  points  to  Omaha,  Nebr.    Grain,  424. 

South  Omaha,  Nebr.,  from  East  St.  Louis,  lU.    Soft  coal,  598. 

South  Omaha,  Nebr.,  to  South  Dakota,  Colorado,  Kansas,  and  Wyommg  points. 
Lumber,  156. 

South  Park,  Ohio,  via  St.  Louis,  Mo.,  to  Fort  Smith,  Ark.    Brick,  530  (532). 

Southern  California  points  to  eastern  points.    Oranges  and  lemons,  148. 

Southport,  La.,  to  East  St.  Louis,  111.    Ties,  314. 

SparU,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Spence,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 

Spokane,  Wash.,  from  eastern  defined  territory.    Class  and  commodity  rates,  162. 

Spokane,  Wash.,  from  Medicine  Lodge,  Kans.    Cement,  139. 

Springport,  Mich.,  to  Anniston,  Ala.    Dried  beans,  448. 

Stai'dard,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 

Stt'phens,  Ark.,  to  Alexandria,  Mo.,  and  Keokuk,  Iowa.    Coopemge,  136. 

Sterling,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Steuben ville,  Ohio,  to  San  Francisco,  Cal.    Grates  and  fireplaces,  65. 

Stuttgart,  Kans.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Sublette,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 

Sumter,  8.  C,  to  Jacksonville,  Fla.    Cottonseed  oil,  336. 

Sunset,  Idaho,  to  Carnegie,  Pa.    Metals,  60. 

Superior,  Wis.,  from  St.  Paul,  Minn.    Sleeping-car  rates,  102. 

Syracuse,  N.  Y.,  to  Boston,  Mass.,  and  New  York,  N.  Y.    Wall  pUster,  480. 

Tacoma,  Wadi.,  to  Washington,  Oregtm,  Idaho,  and  Montana  points.  Class  rates, 
265. 

Tennessee  Ridge,  Tenn.,  to  Shirley,  Ind.    Ties,  438. 

Terra  Cotta,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 

Texarkana,  Ark.,  to  Alexandria, ^o.,  and  Keokuk,  Iowa.    Cooperage,  136. 

Texarkana,  Ark.,  via  Cairo,  111.,  from  Lilly,  Pa.    BlackBmith  coal,  527  (528). 

Texarkana,  Ark.,  en  route  from  Onalaska,  Ark.,  to  Batchelor,  La.  Railway  equip- 
ment, 54. 

Texas  common  points  from  New  Orieans,  La.    Bananas,  22. 

Texas  points  to  Milwaukee,  Wis.    Empty  beer  packages,  590. 

Thebes,  111.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

Thomas,  W.  Va.,  to  Tonopah,  Nav.    Soft  coal,  527. 

Thomaston  to  Jacksonville,  Fla.    Cottonseed,  336. 

Thornton,  Wyo.,  from  Billings,  Mont.    Class  rates,  71 

Toledo,  Ohio,  to  Nevada  points.    Class  and  commodity  rates,  238. 

Toluca,  Mont.,  from  Billings,  Mont.    Class  rates,  71. 

Tombstone,  Aria.,  from  Williams,  Flagstaff,  and  Cliffy,  Aria.    Lumber,  119. 

Tonopah,  Nov.,  from  Thomas,  W.  Va.    Soft  coal,  527. 

Topeka,  Kans.,  from  Gleason,  Ark.    Cypress  lumber,  348. 

Toiringtoo,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Tracy,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 

Traverse  City,  Mich.,  to  Balcom,  111.    Grape  or  fruit  baskets,  487. 
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LOCALITIES— Continued. 
Troy,  N.  Y.,  en  route  from  Pennsylvania  fields  to  Holyoke,  Mass.    Anthracite 

coal,  299. 
Tucson,  Ariz.,  from  Williams,  Flagstaff  and  Gilb,  Ariz.    Lumber,  119. 
'  Tulsa,  Okla.,  from  Bad  Axe,  Mich.    Dried  beans,  448  (451). 
Tuscaloosa,  Ala.,  from  Cheltenham,  Mo.    Pressed  brick,  530. 
Tustin,  Cal.,  to  El  Paso,  Tex.    Chile  pepper,  561. 
Tyler,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 
Ulm,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Union,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Upton,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
Utah  points  from  Asiatic  points  through  Pacific  coast  ports.    Sago,  tapaoca,  tea  and 

tea  dust,  218. 
Utah  points  from  Sacramento,  Gal.    Class  rates,  259. 
Vails,  N.  J.    Demurrage,  290. 

Valdosta,  Ga.,  to  New  York,  N.  Y.,  refined  at  Savannah,  Ga.    Cottonieod  oil,  4S4. 
Van  Buren,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Van  Tassell,  Wyo.,  from  Nebraska  and  Iowa  points.    Lumber,  156. 
Vaughan,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Venango,  Nebr.,  from  Louiaiana,  Texas,  Arkaneas,  and  Mi«ouri  pointi.    Yellow- 

pine  lumber  and  products,  833. 
Vermont  points  from  Omaha,  Nebr.    Dairy  products,  397. 
Verona,  Wyo.,  from  Billings,  Mont.    Class  sates,  71. 
Victoria,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  33S. 
Victoria,  Va.,  via  Norfolk,  Va.,  to  Alliance,  Ohio.    Lumber,  144. 
Virginia  points  from  Omaha,  Nebr.    Dairy  products,  397. 
Waco,  Tex.,  from  New  Orleans,  La.    Bananas,  22. 

Walla  Walla,  Wash.,  from  eastern  defined  teiritory.    Class  and  commodity  rataa,  102. 
Wallabout  Basin,  New  York  Harbor.    Lumber.    Lighterage  rules,  30. 
Walsenburg  district,  Colo.,  to  Kansas  points.    Coal,  20. 

Walsenburg  district,  Colo.,  to  Kansas  and  Nebraska  points.    Bituminous  coal,  478. 
Wallace,  Idaho,  to  Carnegie,  Pa.    Metab,  60. 
Wardner,  Idaho,  to  Carnegie,  Pa.    Metals,  60. 

Warren,  Ark.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 
Warsaw  Junction,  Ohio,  to  Allentown,  Pa.,  reconsigned  to  Perth  Amboy,  N.  J. 

Hay,  475. 
Warwick,  N.  Y.,  to  and  from  New  York,  N.  Y.    Commutation  ticket,  404. 
Washington  points  from  Washington  and  Oregon  points.    Class  rates,  265. 
Waverly,  N.  Y.,  to  Binghamton,  N.  Y.,  originating  at  Bemice,  Pa.    Semianthzadte 

coal,  549. 
Weir,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Weldon,  Colo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Wessex,  Wyo.,  from  Billings,  Mont.    Class  rates,  71. 
West  Viiginia  points  from  Omaha,  Nebr.    Dairy  products,  397. 
West  Viiginia-Pennsylvania  ovens  to  Chicago,  111.    Coke,  592. 
Western  points  from  Atlantic  seaboard  points.    Class  and  commodity  rates,  55L. 
Westover,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Whalen,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  156. 
Whitehall,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Wichita,  Kans.,  from  Gleason,  Ark.    Cypress  lumber,  348. 
Wilkinsons,  Ga.,  to  Jacksonville,  Fla.    Cottonseed,  336. 
Williams,  Ariz.,  to  Arizona  points.    Lumber,  119. 

^-rnan,  Ariz.,  from  Williams,  Flagstaff,  and  Clifis,  Aria.    Lumber,  119. 
icca,  Nov.,  from  eastern  points.    Class  and  commodity  rates,  238. 
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LOCALITIES-  Continued. 
Win-^ton-Salem,  N.  C,  to  ("incinnati  and  Columbus,  Ohio.    Lumber,  303. 
Wim^ton-Salem,  N.  C,  from  Illinois,  Kentucky,  and  Ohio  pointi.    Grain,  grain 

products,  hay,  and  packing-house  products,  303. 
Mnston-Salem,  N.  C,  from  Pocahontas  fields.    Coal,  303. 
Winston-Salem,  N.  C,  from  Virginia  and  Ohio  points.    Class  rates,  303. 
Wolf  Lake,  Ind.,  to  South  Chicago,  HI.    Ice,  572. 

Woodworth,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  338. 
Worland,  Wyo.,  from  BQliiiSB,  IfoDt.    Class  rates,  71. 
Wri^t,  Ga.,  to  Jacksonville,  Fla.    Cottoaseed,  336. 

Wyandotte,  Mich.,  to  various  points.    Wyandotte  Cleaner  and  Cleanser,  507. 
Wyncotte,  Wyo.,  from  Omaha  and  South  Omaha,  Nebr.    Lumber,  166. 
Yellow  Pine,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  833. 
Zwolle,  La.,  to  Nebraska  points.    Yellow-pine  lumber  and  products,  333. 
LONG  AND  SHORT  HAUL.    Sm  aUo  SacnoN  Fora. 
Water  competition  not  proven.    Pennsylvania  Smelting  Co.  v.  N.  P.  Ry .  Co.  60  (61). 
Facts  fail  to  show  violation  of  long-and-ahOTt-haul  clause.    Preston  v.  C.  A  O.  Ry. 

Co.  406  (408). 
Circumstances  tending  to  negative  presumption  of  unreasonableness  of  greater 

chaige  to  shorter-dktance  point.    Fkk  A  Sons  v.  B.  A  M.  R.  R.  299  (301). 
OMrier  applied  competitive  rate  to  intermediate  points  so  as  not  to  violate  the  long- 

and-ehort-haol  clause.    Schmidt  A  Sons  «.  M.  C.  R.  R.  Co.  636  (637). 
Greater  charge  to  intermediate  stations  will,  upon  expiration  of  six  months  from 

Aug.  17, 1910,  become  unlawful,  unless  application  is  nude  to  deviate  from  pre- 
scribed rule.    Cokxado  Coal  Traflk  Asso.  e.  C.  A  S.  Ry.  Co.  478  (479). 
LONG  HAUL. 
Long-haul  throu^  pawenger  buiineas  is  more  desirable  and  can  be  carried  at  lower 

rates  than  strictly  local  business.    Commercial  Club  of  Salt  Lake  City  e.  A.  T. 

A  S.  F.  Ry.  Co.  218  (228). 
LUCIN  CUTOFF. 
Lucin  Cut-off  traverses  Great  Salt  Lake.    Traffic  Bureau  of  Merchanti'  Exchange 

of  San  Francisco  v.  S.  P.  Co.  269  (261). 
MAINTENANCE  OF  RATE. 
Reasonable  rates  suggested  but  not  required.    City  of  Spokane  v.  N.  P.  Ry.  Co. 

162  (177). 
Rate  unreasonable;  reparation  awarded;  but  no  rate  ordered  to  be  maintained. 

Northern  Lumber  Mig.  Co.  v.  T.  A  P.  Ry.  Co.  64  (66). 
Long  maintenance  of  competitive  rate  was  not,  upon  advance  of  the  rate,  an  admis- 
sion that  former  rate  was  reasonable.    Breeee-Trenton  Mining  Co.  v.  W.  R.  R. 

Co.  698  (600). 
MANDAMUS. 
To  compel  carrier  to  furnish  cars.    Hillsdale  Coal  A  Coke  Co.  e.  P.  R.  R.  Co.  366 

(367). 
MARINE  INSURANCE. 
Reparation  awarded  for  unreasonable  advances  to  cover  marine  insurance  protection 

which  was  not  given.    Wyman,  Partridge  A  Co.  e.  B.  A  M.  R.  R.  651. 
MARKED  CAPACITY. 

itiUing  at  marked  capacity  in  switching  servi.  e  not  condemned.    Pvahlow  v,  I.  H.  B. 

R.  R.  ("o.  672  (674). 
MARKETS. 
Market  competition  discuMod.    R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (261). 
Doubtful  whether  ratee  may  be  constructed  for  express  purpose  of  compelling  the 

manuiM:ture  or  merchandising  of  a  commodity  at  particular  points.    City  of 

Spokane  v.  N.  P.  Ky.  Co.  162  (168). 
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MARKETS— Continued. 

No  jobbing  point  is  entitled,  through  unfair  rate  adjustment,  to  supremacy  in  a 
particular  consuming  territory.  Billings  Chamber  of  Commerce  «.  C.  B.  &  Q. 
R.  R.  Co.  71  (75). 

Location  of  point  at  which  grain  is  originally  bou^t  and  the  rates  to  the  aeveiml 
primary  markets  determine  generally  where  the  grain  shall  be  shipped.    OmahA 
Grain  Exchange  v.  C.  &  N.  W.  Ry.  Co.  424  (425). 
MEASURE  OF  RATE. 

The  law  presumes  that  the  measure  of  reasonableness  will  be  based  upon  mil  thm 
many  elements  of  the  particular  trafSc  involved.  Ponchatoula  Farmers'  Aaso.  «. 
I.  C.  R.  R.  Co.  513  (516). 

Company  is  entitled  to  ask  a  ftdr  return  upon  the  value  of  property  devoted  to  pdbiic 
use;  public  is  entitled  to  demand  rates  not  higher  than  the  services  are  reasonably 
worth.    Morgan  Grain  Co. ».  A.  C.  L.  R.  R.  Co.  460  (471). 

Bulk,  value,  liability  to  waste  or  injury  in  transit,  weight,  form  in  which  tendered, 
etc.,  must  be  considered  in  framing  classifications  and  rates.  Ford  Co.  «.  IL  C. 
R.  R.  Co.  507  (609). 

Rates  can  not  be  made  solely  with  reference  to  value  of  the  article  transported  or 
with  reference  alone  to  loss  and  damage  claims  arising  from  transportatioQ.  Gar- 
ner is  entitled  to  take  into  consideration  the  occupancy  of  its  equipmoit  and 
facilities  or  to  charge  for  services  rendered.  This  charge  may  be  tested  relativety 
by  means  of  rate  per  ton  per  mile,  which  is  most  helpful  in  connection  with  dexmit 
and  heavy  articles,  or  value  of  service  and  reasonableness  of  rates  may  be  tested 
by  means  of  rate  per  car  per  mile  where  articles  of  same  relative  weight,  density, 
direction,  and  volume  of  movement  are  in  question;  but  generally  the  ultimate 
test  with  the  carrier  must  be  the  return  for  occupation  and  use  of  its  equipment 
and  facilities.  National  Hay  Asso.  v,  M.  C.  R.  R.  Co.  34  (47). 
MEETING  RATE. 

Unjust  to  fix  rates  so  as  to  destroy  business  of  one  concern  and  create  a  monopoly  in 
favor  of  other  concerns,  though  it  be  merely  incidental  to  meeting  competitiv« 
rate.    Spiegle  &  Co.  v.  S.  Ry.  Co.  522  (525). 
MILLING  IN  TRANSIT. 

Refusal  to  apply  inbound  expense  bills  to  outgoing  shipments;  reparation  awarded. 
Klyce  Co.  v.  I.  C.  R.  R.  Co.  567. 

Omaha  and  Detroit  not  being  served  by  same  carriers,  complaint,  seeking  extennon 
to  Detroit  of  privUege  enjoyed  at  Omaha,  dismissed;  Commission's  policy  ie  to 
curtail  such  privileges.    Schmidt  A  Sons  v.  M.  C.  R.  R.  Co.  535  (537). 

Retroactive  application  of  privilege  not  sanctioned.  Oady  Lumber  Co.  «.  M.  P. 
Ry.  Co.  12  (14). 

Carrier  ordered  to  maintain  at  Newport  a  milling-in-transit  rate  not  higgler  than 
contemporaneously  charged  at  Johnson  City.    Spiegle  d  Co.  v.  S .  Ry .  Co.  522  (526). 

Transit  privileges  are  susceptible  of  defense  only  upon  theory  that  inbound  and 
outbound  movements  are  parts  of  a  single  continuous  transaction.    In  re  Reduced 
Rates  on  Returned  Shipments,  409  (417). 
MINIMUM. 

Tariff  rule  indefinite.    Davies  «.  I.  C.  R.  R.  Co.  3  (4). 

Minimum  rates  on  private  passenger  and  baggage  can  not  unreasonable.  Chap- 
peUe  V,  L.  d  N.  R.  R.  Co.  56. 

Minimum  weights  on  all  carload  shipments  are  to  be  considered  as  part  ol  rate. 
LuU  Carriage  Co.  v.  C.  K.  &  S.  Ry.  Co.  15  (16). 

Joint  throng  rate  in  excess  of  combination  of  locals  presumed  unreasonable,  thoogjb 
variable  minima  applicable  to  locals.    Id. 

Excessive  minimum  on  empty  beer  packages.  Miller  Brewing  Co.  v.  C.  M.  A  St. 
P.  Ry.  Co.  590  (591). 
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MINIMUM— Gondniied. 
Car  loaded  acceding  to  carrier's  loading  restrictkmi;  weight  lea  than  minimum; 

actual  wei^t  should  govern.    Oregon  Lumber  Co.  v.  O.  R.  R.  d  N.  Go.  582. 
Rule  preocribed  for  making  up  sufficient  weight,  where,  in  mixed  carioad,  aggregate 

weight  (alls  short  of  required  minimum.    Ponchatoula  Farmers'  Asso.  v.  I .  C.  R.  R, 

Co.  513  (519). 
Minimum  as  high  as  product  can  be  carried  under  most  advantageous  circumstances^ 

with  a  comparatively  low  rate,  is,  it  seems,  beet  for  shipper.    Id.  513  (517). 
MI8R0UTING. 
Carrier  not  liable,  when  routing  instructicms  followed.    Fish  &  Co.  v.  N.  Y.  C.  A  St« 

L.  R.  R.  Co.  452;  Sikeston  Mercantile  Co.  v.  B.  A  M.  R.  R.  422  (423). 
Cheapest  available  reasonable  route  must  be  used  in  absence  of  routing  instructions^ 

Alpha  Portland  Cement  Co.  v.  D.  L.  &  W.  R.  R.  Co.  297  (298). 

Beekman  Lumber  Co.  v.  L.  Ry.  d  N.  Co.  343  (345).    * 

Ouneion  d  Co.  v.  H.  E.  A  W.  T.  Ry.  Co.  146  (147;. 

Willson  Bros.  Lumber  Co.  v.  N.  8.  R.  R.  Co.  293  (294). 
Carrier  chaigeable  with  notice  of  free  unloading  and  handling  service  of  competitor 

at  Buffalo.    PrmtisB  v.  P.  R.  R.  Co.  68  (69). 
Both  initial  and  connecting  lines  liable  in  damages  (or  mivouting.    Beekman 

Lumber  Co.  v,  L.  Ry.  A  N.  Co.  343  (347). 
Carrier  not  liable  for  misrouting  for  (orwarding  via  joint  throu^  route  though  a  lower 

combination  existed.    Idaho  Lime  Co.  v,  A.  T.  A  S.  F.  Ry.  Co.  139  (140). 
Where  rate  did  not  apply  over  route  named,  carrier  must  forward  by  cheaper  route 

or  obtain  further  instructions.    Alpha  Portland  Cement  Co.  v.  D.  L.  A  W.  R.  R.^ 

Co.  297  (298). 
Initial  carrier  not  liable  for  misrouting  for  not  routing  via  an  Ohio  River  crossing. 

using  as  a  factor  a  special  omimodity  rate  south  of  the  rivor,  the  initial  carrier  not 

being  a  party  to  the  rates  named  by  the  line  south  of  the  river.    Isbell  A  Co.  v« 

L.  8.  A  M.  8.  Ry.  Co.  448. 
MIXED  CARLOAD. 
Groceries.    Orange  Grocery  Co.  ».  M.  L.  A  T.  R.  R.  A  8.  8.  Co.  502. 
Sash  and  doors  and  compo-board.    Quammen  A  Austad  Lumber  Co.  v.  C.  M.  A 

8t.  P.  Ry.  Co.  110. 
Almost  universal  rule  is  that  entire  package  goes  at  rate  applicable  to  hi^est-iated 

article  in  package.    Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454  (455). 
Rule  prescribed  for  making  up  sufficient  weight,  where,  in  mixed  carload,  aggregate 

weight  falls  short  of  required  minimum.    Ponchatoula  Farmers'  Asso. «.  I.  C.  R.  K, 

Co.  513  (519). 
MONOPOLY. 
Reduction  in  milling-in-tiansit  rate  gave  competitive  point  a  practical  monopoly. 

Spicule  A  Co.  V.  8.  Ry.  Co.  522  (525). 
NEW  LINE. 
New  line  oo^t  to  be  worth  what  it  cost  and  ought  to  earn  a  return  upon  thatamount. 

City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (171). 
New  line  was  not  required  to  establish  as  low  a  late  as  more  firmly  established 

load.    DuMee,  8on  A  Co.  «.  A.  T.  A  N.  R.  R.  Co.  575  (576). 
NONAGENCY  8TATI0N. 

Daviea  v.  I.  C.  R.  R.  Co.  3  (4). 
OBJECTS  OP  THE  ACT. 
Equality  between  great  and  mall.    Harbor  City  ^l)ol<*ffalo  Co.  of  San  Pedro  «. 

S.  P.  Co.  323  (331). 
Speedy  and  inexpensive  method  by  which  shipper  could  obtain  relief.    (Dissenting 

opinion.)    Hillsdale  Coal  A  Coke  Co.  «.  P.  R.  R.  Co.  356  (385). 


Digitized  by 


Google 


670  INDEX. 

ORDER.    See  Refund,  for  cases  where  order  waa  entered  for  refund  of  overcbaiige. 
No  order  entered  pending  acceptance  of  viewa  expressed.    Fosd  Co.  v.  M.  G.  R.  R. 

Co.  507  (511). 
No  order  entered  for  present  as  to  part  of  complaint.    Corporation  CommisBion  of 

N.  C.  V.  N.  A  W.  Ry.  Co.  303  (312). 
Order  postponed  pending  bringing  in  of  other  defendants.    Harbor  City  Wholesale 

Co,  of  San  Pedro  v.  S.  P.  Co.  323  (332). 
Postponement  of  effective  date  of  order  denied.    Loftus  v.  Pullman  Co.  102. 
Commission  has  complete  control  to  suspend  or  modify  its  order.    Id.  102  (104). 
Orders  may  be  modified  or  set  aside  at  any  time  within  the  two  years.    National  Hay 

Asso.  v.  M.  C.  R.  R.  Co.  34  (37). 
Previous  order  rescinded.    Banner  Milling  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co. 

128  (131). 
Previous  order  amended  and  effective  date  of  new  order  deferred.    City  of  Sp(^cane 

V,  N.  P.  Ry.  Co.  162  (176). 
No  order  entered  pending  opportunity  for  express  company  to  file  tariffs  in  accord* 

ance  with  suggestions.    Douglas  Shoe  Co.  v.  Adams  Express  Co.  539  (543). 
Record  affording  no  proper  basis,  no  order  entered  for  present,  but  carrien  expected 

to  conform  to  Commission's  suggestions.    St.  Paul  Board  of  Trade  «.  M.  St.  P.  & 

S.  Ste.  M.  Ry.  Co.  285  (289). 
An  order  condemning  existing  rate,  awarding  reparation,  and  establishing  a  nate  for 

the  future  can  not  be  made  on  mere  complaint,  without  appearance  or  evideoce. 

Quammen  A  Austad  Lumber  Qo.  v.  C.  M.  A  St.  P.  Ry.  Co.  110  (111). 
ORIGIN. 
Competitive  character  of  origin  of  rate.    (Dissenting  opinion.)    Moigan  Grain  Co. 

V.  A.  C.  L.  ,R.  R.  Co.  460  (472). 
Actual  point  of  origin,  and  not  point  from  which  shipment  was  billed,  determijied 

the  rate.    Preston  v.  C.  A  O.  Ry.  Co.  406  (407). 
Fact  that  freight  has  been  shipped  once  and  paid  one  rate  can  not  be  taken  into  con- 
sideration in  fixing  charges  for  a  subsequent  transaction.    In  re  Reduced  Ratea 

on  Returned  Shipments,  409  (416). 
It  makes  no  difference  so  ^  as  rate  is  concerned  whether  traffic  originates  at  one 

point  or  at  numerous  local  stations.    Commercial  Club  of  Salt  Lake  City  v.  A.  T. 

A  S.  Ry.  Co.  218  (228). 
Carrier  may  make  distinction  in  rates  concerning  commodity  that  (mginates  at  con* 

centration  point,  so  ^  as  its  line  is  concerned,  and  commodity  upon  which  it  has 

had  a  haul  into  concentration  point.    St.  Paul  Board  of  Trade  v.  M.  St.  P.  A  S. 

Ste.  M.  Ry.  Co.  285  (288). 
ORIGINAL  COST. 
Original  cost  of  carrier's  property  devoted  to  public  use  as  an  element  in  determining 

reasonableness  of  rate.    Portland  Chamber  of  Conmierce  v.  0.  R.  R.  A  N.  Co. 

265  (280). 
OVERCHARGE. 
Unloading  charge.    Davies  v,  I.  C.  R.  R.  Co.  3. 
Failure  to  deduct  500  pounds  in  weight  for  car  stakes  and  failure  to  abeofb  switching 

charge.    Deeves  Lumber  Co.  v.  C.  A  N.  W.  Ry.  Co.  482  (483). 
Reparation  claim  for  straight  overcharge  barred  by  section  16,  thou^  part  of  dtttfgoa 

paid  within  two  years.    Shoecraft  A  Son  Co.  v.  I.  C.  R.  R.  Co.  492. 
''Overcharge"  used  in  sense  that  shipment  moved  through  junction  upon  which 

combination  rate  was  higher  than  rate  available  through  other  jonctioiia.    Florida 

Cotton  Oil  Co.  V,  C.  of  G.  Ry.  Co.  336  (337). 
OWNER'S  RISK. 
Owner's  risk  rule  corrected.    Ponchatoula  Ftoneis'  Aaso.  v.  I.  C.  R.  R.  Co.  51S  (520). 
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OWNERSHIP. 
Change  <A  ownenhip  of  miUing-in-traxiBit  plant  would  not,  it  eeemt,  deprive  prod- 
uct in  transit  of  transit  privilege.    Klyce  Go.  v.  I.  G.  R.  R.  Go.  567  (571). 
PAGKAGE  FREIGHT. 
Rule  not  unreasonable  which  compels  shippers  to  count  paekas:es  of  perishable 
freight.    Ponchatoula  Farmers'  Asso.  v,  I.  G.  R.  R.  Go.  613  (521). 
PACPNG. 
Form  in  which  goods  are  presented  for  shipment  must  be  considered  in  framing 
classifications  and  rates.    Ford  Co.  v.  M.  G.  R.  R.  Go.  507  (509). 
PARITY. 
Justice  can  not  be  done  Nevada  unlen  Nevada  points  are  put  on  a  practical  parity 
with  eastern  Washington  and  eastern  Oregon  points.    R.  R.  Commission  of  Nev. 
V,  S.  P.  Go.  238  (256). 
PARTIES. 
Reparation  is  due  owner  of  property  paying  excessive  charge  or  on  whose  behalf  it 
was  paid.    Gamble-Robinson  Commission  Co.  «.  St.  L.  A  S.  F.  R.  R.  Go.  114 
(116);  Sunnyside  Goal  Mining  Go.  v.  D.  A  R.  G.  R.  R.  Go.  20  (21). 
Misjoinder  of  parties;  Commission  of  its  own  motion  will  bring  in  additional  defend- 
ants, if  they  are  unwilling  to  act  upon  conclusions  reached.    Harbor  City  Whole- 
sale Go.  of  San  Pedro  v.  S.  P.  Go.  323  (332). 
PASSENGER  RATE.       • 
Passenger  rates  found  unreasonable;  reduced  rates  prescribed;  sparcity  of  popu- 
lation is  hardly  a  controlling  inquiry;  question  is  rather  how  much  passenger 
business  the  lines  handle  and  under  what  circumstances.    Commercial  Club  of 
Salt  Uke  City  v,  A.  T.  A  8.  F.  Ry.  Co.  218  (227). 
PAYMENT. 
May  demand  charges  before  delivering  frei^t    Fisk  A  Smis  v.  B.  A  M.  R.  R.  299 
(300). 
PERISHABLE  FREIGHT. 
Perishable  products  afford  no  proper  comparison  with  dairy  products.    Commer- 
cial aub  of  Omaha  v.  B.  A  O.  R.  R.  Go.  897  (402). 
Rule  not  unreasonable  that  compels  shippers  to  count  packages  of  perishable 
freight.    Ponchatoula  Farmers'  Asso.  v,  I.  C.  R.  R.  Co.  513  (521). 
PERSONALITY. 
Practice  of  naming  specific  consignors  and  consignees  as  entitled  to  special  service 

condemned.    Pierce  Go.  v.  N.  Y.  G.  A  H.  R.  R.  R.  Go.  579  (581). 
Fact  that  cars  are  owned  and  occupied  by  negroes  does  not  justify  sli^test  dis- 
crimination against  them.    Ghappelle  v,  L.  A  N.  R.  R.  Co.  56  (59);  456  (457). 
PHYSICAL  OPERATION. 
Gommissioii  can  not  require  an  express  company,  which  has  sold  out,  to  resume 
businea.    Douglas  Shoe  Co.  v.  Adams  Express  Co.  539  (542). 
PICK-UP. 
Pick-up  trains  for  vegetables.    Davies  v.  I.  C.  R.  R.  Co.  3. 
Free  express  pick-up  and  delivery  rules  held  discriminatory.    Strauss  v.  American 
Express  Co.  112. 
PIECEMEAL. 
Gommissioii  not  disposed  to  try  complaint  by  piecemeal;  reasons  for  this  rule. 

UUman  «.  American  Express  Co.  354  (355). 
ReparatioQ  awarded  in  supplemental  petition.    W3anan,  Partridge  Co.  «.  B.  A 
M.  R.  R.  551. 
POLITE  TREATMENT. 
No  jurisdiction  over  polite  treatment  by  carriers.    Ponchatoula  Farmers'  Asso. 
f.  I.  C.  R.  R.  Go.  513  (515). 
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POOLING. 
Manner  of  handling  validation  leea  held  not  to  cooatitate  violation  ci  aeetkm  5. 

Riter  v.  O.  8.  L.  R.  R.  Co.  443  (447). 
No  proof  ot  pooling  traffic  from  east  to  Utah  pcnnto.    Commeicial  €lab  ol  Salt  Lake 

City  V,  A.  T.  A  S.  F.  Ry.  Co.  218  (230). 
POSTAGE-STAMP  SYSTEM  OF  RATES. 
Po0tage-«tamp  theory  of  rates  diacuflwd.    Commercial  Club  ol  Omaha  «.  C.  A  N.  W. 

Ry.  Co.  156  (159). 
Transcontinental  railroads  have  made  a  near  approrimation  to  the  postage-atamp 

system  of  rate  making.    R.  R.  Commiflsion  of  Nev. «.  8.  P.  Co.  238  (238). 
POSTING  TARIFF. 
Damages  awarded  for  loss  sustained  through  failure  to  post  tariff  changing  cataa. 

Canadian  VaUey  Grain  Co.  v.  C.  R.  I.  A  P.  Ry.  Co.  106  (109). 
POWER  OF  COMMISSION.    See  JuRisDicnoir. 
PRECOOLING. 
Commission  investigating  refrigeration  and  precooling  of  cifcraa-fniit  shipmenta. 

Arlington  Heights  Fruit  Exchange  v,  S.  P.  Co.  148  (155). 
PREFERENCE. 
Shipper  entitled  not  only  to  fair  use  of  facilities  but  to  assurance  that  no  one  iaraa 

ratably  better.    Hillsdale  Coal  A  Coke  Co.  v,  P.  R.  R.  Co.  356  (368). 
No  jobbing  point  is  entitled,  through  unfair  rate  adjustment,  to  supremacy  in  a 

particular  consuming  territory.    Billings  Chamber  of*C(Hnmerce  v.  C.  B.  d  Q. 

R.  R.  Co.  71  (75). 
Rates,  presumably  reasonable  in  themselves,  unduly  preferred  one  point  to  pnJQ- 

dice  and  disadvantage  of  another.    Moigan  Grain  CSo.  v,  A.  C.  L.  R.  R.  Co.  460 

(468). 
Free  pick-up  and  delivery  of  express  packages  in  one  part  of  Milwaukee  and  refusal 

ci  privilege  in  another  part  of  Milwaukee  constituted  unlawful  preference.    Straiia 

V.  American  Express  Co.  112. 
PREVIOUS  HAUL. 
Declined  to  lower  a  rate  merely  because  carrier  had  a  previous  haul  on  raw  material. 

Paragon  Plaster  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  480. 
PRIVATE  CARRIER.    See  Common  Carribb. 
PRIVATE  CARS. 
Demurrage  on  private  cars  standing  on  private  tracks.    Procter  A  (Gamble  Co.  v. 

C.  H.  A  D.  Ry.  Co.  556. 
Private  car  for  baggage,  containing  stove,  entitled  to  baggage  car  rate.    Chappelle 

v.  L.  A  N.  R.  R.  Co.  56  (57). 
No  doubt  of  Commission's  power  to  regulate  rates  upon  movement  of  private  equip- 
ment.   Id.  56  (59);  id.  456. 
Carrier  may  refuse  to  carry  certain  classes  of  private  equipment,  but  it  may  not 

dlBcriminate  between  private  cars  owned  by  different  persons.    Id.  456  (457). 
Owners  of  private  cars  are  entitled  to  their  use,  even  though  theu*  number  exceeda 

ratable  proportion:  but  they  must  be  counted  against  distributive  share  of  mine 

receiving  them.    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356  (364). 
It  ia  discrimination  to  fail  to  count  private  cars  and  assigned  car?  against  dirtri- 

butive  share  of  mine  receiving  them.    Jacoby  db  Co.  v.  P.  R.  R.  Co.  392. 
PRIVILEGES. 
Consolidating  shipments.    Davies  v.  I.  C.  R.  R.  Co.  8. 
Milling-in-transit  privilege.     Klyce  Co.  v.  I.  C.  R.  R.  Co.  567. 
Retroactive  application  of  reconFignment  privilege  not  sanctioned.    Cady  Lumber 

Co.  V.  M.  P.  Ry.  Co.  12  (13). 
Protecting  through  rate  on  goods  sold  at  transit  point.    Fish  A  Co.  v.  N.  Y.  C.  A 

8t.  L.  R.  R.  Co.  452  (453). 
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PRIVILEGES-Continued. 

Divenion  and  reconFignment  in  transit  without  additional  charge.    Wilson  Pro- 
duce Co.  V.  P.  R.  R.  Co.  1. 

Divermon  is  costly  to  carrier  and  advantageous  to  shipper.    Arlington  Heigh tb 
Fruit  Exchange  v.  S.  P.  Co.  148  (152). 

Reconsignment  charge  on  hay  at  East  St.  Louis,  111.,  reduced  from  2  cents  to  1) 
cents  per  100  pounds.    St.  Louis  Hay  A  Grain  Co.  v.  M.  <&  O.  R.  R.  Co.  533. 

Carrier  required  to  maintain  at  Newport  a  mi lling-in- transit  rate  not  higher  than 
contemporaneously  charged  at  Johnson  City.    Spiegle  d  Co.  v.  S.  Ry.  Co.  522. 

In-and-out  privilege  limited  to  goods  coming  to  concentration  point  over  line  of 
defendant.    St.  Paul  Board  of  Trade  v.  M.  St.  P.  A  S.  Ste.  M.  Ry.  Co.  285  (288). 

Granting  free  pick-up  and  delivery  service  in  one  part  of  Milwaukee  constituted 
unjust  discrimination.    Strauss  v.  American  Express  Co.  112. 

Transit  privileges  susceptible  of  defense  only  upon  theory  that  inbound  and  out- 
bound movements  are  in  fact  parts  of  a  single  continuous  transaction.    In  re 
Reduced  Rates  on  Returned  Shipments,  409  (417). 
.  Free  track  delivery  when  carrier  has  line  haul.    Prendss  &  Co.  v.  P.  R.  R.  Co. 
68(69). 

Granting  free  transfer  service  to  private  tracks  of  some  consignees  constituted  unjust 
discrimination.    Pierce  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  579  (581). 

Omaha  and  Detroit  not  being  served  by  same  carriers,  complaint,  seeking  exten- 
sion to  Detroit  of  transit  privilege  enjoyed  at  Omaha,  dismissed;  Commission's 
policy  is  to  curtail  such  privileges.    Schmidt  A  Sons  v.  M.  C.  R.  R.  Co.  535  (538). 
PROFITS. 

Commission  can  not  base  rates  upon  profits  of  shippers;  nor  are  carriers  required  to 
regubte  rates  upon  basis  of  profits  of  shippers.    Ponchatoula  Farmers'  Asso.  v. 
I.  C.  R.  R.  Co.  513  (515). 
PROHIBITIVE  RATE. 

Theory  rejected  that  rates  may  be  increased  by  progressive  advances  as  long  as 
traffic  moves  freely.    Commercial  Club  of  Omaha  v.  A.  d  S.  R.  Ry.  Co.  419 
(421). 
PROPORTIONAL  RATE. 

Proportional  rate  on  semianthracite  coal  of  different  sizes  found  unreasonable. 
Northern  Anthracite  Coal  Co.  v.  D.  L.  A  W.  R.  R.  Co.  549. 

ProporUonal  rate,  which  is  different  when  carrier  has  haul  into  concentration  point, 
can  be  established  under  tariff  authority  connecting  inbound  and  outbound  move* 
ments.    St.  Paul  Board  of  Trade  v.  M.  St.  P.  A  S.  Ste.  M.  Ry.  Co.  285  (288). 
PROTECTING  RATE. 

Protecting  through  rate  on  goods  sold  at  reconsignment  point.    Fidi  d  Co.  v.  N.  Y. 
C.  A  St.  L.  R.  R.  Co.  452. 

Protecting  through  rate  on  goods  coming  into  concentration  point  over  defendant's 
Una.    St.  Paul  Board  of  Trade  v.  M.  St.  P.  A  S.  Ste.  M.  Ry.  Co.  285  (288). 
PUBLIC  INTEREST. 

Wiser  to  permit  advance  from  Buffalo  rather  than  to  require  reduction  from  all 
territory  west.    Banner  Milling  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  128  (131). 

If  complainants  are  entitled  to  a  particular  rate,  relief  should  not  be  denied  upon 
ground  that  certain  other  communities  have  been  benefited  or  that  the  ratea 
which  they  themselves  enjoy  to  other  points  have  been  reduced.    Douglaa  Shoe 
Co.  V.  Adams  Express  Co.  539  (541). 
PULLMAN  BERTHS. 

Rehearing  granted.    Loftua  v.  Pullman  Co.  102. 
RAILROAD  CONSIGNEE. 

Free  carriage  and  miarouting  of  company  material.    Chicago  Oar  Lumber  Co.  v. 
L.  A  N.  R.  R.  Co.  438. 
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rate'war. 

Rate  wan  were  unreasonable  and  their  reeulte  can  not  be  used  as  measure  of  reaaon- 

ablenesB.    Morgan  Grain  Co.  v.  A.  0.  L.  R.  R.  Co.  460  (463). 
REASONABLE  RATE.    See  aUo  Mbasurb  of  Rate. 
Compensation  implies  payment  of  cost  of  service,  interest  on  bonds,  and  then  some 

dividend.    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (470). 
REBATES. 
Cessation  of  rebating  resulted  in  important  net  increases  in  revenue.      (Diflseniinj; 

opinion.)    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (472). 
REBILLING. 
Original  movement  of  shipment,  rebilled  to  point  outside  state,  held  to  be  purely 

intrastate.    Wells-Higman  Co.  v.  G.  R.  d  I.  Ry.  Co.  487  (490). 
RECONSIGNMENT. 
Diversion  is  costly  to  carrier  and  advantageous  to  shipper.    Arlington  Heists  Fruit 

Exchange  v.  S.  P.  Co.  148  (152). 
Retroactive  application  of  reconsignm^it  privilege  not  sancti<med.     Cady  Lumber 

Co.  V,  M.  P.  Ry.  Co.  12  (13). 
Protecting  through  rate  on  goods  sold  at  reconsignment  point.     Fish  &  Co.  «. 

N.  Y.  C.  A  St.  L.  R.  R.  Co.  452. 
Petition,  asking  establishm^it  of  stop-over  privilege,  denied.    Schmidt  A  Sons  v. 

M.  C.  R.  R.  Co.  535. 
Reconsignment  charge  on  hay  at  East  St.  Louis  reduced  from  2  cents  to  1)  cents  per 

100  pounds.    St.  Louis  Hay  &  Grain  Co.  v.  M.  d  O.  R.  R.  Co.  533. 
Reparation  awarded  for  charges  resulting  from  failing  to  obey  reconsignmsDtJnstmc- 

tions.    Hanley  Milling  Co.  v.  P.  Co.  475. 
Original  movement  held  to  be  purely  intrastate.    Wells-Higman  0>.  «.  0.  B.  A  I. 

Ry.  Co.  487  (490). 
REDEMPTION. 
Of  unused  coupons  from  exchange  scrip  books.    Rickel  v.  A.  T.  d  S.  F.  Ry.  Go. 

499  (500). 
REDUCTION. 
Twenty  per  cent  reduction  in  class  rates  proposed.    Portland  Chamber  of  Com- 

merce  v,  O.  R.  R.  &  N.  0>.  265. 
CommisBi<m  hesitates  to  reduce  a  rate  unless  clearly  excessive.    Qiappelle  «.  L.  A  N . 

R.  R.  Co.  56  (59). 
Since  effective  date  of  Hepburn  Act,  Commission  has  had  authority  to  fix  imtes  for 

the  future.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (37). 
It  does  not  follow  that,  because  Commission  has  found  a  rate  unreasonable  and  estab- 
lished a  lower  rate  f^  future,  former  rate  was  unreasonable  at  all  times  in  the  pef«t. 

XJllman  v.  American  Express  Co.  354  (355). 
Cases  in  which  Commission  ordered  reduced  rates  to  be  established  or  maintained: 

Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  148. 

Billings  Chamber  of  Commerce  v,  0.  B.  &  Q.  R.  R.  Co.  71. 

BoU  Bros.  Mig,  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  136. 

Chicago  Car  Lumber  Co.  v.  L.  A  N.  R.  R.  Co.  438. 

Cleary  Bros.  Co.  v,  C.  &  N.  W.  Ry.  Co.  588. 

(Commercial  Club  of  Omaha  v.  C.  d  N.  W.  Ry.  Co.  156. 

Commercial  Cinb  of  Salt  Lake  aty  v,  A.  T.  d  S.  F.  Ry.  Co.  218. 

(Corporation  Commission  of  N.  C.  v.  N.  db  W.  Ry.  Co.  303. 

DuMee,  Son  A  Co.  v.  A.  T.  d  N.  R.  R.  Co.  575. 

Felton  Grain  Co.  v,  U.  P.  R.  R.  Co.  63. 

Florida  Cotton  Oil  Co.  v.  C.  of  O.  Ry.  Co.  336. 

Freeman  Lumber  Co.  v.  St.  L.  I.  M.  A  8.  Ry.  Co.  348. 

HydrauliC'PresB  Brick  Co.  v.  M.  A  O.  R.  R.  Co.  530. 
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HydraulioPreeB  Brick  Go.  v.  St.  L.  d  S.  F.  R.  R.  Co.  554. 

lonm  Wagon  Co.  «.  A.  G.  8.  R.  R.  Co.  458. 

Johnson  Co.  v,  Qyde  8.  8.  Co.  512. 

LouisianA  Central  Lumber  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  333. 

Maricopa  County  Commercial  Club  ».  S.  F.  P.  &  P.  Ry.  Co.  257. 

Menefee  Bros,  v,  V.  8.  &  P.  Ry.  Co.  117. 

Newding  v,  M.  K.  &  T.  Ry.  Co.  29. 

Northern  Anthracite  Coal  Co.  v,  D.  L.  d  W.  R.  R.  Co.  54». 

Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454. 

Pennsylvania  Smelting  Co.  r.  N.  P.  Ry.  Co.  60. 

Ponchatoula  Farmers'  Aseo.  v.  I.  C.  R.  R.  Co.  513. 

Portland  Chamber  of  Commerce  v.  O.  R.  R.  <fc  N.  Co.  265. 

R.  R.  Commiasion  of  Nev.  v.  8.  P.  Co.  238. 

Saginaw  &  Manistee  Lumber  Co.  v.  A.  T.  &  8.  F.  Ry.  Co.  119. 

Sawyer  &  Austin  Lumber  Co.  v.  St.  L.  I.  M.  d  8.  Ry.  Co.  141. 

Spiegle  &  Co.  v,  8.  Ry.  Co.  522. 

TrafBc  Bureau  of  Merchants  Exchange  of  San  Francisco  v.  8.  P.  Co.  259. 
REFRKJERATION. 
Refrigeration  charge  not  unreaf«onable.    Ponchatoula  Farmers'  Asso.  v.  I.  C.  R.  R. 

Co.  513  (518). 
Moving  citrus  fruits  under  refrigeration  is  more  expensive  than  under  ventilation. 

Arlington  Heights  Fruit  Exchange  r.  8.  P.  Co.  148  (154). 
REFRIGERATOR  CAR. 
Refrij^rator  car  for  berries.    Running  v,  C.  St.  P.  M.  &  O.  Ry.  Co.  565. 
Refrigerator  car  f^  vegetables.     Davies  v.  I.  C.  R.  R.  Co.  3. 
Minimum  excc.snive  on  empty  beer  packages.    Miller  Brewing  Co.  v.  C.  M.  &  St. 

Ry.  Co.  580  (591). 

REFUND. 
Order  entered  for  refund  of  overcharge. 

Boekman  Lumber  Co.  v.  L.  Ry.  d  N.  Co.  343. 

Fiak  d  Sons  v.  B.  d  M.  R.  R.  299  (302). 

Northern  Lumber  Mfe.  Co.  v.  T.  d  P.  Ry.  Co.  54  (55). 

Southern  Cotton  Oil  Co.  v.  A.  C.  L.  R.  R.  Co.  434. 

Wells-Higman  Co.  v.  G.  R.  d  I.  Ry.  Co.  487  (489). 
Order  unnecessary  for  refund  of  oven  b urge. 

Davies  r.  I.  C.  R.  R.  Co.  3. 

Deevee  Lumber  Co.  ».  C.  d  N.  W.  Ry.  Co.  482  (483). 

Fiflh  d  Co.  V.  N.  Y.  C.  d  St.  L.  R.  R.  Co.  452  (453). 

Iphell  d  Co.  V,  L.  8.  d  M.  S.  Ry.  Co.  448  (451). 

Ohio  Foundry  Co.  v.  P.  C.  C.  d  St.  L.  Ry.  Co.  66  (67). 

Sikcflton  Mercantile  Co.  v.  B.  d  M.  R.  R.  422. 
Refund  must  be  made  of  unpublished  charges  and  thoee  in  exroes  of  publii^hed 

charge*.    Northern  Lumber  Mfg.  Co.  v.  T.  d  P.  Ry.  Co.  54  (55). 
Willingness  of  carrier  to  pay  does  not  form  basis  upon  which  Commission  can  make 

'\i»  findings.    Cady  Lumber  Co.  v.  M.  P.  Ry.  Co.  12  (14). 
Refund  denied  on  baf^is  of  abnormal  rate,  though  carrier  willing  to  make  refund. 

Orange  Grocery  Co.  v.  M.  L.  d  T.  R.  R.  d  8.  8.  Co.  502. 
No  refund  permitted  of  extra  bre  paid    because  of  failure  to  validate  ticket. 

In  re  Nonvalidation  of  Limited  Excursion  Tickets,  440  (442). 
REFUSAL. 
In  nature  of  a  tort  for  carrier  to  close  shipper's  switch  and  refuse  to  place  can 

thereon.    HUlsdale  Coal  d  Coke  Co.  v.  P.  R.  R.  Co.  356  (368). 
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REPARATION— Continued. 
No  refund  for  demurrage  accrued  pending  construction  of  siding;  no  sucb  delay  m 

furnishing  facilities  as  to  make  defendant  responsible  in  damagee.    Reiter,  Gnrtia 

&  Hill  r.  N.  Y.  S.  A  W.  R.  R.  Co.  290  (292). 
Complainant  entitled  to  recover  damages  for  car-distribution  discrimin^on.    Hillft- 

dale  Coal  &  Coke  Co.  v,  P.  R.  R.  Co.  356  (371). 
Question  of  amoimt  of  damages  from  loss  of  contracts  and  sales,  resulting  from  car- 
distribution  discrimination,  reserved  for  further  argument,  majority  of  Commission 

being  of  opinion  that  it  is  not  for  Commission  to  assess  such  damages.    Id. ;  Jacoby 

&  Co.  V.  P.  R.  R.  Co.  392  (396). 
Misquotation  of  tariff  rate  is  no  groimd  for  payment  of  damages  for  loas  sustained 

thereby.    Alabama  Lumber  &  Export  Co.  v.  P.  B.  &  W.  R.  R.  Co.  295. 
Reparation  will  not  ordinarily  be  awarded  in  formal  cases  unless  intent  to  demand 

reparation  is  specifically  disclosed  before  submission  of  the  case.    TJUmaa  v. 

American  Express  Co.  354  (355). 
Commission  reserves  right  to  deal  as  may  be  deemed  proper  with  claim  for  reparation 

disclosing  unusual  circumstances,  where  application  of  general  rule  might  be 

unjust  or  inequitable.    Id. 
Initial  carrier's  tariff  naming  advanced  rate  did  not  cancel  lower  commutation  rate 

named  in  tariff  of  another  carrier  to  which  the  initial  line  was  a  party;  advanced 

rate  charged;  reparation  awarded.    Stilwell  v.  L.  &  H.  R.  Ry.  Co.  404. 
If  rate  unreasonable,  carriers  had  no  right  to  chaige  it  and  have  no  ri^t  to  proceeds 

of  such  charges  above  reasonable  rate.    Commercial  Club  of  Omaha  v.  A.  d  S.  R. 

Ry.  Co.  419  (421). 
In  absence  of  tariff  authority,  no  refund  permitted  of  extra  fare  paid  because  oi 

failure  to  validate  ticket.    In  re  Nonvalidation  of  Limited  Excursion  Tickets, 

440  (442). 
Reparation  awarded  for  failure  to  comply  with  reconsignment  instructions;  but 

decline  in  market  price  of  conmiodity  and  commissions  for  its  sale  are  not  within 

Commission's  jurisdiction.    Hanley  Milling  Co.  ».  P.  Co.  475  (476). 
Reparation  awarded  for  redemption  value  of  unused  portion  d  exchange  scrip 

book.    Rickel  v.  A.  T.  &  S.  F.  Ry.  Co.  499  (500). 
Reparation  awarded  on  basis  of  lower  rate,  voluntarily  established  by  carrier  after 

shipment,  taking  higher  rate,  had  moved.    Johnson  Co.  v,  Clyde  S.  S.  Co.  512. 
Commission  can  not  award  reparation  unless  it  is  prepared  to  find  that  the  rate  upon 

the  basis  of  which  reparation  is  given  was  a  j  u^it  and  reasonable  rate.  Oraoge  Grocery 

Co.  V.  M.  L.  d  T.  R.  R.  &  S.  S.  Co.  502  (5a3). 
Two-year  limit  bais  claim  f^  straight  overcharge,  though  part  of  charges  were  not 

paid  until  two  years  later.    Shoecraft  A  Son  Co.  v.  I.  C.  R.  R.  Co.  492. 
Agent  told  passenger  that  round-trip  ticket  could  be  secured  at  neighboring  town; 

train  did  not  stop  long  enough  to  permit  purchase  of  ticket;  passenger  forced  to 

pay  regular  fare;  damages  denied.    Ballin  v,  S.  P.  Co.  503. 
Reparation  awarded  on  basis  of  discriminatory  rate  charged  at  competing  point; 

but  specific  amount  of  damages  to  be  the  subject  of  further  action  by  Commis- 
sion.   Spiegle  A  Co.  v.  8.  Ry.  Co.  522  (526). 
Reparation  awarded  against  lake-line  defendants  for  damages  because  ol  unrea- 
sonable advances  to  cover  marine  insurance  protection  which  was  never  given. 

Wyman,  Partridge  A  Cb.  v.  B.  A  M.  R.  R.  551. 
Reparation  required  of  both  initial  and  connecting  carrier  where  same  shipmeiit 

was  misrouted  by  both.    Beekman  Limiber  Co.  v.  L.  Ry.  A  N.  Co.  343  (347). 
Reparation  awarded  in  difference  between  rate  paid  on  single-deck  and  rate  appli- 
cable, before  and  after  the  shipment  moved,  to  double-deck  cars.    Bowles  A 

McCandless  v.  L.  A  N.  R.  R.  Co.  563. 
Damages  directly  resulting  from  violation  of  the  act  and  measnimble  by  differenc* 

in  rates  may  be  awarded  by  the  Commission.    Id.  563  (564). 
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REPARATION— Classified  List. 
Discrimination: 
Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356  (371). 
Klyce  Co.  v.  I.  C.  R.  R.  Co.  667. 
Pierce  Co.  v,  N.  Y.  C.  A  H.  R.  R.  R.  Co.  679. 
Spiegle  &  Co.  v.  S.  Ry.  Co.  522. 

MiSROUTINO: 

Alpha  Portland  Cement  Co.  v.  D.  L.  A  W.  R.  R.  Co.  297. 

Beekman  Lumber  Co.  v.  L.  Ry.  A  N.  Co.  343. 

Block-Pollak  Iron  Co.  v.  H.  E.  A  W.  T.  Ry.  Co.  505. 

Cameron  A  Co.  v.  H.  E.  A  W.  T.  Ry.  Co.  146. 

Chicago  Car  Lumber  Co.  v.  L.  A  N.  R.  R.  Co.  438. 

PrentiflB  A  Co.  v.  P.  R.  R.  Co.  68. 

Waiaon  Bros.  Lumber  Co.  v.  N.  S.  R.  R.  Co.  293. 
Otbrcharos: 

Cady  Lumber  Co.  v.  M.  P.  Ry.  Co.  12. 

Deeves  Lumber  Co.  v.  C.  A  N.  W.  Ry.  Co.  482  (484). 

Fish  A  Co.  ».  N.  Y.  C.  A  St.  L.  R.  R.  Co.  452  (453). 

Hanley  Milling  Co.  v.  P.  Co.  476. 

IsbeU  A  Co.  V.  L.  8.  A  M.  8.  Ry.  Co.  448  (451). 

Northern  Mfg.  Co.  v.  T.  A  P.  Ry.  Co.  64. 

Ohio  Foundry  Co.  v.  P.  C.  C.  A  St.  L.  Ry.  Co.  65. 

Southern  Cotton  Oil  Co.  v,  A.  C.  L.  R.  R.  Co.  434. 

StUwell  V.  L.  A  H.  R.  Ry.  Co.  404. 

Wells-Higman  Co.  v,  0.  R.  A  I.  Ry.  Co.  487  fl89). 

Wilson  Produce  Co.  v.  P.  R.  R.  Co.  1. 
Unrbasonablb  Rati: 

Arlington  Heights  Fruit  Exchange  v.  8.  P.  Co.  148  (155). 

Baer  Bros.  Mercantile  Co.  v.  M.  P.  Ry.  Co.  18. 

BoU  Bros.  Mfg.  Co.  v.  C.  B.  A  Q.  R.  R.  Co.  136. 

Chicago  Car  Lumber  Co.  v.  L.  A  N.  R.  R.  Co.  438. 

Cleary  Bros.  Co.  v.  C.  A  N.  W.  Ry.  Co.  688. 

Day  Co.  v,  B.  A  O.  8.  W.  R.  R.  Co.  677. 

DuMee,  Scm  <ft  Co.  v.  A.  T.  A  N.  R.  R.  Co.  575. 

Felton  Grain  Co.  v.  U.  P.  R.  R.  Co.  63. 

Florida  Cotton  Oil  Co.  r.  C.  of  G.  Ry.  Co.  336  (342). 

Gamble-Robinson  Comminion  Co.  v,  St.  L.  A  8.  F.  R.  R.  Co.  114. 

Hydiaulic-PresB  Brick  Co.  v.  M.  A  O.  R.  R.  Co.  630  (531). 

Hydraulic-Press  Brick  Co.  v,  St.  L.  A  8.  F.  R.  R.  Co.  532. 

HydraulJc-PrcsB  Brick  Co.  v,  St.  L.  A  8.  F.  R.  R.  Co.  554. 

Ionia  Wagon  Co.  v.  A.  G.  8.  R.  R.  Co.  458. 

Johnson  Co.  v.  ayde  S.  S.  Co.  612. 

Louisiana  Central  Lumber  Co.  v.  C.  B.  A  Q.  R.  R.  Co.  333. 

Lull  Carriage  Co.  v.  C.  K.  A  8.  Ry.  Co.  15. 

Menefee  Bros,  v,  V.  8.  A  P.  Ry.  Co.  117. 

Millar  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co.  78. 

Miller  Brewing  Co.  r.  C.  M.  A  St.  P.  Ry.  Co.  690. 

Newding  v,  M.  K.  A  T.  Ry.  Co.  29. 

Northern  Lumber  Mfg.  Co.  v.  T.  A  P.  Ry.  Co.  64. 

Oregon  Lumber  Co.  v.  O.  R.  R.  A  N.  Co.  682. 

Pennsylvania  Smelting  Co.  r.  N.  P.  Ry.  Co.  60. 

St.  Louis  Ilay  A  Grain  Co.  r.  M.  A  O.  R.  R.  Co.  633. 

Sligo  Iron  Store  Co.  v,  ]}.  P.  R.  R.  Co.  527. 

Southern  Cotton  Oil  Co.  v.  S.  P.  Co.  79. 
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REPARATION— Classified  List— Continued. 
Unbbasonablb  Ratb — Continued. 

StUweU  V,  L.  &  H.  Ry.  Co.  404. 

Webster  Grocer  Co.  v.  C.  &  N.  W.  Ry.  Co.  493. 

Wyman,  Partridge  &  Co.  v.  B.  &  M.  R.  R.  551. 
RES  ADJUDICATA. 
Must  follow  Supreme  Court  decisions.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (170); 

Fisk  &  Sons  v,  B.  &  M.  R.  R.  299  (301). 
Former  decision  reviewed  as  conclusive.    Corporation  Commission  of  N.  C.  v.  N.  A 
W.  Ry.  Co.  303  (307);  In  re  Reduced  Rates  on  Returned  Shipments,  409  (416); 
Pabst  Brewing  Co.  v.  C.  M.  &  St.  P.  Ry.  Co.  584  (587). 
Orders  with  respect  to  rates  are  not  conclusive  beyond  period  of  two  yean. 

National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (37). 
Plea  of  re$  adjudicata  conclusive  as  to  all  that  preceded  effective  date  of  Hepburn 

Act.    Id. 
Plea  of  res  adjudicata  has  no  standing  as  affecting  shipments  moving  subsequent  to 

decision  relied  upon.    Waco  Freight  Bureau  v.  H.  A  T.  C.  R.  R.  Co.  22  (24). 
RESTORED  RATE. 
Mere  restoration  of  former  rate  is  not  proof  of  unreasonableness  of  rate  charged. 

Pabst  Brewing  Co.  v.  C.  M.  &  St.  P.  Ry.  Co.  584  (586). 
Long  maintenance  of  lower  rate  is  in  natiure  of  admission  of  its  fairness.    Millar  v. 

N.  Y.  C.  &  H.  R.  R.  R.  Co.  78. 
Complainant  entitled  to  through  rate  which  formerly  prevailed  and  which  now 

prevails.    Cameron  A  Co.  v.  H.  E.  &  W.  T.  Ry.  Co.  146  (147). 
RETROACTIVE. 
Retroactive  application  of  privilege  not  sanctioned.    Cady  Lumber  Co.  w.  M.  P. 

Ry.  Co.  12  (13). 
RETURNED  SHIPMENTS. 
Retiurned-shipment  rate  in  general  disapproved;  but  reduced  rates  for  return  <tf 

freight  which  has  been  refused  at  destination  by  consignee  j  ustified .  In  re  Red uced 

Rates  on  Returned  Shipments,  409  (417). 
REVENUE. 
Ton-per-mile  revenue  not  excessive.    Breeee-Trenton  Mining  Co.  w.  W.  R.  R.  Co. 

598(600). 
Ton-per-mile  revenue  not  low.    Bott  Bros.  Mfg.  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  136  (137). 
Neither  per-car  nor  ton-per-mile  earnings  show  the  rate  to  be  unreasonable.    Indus- 
trial Lumber  Co.  v.  St.  L.  W.  &  G.  Ry.  Co.  50  (52). 
Carriers  are  entitled  to  reasonable  profits  on  reconsignment  service.    St.  Louis  Hay 

&  Grain  Co.  v.  M.  <Sb.  O.  R.  R.  Co.  533  (534). 
Ultimate  test  of  reasonableness  with  carrier  itself  is  the  return  for  the  use  of  its  equip- 
ment and  facilities.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (48). 
Mere  fitct  of  water  competition  is  not  proof  that  rail  rates  are  so  low  as  to  deprire 

carrier  of  reasonable  return.    R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (250). 
Unreasonable  rates  can  not  be  permitted  simply  because  entire  result  of  company's 

operations  might  not  be  as  favorable  as  would  otherwise  be  proper.    Commercial 

aub  of  Salt  Lake  aty  v,  A.  T.  &  S.  F.  Ry.  Co.  218  (222). 
Cessation  of  rebating  and  diminution  of  free  transportation  resulted  in  important 

increases  in  revenue.    (Dissenting  opinion.)    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R. 

Co.  460  (472). 
Fact  that  branch  lines  &dl  to  show  large  earnings  does  not  justify  charging  unraa* 

Bonable  rates.    Billings  Chamber  of  Commerce  v,  C.  B.  &  Q.  R.  R.  Co.  71  (75). 
Without  attempting  to  say  whether  this  Commission  might  in  any  case  reduce  imlea 

for  the  sole  reason  that  revenues  were  found  excessive,  it  has  not  attempted  to  do 

so  in  this  case.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (173). 


Digitized  by 


Google 


iKDiX  681 

RISK. 
Liability  to  waste  or  injury  in  transit  must  be  considered  in  framing  classifications 

and  rates.    Ford  Co.  v.  M.  C.  R.  R.  Co.  507  (509). 
Fact  that  brick  is  not  subject  to  loss  and  damage  should  be  considered  in  making 

rates.    Hydraulic-Preas  Brick  Co.  v,  M.  &  O.  R.  R.  Co.  630  (531). 
To  adjust  rates  to  correpondingly  fluctuate  with  values  of  products,  and  resultant 
fluctuations  of  carrier's  risk  is  impossible.    Ponchatoula  Farmers'  Asso.  v.  I.  C. 
R.R.Co.513(515). 
Loee  and  damage  claims  on  "  time  "  freight  under  normal  conditions  are  greater  than 
the  average  of  such  claims  of  all  commodities.    Morgan  Grain  Co.  v.  A.  C.  L. 
R.  R.  Co.  460  (469). 
More  claims  relatively  from  lees-than-carload  than  from  carload  freight.    Commer- 
cial Club  of  Omaha  v.  B.  &  0.  R.  R.  Co.  397  (400). 
Rato><  can  not  be  made  solely  with  reference  to  loss  and  damage  claims  arising  from 
transporUtion.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (47). 
ROUND-TRIP  TICKET.    SuaUo  VALroATiON. 
No  undue  discrimination  in  maintaining  round-trip  fire  from  one  town  and  not 
maintaining  such  fare  from  a  neighboring  town.    BalUn  v.  S.  P.  Co.  503  (504). 
ROUTING  INSTRUCTIONS. 
Instructions  followed;  not  liable  for  misrouting.    Fish  &  Co.  v.  N.  Y.  C.  <Sc  St.  L. 

R.  R.  Co.  452  (453);   Sikeston  Mercantile  Co.  v,  B.  &  M.  R.  R.  422  (423). 
Notation  on  bill  of  lading  puts  carrier  under  obligation  to  use  connecting  line's 

facilities  to  best  advantage  of  shipper.     Prentiss  &  Co.  v.  P.  R.  R.  Co.  68  (69). 
Rate  inapplicable  to  route  named,  carrier  should  use  cheaper  route  or  obtain  fur- 
ther instructions.     Alpha  Portland  Cement  Co.  v,  D.  L.  &  W.  R.  R.  ( o.  297  (298). 
RULE. 
Car-distribution  rule  prescribed.    Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356 

(365). 
Whether  validation  of  tickets  is  a  practice  falling  within  Commission's  jurisdiction 

is  not  decided.    Riter  v.  O.  S.  L.  R.  R.  Co.  443  (446). 
Carriers  advised  to  establish  rules  regulating  refund  of  extra  fare  paid  because  of 
failure  to  validate  tickets.    In  re  Nonvalidation  of  Limited  Excursion  Tickets, 
440(442). 
SALE. 
Sale  of  1,000  cars  to  one  shipper.    Jacoby  &  Co.  v.  P.  R.  R.  Co.  392  (395). 
Sale  of  its  business  by  express  company  to  competitor.     Douglas  Shoe  Co.  v.  Adams 
Express  Co.  539. 
SCALED  RATES. 

Scaling  rates.    Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336  (340). 
SCRIP  BOOK. 

l^egality  not  determined.     Rickel  v.  A.  T.  A  S.  F.  Ry.  Co.  499  (500). 
SEiTlON  ONE. 
Imposes  on  carriers  obliiration  to  establish  through  routee  and  joint  rates.    Florida 
Cotton  Oil  Co.  V.  C.  of  G.  Ry.  Co.  336  (338). 
SECTION  TWO. 

Construed.    In  re  Reduced  Rates  on  Returned  Shipments,  409  (415). 
SECTION  THREE. 
Free  pick-up  and  delivery  rule  constftutod  violation  of  section  3.    Strauss  v,  Ameri- 
can Express  Co.  112. 
Car-distribution  rules  violated  section  3.    Uillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co. 
356. 
SECTION  FOUR. 
Water  competition  created  by  floating  tied  down  river.    Preston  v.  C.  &  O.  Ry.  Co. 
406. 
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SECTION  POUIl— Continued. 
Water  competition  as  affecting  rates  to  Pacific  coast.    R.  R.  CommisEdon  of  N«t. 

V.  S.  P.  Co.  238  (249). 
Circumstances  tending  to  negative  presumption  of  unreasonableness  of  greater 

charge  to  shorter-distance  point.    Fisk  &  Sons  v.  B.  &  M.  R.  R.  299  (301). 
Water  competition  not  proven.    Pennsylvania  Smelting  Co.  v.  N.  P.  Ry.  Co.  60  (61 ). 
Where  competition  compelled  low  rate  to  farther-distance  point,  carrier  applied  same 

rate  to  intermediate  points  so  as  not  to  violate  fourth  section.    Schmidt  A  Sods 

V.  M.  C.  R.  R.  Co.  535  (537). 
Greater  charge  to  intermediate  point  will,  upon  expiration  of  six  months  from 

August  17, 1910,  become  unlawful  unless  application  is  made  to  deviate  from  pre- 
scribed rule.    Colorado  Coal  Traffic  Asso.  v.  C.  &  S.  Ry.  Co.  478  (479). 
SECTION  FIVE. 

No  pooling  of  validation  fees.     Riter  v,  0.  S.  L.  R.  R.  Co.  443  (447). 
SECTION  EIGHT. 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356 

(373). 
SECTION  NINE. 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356 

(373). 
SECTION  THIRTEEN. 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356 

(382). 
SECTION  FOURTEEN. 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356 

(382). 
SECTION  FIFTEEN. 
Basis  of  car  distribution  is  a  regulation  affecting  rates  within  meaning  of  section  15. 

Hillsdale  Coal  &  Coke  Co.  v.  P.  R.  R.  Co.  356  (3o*>. 
Whether  validation  of  tickets  is  a  practice  affecting  rates  within  jurisdiction  of 

Commission  is  not  decided.     Riter  v.  O.  S.  L.  R.  R.  Co.  443  (446;. 
SECTION  SIXTEEN. 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  A  Coke  Co.  v.  P.  R.  R.  Co.  356 

(382). 
No  jurisdiction  over  claims  barred  by  section  16.    Anaconda  Copper  Mining  Co. 

V.  C.  &  E.  R.  R.  Co.  592  (594). 
Letter  setting  forth  precise  nature  of  claim  is  sufficient  complaint.    Gamble- 
Robinson  Commission  Co.  v.  St.  L.  &  S.  F.  R.  R.  Co.  114. 
Limitation  runs  firom  time  payment  should  have  been  required.    Shoeczaft  A  Son 

Co.  V.  I.  C.  R.  R.  Co.  492. 
SECTION  TWENTY-THREE.' 
Construed.    (Dissenting  opinion.)    Hillsdale  Coal  &  Coke  Co.  v,  P.  R.  R.  Co.  35« 

(380). 
SEVENTH  AMENDMENT. 
Effect  of  seventh  amendment  to  the  Federal  Constitution,  providinp  for  jury  trid, 

upon  action  for  damages  before  Commif^on,  not  yet  determined   by  courts. 

(Dissenting  opinion.)    Hillsdale  Coal  &  Coke  Co.  v,  P.  R.  R.  Co.  356  (384). 
SIDETRACK. 
Safety  of  main-line  traffic  must  be  considered  in  locating  switrhes.     Reiter,  Curtii 

d  Hill  V.  N.  Y.  S.  &  W.  R.  R.  Co.  290  (292). 
Closing  shipper's  switch  and  refusal  to  place  cars  thereon.     Hillsdale  Coal  d  Cote 

Co.  V.  P.  R.  R.  Co.  356  (368). 
Because  a  spur-track  is  included  in  service  of  one  carrier  it  does  not  follow  that 

service  of  another  carrier  without  a  spiu:  track  is  inadequate.    Southern  CkliSoruA 

Sugar  Co.  v.  S.  P.  L.  A.  &  8.  L.  R.  R.  Co.  6  (11). 
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SLEEPING  GAR. 

Pullman  berth  rates.    Rehearing  granted.    LoftUA  v.  Pullman  Go.  102. 
SPECIAL  RATE. 
Special  rate  on  box  shookfl.    Sawyer  &  Austin  Lumber  Co.  v.  St.  L.  L  M.  ^  S.  Ry. 

Co.  141  (143). 
No  objection  to  special  rate  based  on  value  for  damaged  goods  but  no  justification 
for  special  rates  on  unsalable  goods.    In  re  Reduced  Rates  on  Returned  Ship- 
mentu,  409  (418). 
SPECIAL  SERVICE. 
Because  a  spur  track  is  included  in  service  of  one  carrier  it  does  not  follow  that 
service  of  another  carrier  without  a  spur  track  is  inadequate.    Southern  Cali- 
fornia Sugar  Co.  v.  S.  P.  L.  A.  &  S.  L.  R.  R.  Co.  6  (11). 
STANDARD  TIE. 
Six  inches  by  eight  inchea  by  eight  feet.    American  Creosote  Works  v.  I.  C.  R.  R.  Co. 
314  (321). 
STARE  DECISIS. 
Former  case  conclusive.    Corporation  Commission  of  N.  C.  v.  N.  A  W.  Ry.  Co. 
303  (307);  In  re  Reduced  Rates  on  Returned  Shipments,  409  (416);  Pabet  Brew- 
ing Co.  V.  C.  M.  &  St.  P.  Ry.  Co.  584  (587). 
Must  follow  Supreme  Court's  decisions.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (170); 

Fisk  A  Sons  v,  B.  A  M.  R.  R.  299  (:m). 
Former  case  not  necessarily  controlling.    Sawyer  &  Austin  Lumber  Co.  v.  St. 

L.  I.  M.  A  S.  Ry.  Co.  141  (143). 
Doctrine  of  $tare  decisi*  has  little  application  in  proceedings  before  Conmiission 
involving  economic  questions  of  transportation.    Hillsdale  Coal  A  Coke  Co.  v. 
P.  R.  R.  Co.  356  (361). 
So  ^  as  we  are  aware,  Commission  never  knowingly  departed  from  rule  that  repara- 
tion is  due  owner  of  property  paying  excessive  charges  or  on  whose  account  it 
was  paid.    Sunnyside  Coal  Mining  Co.  v.  D.  A  R.  G.  R.  R.  Co.  20  (21). 
Plea  of  itare  deems  has  no  standing  as  affecting  shipments  moving  subsequent  to 
decision  relied  upon.    Waco  Freight  Bureau  v.  H.  A  T.  C.  R.  R.  Co.  22  (24). 
STATE  RATE. 

Rate  established  by  state  comminf^ion  affords  little  value  for  comparative  purposes. 
Waco  Freight  Bureau  v.  H.  A  T.  C.  R.  R.  Co.  22  (2G). 
STATE  SHIPMENT. 
No  jurisdiction  over  state  shipments.    Pierce  Co.  v.  N.  Y.  C.  A  H.  R.  R.  R.  Co. 
579  (580);  Welb*-Higman  Co.  v.  G.  R.  A  I.  Ry.  Co.  487  (400). 
STATION. 
Merging  two  communities  into  one  municipality  does  not  necessarily  merge  the 
two  into  <Mie  community  from  a  transportation  point  of  view.    Harbor  City 
Wholesale  O.  of  San  Pedro  v.  S.  P.  Co.  323  (331). 
Where  no  di*<!rimination,  Commission  declined  to  require  carrier  to  furnish  a  car 
shed  under  which  vegetables  could  be  loaded  without  damage  £rom  the  weather. 
Ponchatoula  Farmers'  Asso.  t.  I.  C.  R.  R.  O).  513  (515). 
STATUTE  OF  LIMITATION.    See  LwrrATioN  of  Action. 
STOCKS  AND  BONDS. 
CommiflBion  has  no  jurisdiction  over  stock  and  bond  issue  of  corporations  engaged  in 
interstate  commerce.    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (471). 
SUBSTITUTION  OF  TONNAGE  AT  TRANSIT  POINTS. 
Former  decision  adhered  to.    Southern  Cotton  Oil  Co.  r.  A.  C.  L.  R.  R.  Co.  434  (436). 
No  justification  for  use  of  old  expense  bills  for  purpose  of  defeating  rate.    Klyce  Co. 
V.  I.  C.  R.  R.  Co.  667  (670). 
SUPPLEMENTAL. 
Supplemental  petition.     Wyman,  Partridge  A  Co.  v.  B.  A  M.  R.  R.  551. 
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SUSPENSION. 

Of  tariff  carrying  increased  rates.    Cleary  Bros.  Co.  v.  0.  &  N.  W.  Ry.  Co.  588  (689). 
SWITCHING  CHARGE. 
Flat  switching  charge  on  cars  of  ice.    Prahlow  v.  I.  H.  B.  R.  R.^  Co.  572  (574). 
Switching  chaige  not  unlawful  because  nine  months  later  it  was  absorbed.    Deeves 

Lumber  Co.  v.  C.  A  N.  W.  Ry.  Co.  482  (483). 
Granting  free  transfer  service  to  private  tracks  of  some  consignees  and  refusing  it  to 
complainants  held  to  be  unjust  discrimination.    Pierce  Co.  v.  N.  Y.  C.  dc  H.  R. 
R.  R.  Co.  579  (581). 
TANK  CARS. 
Demurrage  on  private  tank  cars  standing  on  private  tracks.    Procter  A  Gamble 
Co.  V,  C.  H.  &  D.  Ry.  Co.  556. 
TAP-LINE  ALLOWANCE. 
Important  carriers  are  accepting  O)mmission's  views  on  tap-line  allowances. 

Industrial  Lumber  Co.  v.  St.  L.  W.  &  G.  Ry.  O).  50  (53). 
No  rate  reduction  will  be  ordered  to  remove  discrimination  caused  by  tap-line 
allowances.    Id. 
TARIFF.    See  Felino  Tariff  and  Postino  Tariff. 
Minimum  rule  in  tariff  indefinite.    Da  vies  v.  I.  C.  R.  R.  Co.  3. 
Demurrage  is  wrongfully  collected  where  no  tariff  provision  therefor.    Beekman 

Lumber  Co.  v.  L.  Ry.  A  N.  Co.  343  (347). 
Tariff  is  contrary  to  law  which  provides  that  rate  in  effect  at  time  of  reshipment 

shall  govern.    Southern  Cotton  Oil  Co.  v.  A.  C.  L.  R.  R.  Co.  434  (435). 
Initial  carrier's  advanced  rate  tariff  did  not  cancel  lower  commutation  rate  named 
in  tariff  of  another  line  to  which  initial  line  was  a  party;  lower  rate  is  the  legal 
rate.    Stilwell  v.  L.  &  H.  R.  Ry.  Co.  404. 
Tariff  under  which  exchange  scrip  books  were  sold  was  irregular,  so  that  time  limi- 
tation for  redeeming  unused  coupons  was  invalid.    Rickel  v.  A.  T.  d  S.  F. 
Ry.  Co.  499. 
TEHACHAPI  PASS. 

Traffic  Bureau  of  Merchants'  Exchange  of  San  Francisco  v,  S.  P.^Oo.  259  (263). 
TEHUANTEPEC  ROAD. 

R.  R.  Commiflsion  of  Nev.  v.  S.  P.  Co.  238  (251). 
TERMINAL  RATES. 
Granting  Los  Angeles  terminal  rates  on  strength  of  water  competition  at  San  Pedro 
and  refusing  such  rates  at  San  Pedro  constituted  unlawful  discrimination.    Har- 
bor City  Wholesale  Co.  of  San  Pedro  v.  S.  P.  Co.  323  (331). 
TESTING  RATES. 
Order  postponed  pending  test  of  proposed  rates. 
City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (178). 

Commercial  Ciuh  of  Salt  Lake  City  v.  A.  T.  d  S.  F.  Ry.  Co.  218  (230). 
Portland  Chamber  of  Commerce  v,  0.  R.  R.  &  N.  Co.  265  (284). 
R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (256). 
THEATRICAL  CAR. 

Chappelle  v,  L.  &  N.  R.  R.  Co.  56;  id.  456. 
THROUGH  AND  LOCAL. 
Local  rate,  restricted  to  industries  and  team  tracks,  formed  no  part  of  combination. 

Prahlow  v.  I.  H.  B.  R.  R.  Co.  572  (573). 
Joint  through  rate  in  excess  of  combination  of  locals  held  unreasonable.    Websier 
Grocer  Co.  v,  C.  &  N.  W.  Ry.  Co.  493  (495);  Wells-Higman  Co.  v.  G.  R.  4  L  Ry, 
Co.  487  (488). 
Joint  through  rate  in  excess  of  combination  presumed  unreasonable,  thou(^  variable 
minima  applicable  to  locals.    Lull  Carriage  Co.  v,  C.  K.  <t  S.  Hy.  Co.  15  (16). 
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THROUGH  AND  LOCAL -Continued. 
Existence  of  lower  combination  over  another  route  does  not  present  a  combination 

lower  than  throu^  rate  on  which  presumption  obtains  that  through  rate  is  unrea- 
sonable.   Id.  16  (17). 
Through  rate  for  long  haul  ordinarily  should  be  less  than  sum  of  locals.    Boit  Bros. 

M^g.  Co.  V.  C.  B.  d  Q.  R.  R.  Co.  136  (137). 
THROUGH  ROUTE  AND  JOINT  RATE. 
Where  lower  combination  was  established,  petition  for  joint  through  rate  dismissed. 

Sligo  Iron  Store  Co.  v.  U.  P.  R.  R.  Co.  527  (528). 
Obligation  to  establish  through  routes  and  joint  rates  imposed  by  section  one. 

Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336  (338). 
No  jurisdiction  to  compel  through  routes  and  joint  rates  with  carriers  operating  in 

Alaska.    Humboldt  S.  S.  Co.  v.  W.  P.  A  Y.  Route,  105. 
No  through  route  and  joint  rate  where  one  of  connecting  roads  did  not  file  tariCb 

with  Commission.    Fish  A  Co.  «.  N.  Y.  C.  A  St.  L.  R.  R.  Co.  452  (463). 
Carriers  engaged  in  through  route  in  law  constitute  <me  line.    R.  R.  Commission  of 

Nev.  V.  S.  P.  Co.  238  (352). 
Application  of  through  rate  may  be  required  of  express  company.    Douglas  Shoe 

Co.  V,  Adams  Express  Co.  639  (543). 
Commission's  power  to  require  institution  of  through  routes  and  joint  rates  is 

expressly  conditioned  upon  there  being  no  reasonable  or  satisfactory  through 

route  in  existence.    Southern  California  Sugar  Co.  v.  S.  P.  L.  A.  &  S.  L.  R.  R. 

Co.  6  (10). 
Tugboat  company,  owned  by  oil  company  whose  products  comprised  nearly  all 

tugboat  company's  businees,  was  not  entitied  to  demand  through  routes  and  joint 

rates,  even  though  incorporated  as  a  conmion  carrier.    Gulf  Coast  Navigation  Co. 

V.  K.  C.  S.  Co.  544. 
Through  routes  and  joint  rates  ordered  to  be  established: 

Bott  Bros.  M|g.  Co.  v.  C.  B.  &  Q.  R.  R.  Co.  136. 

Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336. 

Saginaw  &  Manistoe  Lumber  Co.  v.  A.  T.  &  S.  F.  Ry.  Co.  119. 
Throu^  routes  and  joint  rates  voluntarily  established.    Craig  Lumber  Co.  v.  V.  Ry. 

Co.  114. 
Denied;  because  satisfactory  through  route  in  existence: 

Baer  Bros.  Mercantile  Co.  v,  M.  P.  Ry.  Co.  18. 

Commercial  Club  of  Omaha  v.  B.  &  O.  R.  R.  Co.  397  (403). 

Southern  California  Sugar  Co.  w.  8.  P.  L.  A.  &  8.  L.  R.  R.  Co.  6. 
TON  PER  MILE. 
Rate  per  ton  per  mile  entitied  to  be  considered  as  relative  test  in  rate  making. 

National  Hay  Asbo.  v.  M.  C.  R.  R.  Co.  34  (47). 
Nearby  point  in  blanket  or  tone  pays  more  per  ton  per  mile  than  more  distant 

point.    Schmidt  &  Sons  v.  M.  C.  R.  R.  Co.  635  (638). 
Ton-per-mile  revenue  not  low.    BoU  Bros.  Wg,  Oo.  v,  C.  B.  A  Q.  R.  R.  Co.  136 

(137). 
Ton-per>mile  revenue  not  unreasonably  high.    Industrial  Lumber  Co.  w.  St.  L.  W. 

A  G.  Ry.  Oo.  50  (62). 
TONNAGE. 
Increased  revenue  from  increased  tonnage.    Commercial  Club  of  Salt  Lake  City  w. 

A.  T.  &  S.  F.  Ry.  Oo.  218  (223). 
TORT. 
Tocloseriiipper'sswitchandrefuse  to  place  can  thareoo  Is  in  nature  of  tort.    Hills> 

dale  Coal  A  Coke  Co.  «.  P.  R.  R.  Co.  356  (368). 
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TRACK  DELIVERY. 
Free  track  delivery  when  road  has  line  haul.    PrentisB  <&  Go.  v.  P.  R.  R.  Co.  68(69). 
Granting  free  transfer  service  to  private  tracks  of  some  consignees  and  refusiJQg  it  to 

complainants  constituted  unjust  discrimination.    Pierce  Co.  v.  N.  Y.  C.  d  H.  R. 

R.  R.  Co.  579  (581). , 
TRAINLOAD. 
Giving  greater  consideration  to  trainload  than  to  carload  traffic  would  be  to  the  preju- 
dice of  small  shippers  and  the  public.    Anaconda  Copper  Mining  Co.  v.  C.  A  E. 

R.  R.  Co.  592  (596). 
TRAIN-MILE  EARNINGS. 

Discussed.    Arlington  Heights  Fruit  Exchange  v.  S.  P.  Co.  148  (151). 
TRAIN  SPEED. 
Between  10  and  11  miles  per  hour,  including  stops  at  divisional  points,  is  nothing 

more  than  fair  merchandise  schedule.    Arlington  Heights  Fruit  Exchange  w. 

S.  P.  Co.  148  (152). 
TRANSCONTINENTAL  RATES. 
Conunission  is  about  making  reductions  in   transcontinental  rates.    Arlington 

Heights  Fruit  Exchange  v.  S.  P.  Co.  148  (152). 
Transcontinental  railroads  have  made  a  near  approximation  to  postage-stamp  system 

of  rate  making.    R.  R.  Conmiission  of  Nev.  v.  S.  P.  Co.  238  (239). 
As  a  rule,  transcontinental  rates  apply  as  blanket  rates  to  Pacific  coast  terminals 

from  all  territory  upon  the  Missouri  River  and  east;  but  to  this  there  are  some 

exceptions.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (174). 
TRANSFER  CHARGE. 
Unjust  discrimination  resulted  from  refusing  free  transfer  service  to  private  trM^ks  of 

complainants.    Pierce  Co.  v.  N.  Y.  C.  &  H.  R.  R.  R.  Co.  579  (581). 
TRANSIT  PRIVILEGE. 
Reparation  awarded  where  inbound  expense  bills  were  not  honored  on  outbound 

shipments.    Klyce  Co.  v.  I.  C.  R.  R.  Co.  567. 
Retroactive  application  of  reconsignment  privilege  not  sanctioned.    Cady  Lumber 

Co.  V,  M.  P.  Ry.  Co.  12  (14). 
Reconsignment  charge  on  hay  at  East  St.  Louis  reduced  from  2  cents  to  1}  cents  per 

100  pounds.    St.  Louis  Hay  &  Grain  Co.  v.  M.  A  0.  R.  R.  Co.  533. 
Protecting  through  rate  on  goods  sold  at  reconsignment  point.    Fish  A  Co.  v.  N.  Y. 

C.  d  St.  L.  R.  R.  Co.  452. 
Diversion  without  additional  charge.    Wilson  Produce  Co.  v,  P.  R.R.  Co.  1. 
Diversion  is  costly  to  carrier  and  advantageous  to  shipper.    Arlington  Hei^to 

Fruit  Exchange  v.  S.  P.  Co.  148  (152). 
Milling-in-transit  rate,  not  higher  than  charged  at  fovored  point,  ordered  to  be 

maintained.    Spiegle  A  Co.  v,  S.  Ry.  Co.  522  (526). 
Transit  privileges  susceptible  of  defense  only  upon  theory  that  inbound  and  out- 
bound movements  are  parts  of  a  single  continuous  transaction.    In  re  Reduced 

Rates  on  Returned  Shipments,  409  (417). 
There  should  be  tariff  provision  connecting  inbound  with  outbound  movements. 

St.  Paul  Board  of  Trade  v,  M.  St.  P.  A  S.  Ste.  M.  Ry.  Co.  285  (288). 
TRUNK  LINE. 
Extension  of  Trunk  Line  rates  to  points  where  such  conditions  do  not  exist,  die- 
approved.    Corporation  Commission  of  N.  C.  v.  N.  A  W.  Ry.  Co.  303  (300). 
TUNNEL. 
Cost  of  tunnel  is  not  to  be  charged  to  traffic  between  its  two  mouths.    Traffic  Bureea 

of  Merchants'  Exchange  of  San  Francisco  v,  S.  P.  Co.  259  (261). 
ULTIMATE  CHARGE. 
It  is  the  ultimate  charge  to  which  Commission's  rule  is  directed.    Lull  Cvria^ 

Co.  V.  C.  K.  A  S.  Ry.  Co.  15  (16). 
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UNDERCHARGE. 

Florida  Cotton  Oil  Co.  v.  C.  of  G.  Ry.  Co.  336  (342). 

P*b«t  Brewing  Co.  v.  C.  M.  A  St.  P.  Ry.  Co.  584  (585). 

Undercharge  deducted  from  overchaige.     Welle-Higman  Co.  v.  G.  R.  d  I.  Ry.  Co. 
487  (489). 
UNIFORM  DEMURRAGE. 

Rules  discuraed.    Procter  A  Gamble  Co.  v.  C.  H.  &  D.  Ry.  Co.  556  (558). 

InTestigation  and  explanation.    In  re  Demurrage  Investigation,  496. 
UNIT. 

Branch  lines  are  operated  as  part  of  a  great  B3rBtem.  Billings  Chamber  of  Commerce 
V.  C.  B.  &  Q.  R.  R.  Co.  71  (75). 

Carriers  engaged  in  through  route  in  law  constitute  one  line.  R.  R.  Commisiion  of 
Nev.  V.  S.  P.  Co.  238  (252). 

A  road  is  built  and  operated  as  a  whole;    Traffic  Bureau  of  Merchants'  Exchange 
of  San  Francisco  v.  S.  P.  Co.  259  (261). 
UNLOADING.    See  Loadino  and  UNLOADiNa. 
UNREASONABLE  RATE. 

If  rate  was  unreasonable,  carrier  had  no  right  to  chaige  it  and  has  no  right  to  pro- 
ceeds of  such  charge  above  a  reasonable  rate.  Commercial  Club  of  Omaha  v.  A.  A 
8.  R.  Ry.  Co.  419  (421). 

Unreasonable  rate  can  not  be  permitted  simply  because  entire  result  of  company's 
operations  might  not  be  as  favorable  as  would  otherwise  be  proper.  Commercial 
Club  of  Salt  Lake  City  v.  A.  T.  &  8.  F.  Ry.  Co.  218  (222). 

It  does  not  follow  that,  because  Commission  has  found  a  rate  unreasonable  and 
e^^tablished  a  lower  rate  for  future,  former  rate  was  unreasonable  at  all  times  in 
the  past.    Ullman  v.  American  Express  Co.  354  (355). 

Groat  force  in  claim  that  no  schedule  of  rates  can  be  right  which  permits  merchan- 
dise to  be  hauled  from  the  east  over  the  Cascade  Mountains  to  Seattle  and  bark 
again  to  consumers  upon  east  side  of  that  mountain  range.    City  of  Spokane  v. 
N.  P.  Ry.  Co.  162  (167). 
UNSALABLE  GOODS. 

Can  be  no  justification  for  q>ecial  rates  on  unsalable  gooda.    In  re  Reduced  Rates 
on  Returned  Shipments,  409  (418). 
LSE. 

Improper  to  base  rate  upon  use  to  which  commodity  may  be  pat.  Anaconda  Cop- 
per Mining  Co.  v.  C.  &  E.  R.  R.  Co.  592  (596). 

Hi^er  rate  on  coke  used  in  smelting  copper,  silver,  etc.,  than  chaiged  on  coke  for 
blast-furnace  use  held  not  unreasonable.    Id.  592  (597). 
VALIDATION. 

No  refund  of  extra  hn  paid  for  failure  to  validate  ticket.    Carrien  advised  ^ 
establish  tariff  rule  rt*?ulating  such  refund.    In  re  Non validation  of  Limited 
Excursion  Tickets,  440  (442). 

Where  there  is  tariff  authority,  it  is  no  violaUoQ  ol  act  to  require  validation  of 
limited  excursion  tickets,  and  to  chaige  validation  fee  therefor.  Riter  v.  0. 8.  L. 
R.R.Co.443(444). 

AdvertisemeatB  of  excursions  should  state  total  amount  to  be  exacted,  of  which 
validation  is  a  part.    Id. 

miether  validation  of  tickets  is  a  practice  falling  within  juriadictioo  of  Commission 
knot  decided.    Id.  443  (44«). 
VALUATION. 

Carrier's  pmpeity  devoted  to  public  use  as  a  measure  of  rale.  City  of  Spokane  v. 
N.  P.  Ry.  Co.  162  (170);  Commercial  Club  of  Salt  Lake  City  w.  A.  T.  &  8.  F.  Ry. 
On.  216  (223);  Portland  Climber  ol  Coounerce  v.  O.  R.  R.  A  N.  Co.  266  (2W). 

Physical  valuation  of  railroad  pioperty  has  not  h^^n  authorised  by  ladeiml  author- 
ity.   Morgan  Grain  Co.  V.  A.  C.L.R.R.  Co.  460  (471). 
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VALUE. 
Value  must  be  talcon  into  conpideration  in  framing  claaRifications  and  rates.    Ford 

Co.  V,  M.  C.  R.  R.  Co.  507  (509). 
Rates  can  not  be  made  solely  with  reference  to  value  of  article  transported .    National 

Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (47). 
Smithing  coal,  being  of  greater  value,  mi^ht  properly  be  chaiged  a  higher  rate  than 

ordinary  bituminous  coal.    Sligo  Iron  Store  Co.  v.  U.  P.  R.  R.  Co.  527  (529). 
Axiomatic  that  rates  depend  largely  upon  value;  no  objection  to  special  rate  for 

damaged  or  defective  goods,  based  upon  low  value  of  freight.     In  re  Reduced 

Rates  on  Returned  Shipments,  409  (418). 
We  do  not  feel  justified  in  ordering  a  reduction  of  an  any-quantity  rate  to  39  cents 

per  100  pounds  upon  a  commodity  worth  from  15  to  30  cents  per  pound .    Schmidt 

&  Sons  V.  M.  C.  R.  R.  Co.  535  (538). 
To  adjust  rates  to  correspondingly  fluctuate  with  the  values  of  products  moving 

under  them  is  impossible.    Ponchatoula  Farmers*  Asso.  v.  I.  C.  R.  R.  Co.  513  (515) . 
VALUE  OF  SERVICE. 
Value  of  service  entitled  to  be  considered  in  rate  making.    National  Hay  Asbo.  v. 

M.  C.  R.  R.  Co.  34  (47). 
VOLUME. 
As  element  of  rate  making.    National  Hay  Asso.  v.  M.  C.  R.  R.  Co.  34  (47). 
Volume  of  business  comparatively  small.    Billings  Chamber  of  Commerce  v.  C.  B. 

&  Q.  R.  R.  Co.  71  (75). 
Fact  that  brick  moves  in  large  quantities  should  be  considered  in  making  rate. 

Hydraulic-PresB  Brick  Co.  v.  M.  d  O.  R.  R.  Co.  530  (531). 
If  rate  remains  the  same  and  cost  of  service  continues  the  same,  increase  in  tonnage 

must  produce  increased  revenue.    Commercial  Club  of  Salt  Lake  City  v.  A.  T.  St 

S.  F.  Ry.  Co.  218  (223). 
VOLUNTARY  RATE  AND  VOLUNTARY  REDUCTION. 
Long  maintenance  of  voluntary  rate  raises  presumption  of  foimees.    Gamble- 
Robinson  Commission  Co.  v.  St.  L.  &  S.  F.  R.  R.  Co.  114  (116). 
Long  maintenance  of  voluntary  rate  imposes  duty  on  carrier  to  give  good  reason  for 

advance.    Morgan  Grain  Co.  v.  A.  C.  L.  R.  R.  Co.  460  (468). 
Long  maintenance  of  subsequently  restored  rate  is  in  nature  of  admission  of  its  &dr- 

ness.    Millar  v.N.Y.C.AH.R.R.R.  Co.  78. 
Mere  restoration  of  lower  rate  is  not  proof  of  unreasonableness  ci  rate  chaiged. 

Pabst  Brewing  Co.  v.  C.  M.  &  St.  P.  Ry.  Co.  584  (586). 
Reparation  awarded  on  basis  of  voluntarily  established  reduced  rate.    Hydraulic- 
Press  Brick  Co.  V.  St.  L.  &  S.  F.  R.  R,  Co.  554;  Johnson  Co.  v,  Clyde  S.  S.  Co. 

612;  Sligo  Iron  Store  Co.  v.  U.  P.  R.  R.  Co.  527  (528). 
WAREHOUSE  DELIVERY. 

Free,  when  road  has  line  haul.    Prentiss  &  Co.  v.  P.  R.  R.  Co.  68  (69). 
WATER  CARRIER. 
Reparation  awarded  against  lake-line  defendants.    Wsrman,  Partridge  A  Co.  v. 

B.  A  M.  R.  R.  551. 
Water  carrier,  owned  by  shipper,  not  entitled  to  throu^  routes  and  joint  rates, 

though  incorporated  as  a  carrier  common.    Gulf  Coast  Navigation  Co.  v.  E.  0. 

8.  Ry.  Co.  544. 
WATER  COMPETITION. 
Water  competition  not  proven.    Pennsylvania  Smelting  Co. «.  N .  P.  Ry .  Co.    60  (61  >. 
Created  by  floating  ties  down  river.    Preston  v,  C.  A  O.  Ry.  Co.  406  (407). 
Affecting  domestic  and  export  lumber  rates.    Industrial  Lumber  Co.  w.  St.  L.  W. 

A  G.  Ry.  Co.  50  (52). 
At  their  pleasure,  carriers  may  or  may  not  meet  onnpetition,  so  long  as  no  nndoe 

discrimination  or  preference  results.    Harbcv  City  Wholesale  Co.  of  San  Pedro  w. 

8.  P.  Co.  323  (329). 
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WATER  COMPETITION— Continued. 
Granting  Los  Angeleo  tenninal  rates  on  strength  of  water  competition  at  San  Pedro 
y  and  refusing  such  rates  at  San  Pedro  is  unjust  discrimination.     Id.  323  (331). 

That  carriers  may  meet  water  competition  at  whatever  point  and  to  whatever  ex- 
tent they  see  fit  can  not  be  admitted.    City  of  Spokane  v.  N.  P.  Ry.  Co.  162  (168). 
Mere  statement  that  terminal  points  are  situated  on  the  water  is  not  sufficient  to 

excuse  higher  rates  at  intennediate  points.    R.  R.  CommL»ion  of  Nev.  v.  S.  P. 

Co.  238  (250). 
WEAK  LINE. 
Not  required  to  establish  as  low  a  rate  as  more  firmly  established  lines.    DuMee, 

Son  d  Co.  V.  A.  T.  &  N.  R.  R.  Co,  675  (576). 
In  this  case  it  is  necessary  that  carriers  be  permitted  to  chaige  rates  that  are  fully 

compensatory  for  the  services  they  perform  so  long  as  they  are  not  unreason- 
able.   Morgan  Grain  Co.  v,  A.  C.  L.  R.  R.  Co.  460  (471). 
WEIGHT. 
Refund  for  excess  charge.    Isbell  d  Co.  v,  L.  S.  d  M.  S.  Ry.  Co.  448  (451). 
Weight  of  bread  hampers.    Oak  Grove  Farm  Creamery  v.  Adams  Express  Co.  454 

(455). 
Allowance  of  500  poimds  for  car  stakes.    Deeves  Lumber  Co.  v.  C.  d  N.  W.  Ry.  Co. 

482  (483). 
Weight  must  be  taken  into  consideration  in  framing  classifications  and  rates.    Ford 

Co.  V.  M.  C.  R.  R.  Co.  507  (509). 
Billing  at  marked  capacity  in  switching  service  not  condemned.    Prahlow  v.  I.  H. 

B.  R.  R.  Co.  572  (574). 
Car  loaded  according  to  carrier's  loading  restrictions;  weight  less  than  minimum; 

actual  weight  should  govern.    Oregon  Lumber  Co.  v.  0.  R.  R.  d  N.  Co.  582. 
WHARF  FACILITIES. 
Alleged  discrimination  at  Skagway,  Alaska;  no  jurisdiction.    Humboldt  S.  S.  Co. 

V.  W.  P.  d  Y.  Route.  106. 
WHAT  TRAFFIC  WILL  BEAR. 
Mere  fact  that  traffic  will  bear  the  imposition  does  not  justify  unreasonable  rate. 

R.  R.  Commission  of  Nev.  v.  S.  P.  Co.  238  (249). 
Commission  not  ready  to  accept  theory  that  rates  may  lawfully  be  increased  as  long 

as  traffic  moves  freely.    Commercial  Club  of  Omaha  v,  A.  d  S.  R.  Ry.  Co.  419 

(421). 
WORDS  AND  PHRASES  DEFINED. 
''Assigned  cars."    HillMlale  Coal  d  Coke  Co.  v.  P.  R.  R.  Co.  356  (362). 
"Commercial  capacity  **  of  mine.    Id.  356  (359). 
"Compensation."    Morgan  Grain  Co.  v,  A.  C.  L.  R.  R.  Co.  460  (470). 
"Compo-board."    Quammen  d  Austad  Lumbei  Co.  v.  C.  M.  d  St.  P.  Ry.  Co.  110. 
"Diversion."    Arlington  Heights  Fruit  Exchange  v,  S.  P.  Co.  148  (152). 
"  Exchange  scrip  book."    Rickel  v.  A.  T.  d  S.  F.  Ry.  Co.  499. 
"Gas  grates."    Ohio  Foundry  Co.  v.  P.  C.  C.  d  St.  L.  Ry.  Co.  65  (66). 
"Organic  act."    (Dissenting  opinion.)     In  re  Jurisdiction  in  Alaska,  81  (96). 
"Pool  cars."     Portland  Chamber  of  Commerce  v.  O.  R.  R.  d  N.  Co.  265  (270). 
"Rate  damages."    (Dissenting  opinion.)    Hillsdale  Coal  d  Coke  Co.  i'.  P.  R.  R. 

Co.  356  (374). 
"Sy-stem  cars."     Id.  356  (362). 
ZONE  RATE. 
Every  city  is  entitled  to  advantage  of  its  location,  even  though  included  in  zone 

system.    Corporation  Comminoion  of  N.  C.  r.  N.  d  W.  Ry.  Co.  303  (309). 
In  every  zone  rate,  the  near-by  point  pays  a  proportionally  higher  rate  than  a  more 

distant  point.    Schmidt  d  Sons  v.  M.  C.  R.  R.  Co.  535  (,539). 
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